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“The next six months will be the critical period for 


war transportation. There is only one way to meet 


this situation... that is through increased utilization 


of existing equipment and facilities, by tightening up 
on transportation performance all along the line’... 


JOSEPH B. EASTMAN, Director. 
OFFICE OF DEFENSE TRANSPORTATION 


J's the MEN w 


5 ERIE RAILROAD - 


‘ ght? 


ORE than 300,000 miles have rolled under the 

wheels of this veteran Model 805, one of a dozen 

Diamond T’s operated by Fast 8 Line, according to 
President A. Walker Reid. 


“Purchased in September, 1939,” Mr. Reid states, “it was im- 
mediately put into service between Bound Brook, Providence and 
Boston. This calls for a round trip of approximately 560 miles in 
every 24 hours, with an average net pay load of eight tons. 

“Averaging 80,000 miles a year—a total equaling twelve times 
’round the earth at the equator—it has had two 
sets of rings and the other work that goes with 
_ting jobs. Brakes have been relined three times. 
Other than that, the usual greasing and oil jobs 
constitute all the expense we have had maintain- 
ing the truck, which, we think, is excellent service. 
“Our fleet is hauling 80% war material and it 
is essential that deliveries be effected overnight.” 


TRAFFIC WOR pecembe 


TRUCK: g” 


This 4-year-old DIAMOND T 


is at war as surely as though it were under fire! 


Hauling nearly two million ton-miles of war freight 
in 4 years of day-and-night service with that kind of 
maintenance-economy certainly adds up to our idea of 
a “fighting truck” in any language... including Ger- 
man and Japanese! 

From coast to coast, Diamond T Super Service Trucks 
are handling jobs like this—jobs that, in the aggregate, 
may well represent the difference between Victory 

and Defeat. And America is not going to 
forget it, especially when ten million truck- 
wise fighting men come home from theif 
Big Job and step into American business. 


DIAMOND T MOTOR CAR CO., CHICAGO 
Established 1905 


* DIAMOND T MOTOR TRUCKS * 
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ES, indeed ... it’s mighty nice to be 

droppin’ ’round again to spread the sen- 

timents of the Season. Nice to realize 
we Americans are still free to observe these 
grand old traditions . . . that we haven’t suc- 
cumbed to the terrors of soulless tyrants and 
that the Star that once guided the Wise Men 
of Old still glistens on high . . . still blinking 
the message of Peace on Earth . . . still light- 
ing Old Santa’s way across the house-tops . . . 
still prompting men to lay aside everyday things 
for awhile to say to their brother-men, with 
fervor and sincerity, as we of DECATUR say 
to you... 


A MERRY, MERRY CHRISTMAS 


“BNE NE EN 


blished by T Trarric Services Corr., 418 S. Market St., Chicago, Ill. Entered a 
Rees oy tater Taney Lisle ot the postotiicn ot Chicago, lil, under the ast of Maren & 189 
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FRUEHAUF SERVICE 
KEEPS TRAILERS 
RUNNING! 


Trailer operators know that 
Fruehaufs require little service 
attention, but when it is needed, 
there's a Factory Branch Service 
Station conveniently close. Frue- 
hauf maintains the only nation- 
wide Trailer service organization, 
Ree with fully equipped shops and 
” 

} 





complete parts stocks in over 

fifty strategically located cities. 
* &.* 

BACK THE ATTACK! 


BUY WAR BONDS! 







i Trailers! 


PE JOB 





TRAFFIC WOR 


A LOT OF FACTORS enter into 


the fabulous ability of the Kaiser shipyards to turn out Liberty 
Ships and Tankers almost as if they came from punch presses, 


One of these is the handling of material. And that’s where ' 
Truck-Trailers come in. At the four Kaiser yards on the Pa. 
cific Coast various types of Trailers haul many kinds of ma. 
terial . . all of it heavy and hard to handle. But let’s look at 
just one operation that’s typical of Trailer ability to take over 


the difficult, unusual jobs. 


Boilers for Liberty Ships. . 
giant units weighing 50 tons 
. . are fabricated in one place, 
tested a quarter-mile distant, 
then installed in ships on 
ways a half-mile to a mile 
farther on. That’s assembly- 
line production, a la Henry J. 
Kaiser. And Fruehauf Trailers 
are the conveyors. 


A low-bed Fruehauf Trailer 
is backed under the boiler, 
which is erected on a low 
foundation . . there’s only 
an inch leeway on either side, 
showing how maneuverable 
Trailers are . . and the boiler 
is lowered. 


At the testing area, the 
boiler is immediately removed 
and a tested boiler loaded on 


the Trailer, to go to the ship. 
ways. Not a minute wasted, 
And it’s a 24-hour, 7-day job, 


This entire, vital procedure 
is built around the use of 
Trailers. More than that, 
there’s no other method even 
remotely practical. 


This Kaiser operation is 
highly specialized, of course. 
But Trailers do specialized 
and routine work with equal 
facility. And most of their 
tasks, in both war-time and 
peace-time, couldn’t be done 
as well, if at all, by any other 
method. That’s why all of 
America’s Truck-Trailers 
must be kept running . . and 
why tires, parts and replace- 
ments must be made available. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO., Detroit 


Service in All Principal Cities 
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TRUCK-THRAALER TRANSPORT 18 DGING AN ESSENTIAL JOE FOR At AMERICA 
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The cowardly Senate of the United States, with 
the gun of the railroad labor saboteurs at its head, 
ys passed, seventy-four to four, the bill to grant a 
age increase to the non-operating railroad employes 
contradiction of the findings of the Director of Eco- 
mic Stabilization. It now remains to be seen whether 
1c House will be equally cowardly and, if it is, whether 
e President of the United States will also knuckle to 
bor by signing the bill. 
We use the terms “coward” and “saboteur” ad- 
edly and after due thought. The cowardice is two- 
ld. Its first cause is the desire of the politicians 
ected to Congress to appeal to the “labor” vote; the 
cond is fear that, if railroad labor does not get what 
wants, it will tie up transportation with a strike, 
hus hampering the war effort. The first cause is with- 
t excuse. The second may be a little justifiable, from 
ome points of view, but not in our book. We have, in 
es past, called railroad management cowardly for 
ielding to labor’s demands lest a strike be called. Now 
he cowardice has shifted from the shoulders of rail 
anagement to those of the politicians. We shall, of 
ourse, never know what would have happened if Con- 
ress had refused to grant labor’s demands. Maybe 


steonate Cowards and Labor Saboteurs 


there would have been a strike and maybe the only 
way in which it would have been dealt with would 
have been for the President to take over the railroads, 
but it would seem to us that there ought to be a better 
way of dealing with such situations and, if there is not, 
that a Congress made up of real men could contrive 
one. 


But whatever may be said or thought of the law- 
makers and the administration and whatever guesses 
may be made as to what might have happened if they 
had acted differently, we have to take at their word 
the labor leaders and their men who voted to author- 
ize a strike—and that word was that they would strike 
and tie up transportation if they did not get what they 
wanted. We have listened to and read a lot of hog- 
wash in recent months about the great, patriotic deeds 
of railroad labor in this war effort and, doubtless, there 
will be a good deal more of it, but railroad labor is as 
guilty of sabotage and unpatriotic conduct as anyone 
could be. Efficient transportation is as important as 
almost any other one thing in the successful prosecu- 
tion of the war. If we didn’t know this ourselves we 
would probably be convinced of it by what is being 
said every day by government authorities, by railroad 


OUR PLATFORM™M 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescri by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. : 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets 
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management, and by the men themselves. And yet, in 
order to obtain a wage increase to which they think 
they are entitled, the men threaten to make transpor- 
tation the victim of sabotage. If that is not treason, 
what is it? There would be no question in the mind 
of anyone if the situation were reversed and railroad 
managers and owners refused to operate their prop- 
erties because they thought they were asked to pay 
too much to labor. With what horror the President 
and all his minions, the newspapers, and the public 
would view such a thing! And yet, when the em- 
ployes threaten a like result, with the same effect on 
the war effort, we have to listen to a lot of clap-trap 
about the “sacred right to strike.” 

These remarks apply also, of course, to the operat- 
ing unions, who, because dissatisfied with the wage 
award of the constituted authorities, have already 
voted to strike December 30. Congress has as yet at- 
tempted no intervention in this case. 

We say these things without any reference to the 
merits of the wage controversy. They are true whether 
or not the men are entitled to the increase they de- 
mand. There are orderly procedures set up for decid- 
ing such questions. The decisions may not always be 
right, but to abide by them is the duty of every good 
citizen and to do otherwise in time of war, at the cost 
of interfering seriously with the war effort, is not only 
anarchistic, but treasonable. There have always been 
ways of compelling capital to obey such decisions, and 
this is especially true in time of war. Why should 
labor not. be subject to the same rule of conduct? 
When it refuses to be bound, it is, as we have said, 
guilty of sabotage, and those who permit it to refuse 
and even aid and abet it in its treasonable acts, are 
not much better. There is, to be sure, some sympathy 
for one who behaves like a coward with a gun at his 
head, but he is a coward, nevertheless—and not such 
an excusable one when political considerations, per- 
haps, over-persuade him that the trigger might be 
pulled. 


The Color Line 


Two things stand out in the refusal of ten south- 

ern railroads to obey the order of the President’s 
Committee on Fair Employment Practice to cease 
“discrimination” in the hiring and promoting of negro 
employes. One is the unusual phenomenon of railroads 
refusing to obey anyone who seems to speak with the 
voice of authority and questioning that authority. The 
other is the utter lack of practicability in much that 
is ordered and expected by the present powers in Wash- 
ington, as well illustrated by this particular order. 
Whatever may be thought as to such “discrimination” 
and however much it may be deplored on principle, 
would anyone reading these words regard it as prac- 
tical to be ordered to place colored girls in his office 
with white girls? The principle is the same. It just 
wouldn’t work. It is no answer to say that the gov- 
ernment itself is refusing to draw the color line, for 
white men and women are not compelled to work un- 






der such conditions. They do so only if they cho 
to do so, and when they choose to do s0 it is ciths 
because they personally have no “prejudice” op a 
cause they are tempted by high wages to forego j 
We have to reckon with things in this world ag ty 
are and not as, perhaps, we think they ought to 
Incidentally, we think negroes and their friends, py 
litical or otherwise, are doing the race no good hiNort 
insisting on “equality” where it is repellant. The wa 
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will not last always nor will Franklin and Eleanog chase— 
reign forever. When things change in this respegf & ok 
there may be a violent reaction. William 
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Legislative Rate-Making their bi 
Editor, The Traffic World: — ‘ 
In the Open Forum of your December 11 issue, J. V. Nonf inc, of 
man, Louisville, Kentucky, takes issue with you on what fy and gel 
terms your “labored effort” to distinguish between politic) ing sto 
rate-making ‘a respect of uniform rate bills and car-spotting§ said th 
charges inclu’led in line-haul rates. the vel 


Mr. Norinan’s prominence in the pending class rate pm. schedu! 
ceedings, which were finally made to embrace uniformity af pyrcha 
advocated by those supporting him, gives more than passing ot ad 
importance to his announcement that he is opposed to the uni tation 
form rate bills now pending in Congress—although this view 
he says, is predicated on the ground that such legislation js 
unwise and unnecessary. With this I agree. And I am sure w 
all agree with him that the legislative function is vested iy — 
Congress alone. But, since this is so, it would follow that what Saath 
he says is “unwise and unnecessary” for Congress to do wouliff tion wi 
be likewise for the Commission as the arm of Congress. applica 

But as to his criticism of the distinctions drawn by the operati 
editorial between spotting charges included in line-haul rate 
and the uniform rate bills, here Mr. Norman is clearly wrong .. 
and the editor is eminently right. The distinction is really he Silsbe 
tween uniform rates and uniform practices, which are two dif- traffic 
ferent things, just as we have the clear distinction between thp might 
vast number of different rates paid by different shippers, on 
the one hand, and, on the other, the uniform practice gov- 
erning the payment of freight charges by all alike, and Con 
gress itself has so decreed. 

We have been brought up in this country under the theory Rw 
that the practice of car-spotting is part of the carriers’ legal 
duty under the line-haul rates regardless of their measure, 7 
except where expressly excluded by tariff terms. And we havel order 
commonly assumed that every shipper, regardless of the level Gran 
of his rates, has the right to expect the carriers to performg et al. 
the same general practices for him, such as switching, recon-§ its or 
signing, the furnishing of cars, and the like, as performed forf dime; 
other shippers. Practices in general should be uniform, but this cars, 
is altogether different from uniform rates on everything evely-§ locon 
where. vacat 
_ It might also be observed that, while the legislative func} runn 
tion of rate-making is vested in Congress alone, this is not the stall 
same as the power to destroy. Regardless of who prescribes 0 out ; 
makes the rates, the carriers,-as private property devoted to ' 
public use, are protected by constitutional provisions guaral-§ 1944 
teeing them just compensation, and, if the practice of car- 
spotting is really a part of the line-haul service, the compensa- § 
tion for the spotting practice must come from the line-haul ( 
rates. Congress would clearly be “wise” in defining the na§ © I 
tional policy in this respect. On the other hand, the question 
of uniform rates involves not so much “wisdom” as it does the 
cold practical considerations of adequate revenues for each 
individual carrier, and no amount of declaration of policy i 
worth a dime unless it squares with the revenue needs of the 
carriers. That is why Congress would be taking dangerous 
ground in directing the Commission to make all rates the same 
everywhere regardless of other considerations. We should then 
either have subsidies for some or outright government owner: 
ship of the whole. 
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C. E. Widell. Transportation Director, 
Tennessee Manufacturers Assn. 
Nashville, Tenn., Dec. 14, 1943. 


MOTOR RATE INCREASES 

Dewey. Wayne and Robert A. Nixon, of the transportation 
and public utilities section of the Office of Price Administration, 
have had a conference with representatives of southern moto 
carriers, at Atlanta, Ga., to discuss the intention of the carriers 
to ask for an increase in rates. It was understood at the Com 
mission that the southern carriers intended to file with the Com 
mission tariffs carrying a general increase of 4 per cent. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


i ee 


Norton Motor Purchase 


By a report and order in MC F-2246, C. D. Thomas—Pur- 
chase—William D. Norton, the Commission, division 4, has 
denied the application of C. D. Thomas, of Nacogdoches, Tex., 
for authority to purchase operating rights and property of 
William D. Norton, doing business as Norton’s Bus Line, of 
Beaumont, Tex. : 

The purchase involved the transportation of passengers and 
their baggage, and express, newspapers, and mail in the same 
vehicle, between Silsbee and Beaumont, serving all interme- 
diate points. The report pointed out that Airline Motor Coaches, 
Inc. of which, it said, C. D. Thomas was president, director, 
and general manager, and owned 42.4 per cent of its outstand- 
ing stock, was authorized to traverse the identical highway. It 
said the application had stated that Mr. Thomas would enter 
the venture on his own behalf, independent of Airline; that 
schedules of the two carriers were not now, and following the 
purchase, would not be in conflict; and that William D. Norton 
was advanced in years and desired to retire from the transpor- 
tation business. The report continued: | 


These representations, in our opinion, do not warrant approval of 
the proposed common control of separate duplicating operations. The 
practice of securing interlocking interests in multiple carriers creates 
conflicting interstate and divided responsibility and often results in 
wasteful transportation contrary to the public interest. The applica- 
tion will be denied without prejudice to the filing of a supplemental 
application herein by Airline seeking authority to acquire the considered 
operating rights and properties. 


The report pointed out that Airline was authorized to serve 
Silsbee, Beaumont, and all points intermediate in interstate 
traffic, but that its intrastate rights were restricted so that it 
might not originate passengers at Silsbee destined to or beyond 
Beaumont, or originate passengers at Beaumont destined to 
Silsbee, or intermediate points. 


Running Board Order 


The Commission, division 3, by a second report and an 
order on further hearing in No. 21997, G. W. Laughlin, Assistant 
Grand Chief Engineer, Brotherhood of Locomotive Engineers, 
et al. vs. Aberdeen & Rockfish Railroad Co. et al., has modified 
its order of March 13, 1911, with respect to running boards and 
dimensions and manner of application to box and other house 
cars, and with respect to dimensions of footboards on steam 
locomotives used in switching service. The Commission also 
vacated its order of June 8, 1943, in so far as it provided that 
Tunning boards of material other than wood might not be in- 
stalled on box or other house cars on or after Jan. 1, 1944, with- 
out prior approval by the Commission. 


The order of March 13, 1911, was modified, effective Jan. 1, 
1944, as follows: 


§ 131.1 Box and other house cars. ***** 
(c) Running boards. ***** 


(2) Dimensions: Longitudinal running board shall be not less than 18 
and preferably 20 inches in width. Latitudinal extensions shall be 
not less than 24 inches in width. Wooden running boards or ex- 
tensions hereafter installed shall be constructed of wood not less 
than 1% inches in thickness. 


(4) Manner of application: Running board shall be continuous from 
end to end and not cut or hinged at any point; Provided, That the 
length and width of running board may be made up of a number of 
oo securely fastened to saddle-blocks with screws, bolts, or 
rivets. 

The ends of longitudinal running board shall be not less than 6 
nor more than 10 inches from a vertical plane parallel with end of 
car and passing through the inside face of knuckle when closed 
with coupler-horn against the buffer-block or end-sill; and if more 
than 4 inches from edge of roof of car, shall be securely supported 
their full width by substantial metal braces. 

Running board shall be securely fastened to car and be made 
of wood or of material which provides the same as or a greater 
degree of safety than wood of 1% inches thickness. When made 
of material other than wood the tread surface shall be of anti-skid 
design and constructed with sufficient open space to permit the 
elimination of snow and ice from the tread surface. 


$131.16 Steam Locomotives used in Switching Service. ***** 
(a) Footboards, ***** 





(2) Dimensions: Minimum width of tread, 10 inches. 
Minimum height of back stop, 4 inches above tread. 


Height from top of rail to top of tread, not more than 12 nor less 
than 9 inches. 


If made of wood, minimum thickness of tread shall be 1%, prefer- 
ably 2 inches. 

Footboards may be made of material other than wood which pro- 
vides the same as or a greater degree of safety than wood of 
1% inches thickness. When made of material other than wood, 
the tread surface shall be of anti-skid design and constructed 
with sufficient open space to permit the elimination of snow and 
ice from the tread surface. 


The report, which was written by Commissioner Patterson, 
said the Milwaukee road had requested a further modification to 
permit running boards to be fastened to the support brackets 
by means of welding, as well as by screws, bolts, or rivets, 
which it said, would eliminate the saddle. Elimination of the 
saddle, it said, would provide a considerably lesser area of sup- 
port for the running board and that the resulting installation 
would not be as strong as one with the saddle and bolts. An- 
other reason why the modification was not warranted was that 
it had not been established that there were sufficient points in 
the United States at which running boards so installed could be 
readily and adequately repaired, the report said. 


Frisco Transportation Motor Rights 


Subject to certain restrictions, the Commission, division 5, 
with Commissioner Patterson noting a dissent, has granted a 
certificate in MC 89913, Sub. 11, Frisco Transportation Co. Com- 
mon Carrier Application, embracing Nos. MC 13860, MC 37905, 
and MC 70463, applications of C. F. Reddish, doing business as 
Reddish Truck Service. These applications were assigned 
MC 89913, Sub. 11, after purchase by the Frisco Transportation 
Co. of the operating rights covered thereby, pursuant to Frisco 
Transportation Co.—Purchase—Reddish, 35 M. C. C. 132, said 
the report. Findings in the prior report, 41 M. C. C. 865, 
were modified. 

The authority granted covered the transportation of gen- 
eral commodities between East St. Louis, Ill., and Cabool, Mo., 
over a specified route, with service from and to the intermediate 
points of St. Louis and Rolla, Mo.; between Springfield, Mo., 
and Hoxie, Ark., over a prescribed route, with service from and 
to all intermediate points and the off-route point of Black Rock, 
Ark. Service was also authorized from and to the intermediate 
points of St. Louis and those points between Rolla and Cabool 
in connection with operations over the route authorized between 
East St. Louis and Cabool; between Willow Springs, and Van 
Buren, Mo., over a prescribed route, serving all intermediate 
points; and between Raymondville and Mountain View, Mo., 
over a specified route, with service from and to all intermediate 
points. 

The restrictions provided were as follows: 


1. Applicant shall not serve any point which is not a station on the 
rail lines of the St. Louis-San Francisco Railway Co. (J. M. Kurn and 
John G. Lonsdale, trustees) if such point is more than 10 miles by 
highway from such a station. 

2. No shipments shall be transported by applicant between St. 
Louis, Mo., and Memphis, Tenn., or to or through or from more than 
one of said points over the routes herein authorized. 


The report said no extended discussion of the key-point 
restrictions and other restrictions imposed in certain proceed- 
ings, citing Kansas City S. Transport Co., Inc., Common Carrier 
Application, 28 I..C. C. 5, as representative, involving coordi- 
nated rail-and-motor service, was necessary. Those restrictions 
were adequately discussed in the prior report, it said, and the 
conclusion reached that applicant was entitled to whatever 
“srandfather” rights Reddish had had, subject to the limitations 
imposed by the findings in the finance proceeding and the 
limitation against St. Louis-Memphis service “agreed to by 
applicant in the stipulation referred to in the prior report.” 

The report said no additional evidence had been presented 
at the further hearing respecting such restrictions. 

It added that the authority granted to transport livestock 
would not include any points south of Mammoth Spring, Mo., 
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and that consequently no limitation need be imposed to carry 
into effect applicant’s agreement not to seek authority to trans- 
port that commodity from or to such points. 


Discontinuance of Operations 


The Commission, division 5, with Commissioner Lee dis- 
senting, by a report and order in MC 52495, Sub. 2, Otto Ab- 
shier, Extension—Steel, embracing MC 2982, Otto Abshier Com- 
mon Carrier Application, has reversed the findings in the prior 
report in the title case, 28 M. C. C. 810, and revoked the permit 
issued in that proceeding, at applicant’s request. At the same 
time, on reconsideration, the division granted a certificate 
authorizing the operations as a common carrier of iron and 
steel products, from Alton, Chicago, Federal, Granite City, and 
Madison, Ill., Cincinnati and Middleton, O., and Indianapolis, 
Ind., to points in Michigan, Illinois, Ohio, Kentucky, and Indi- 
ana, Over irregular routes. 

The report said that before the permit granted in MC 
52495, Sub. 2, could be properly issued applicant was required 
to comply with the requirements of sections 215 and 218 of the 
act, and with those established in Contracts of Contract Car- 
riers, 1 M. C. C. 628. He filed one contract, it said, which ap- 
parently met those requirements but that before the permit 
granted had actually been issued, he filed another contract to 
supersede the old one. The second contract did not meet the 
requirements, said the report, and was rejected. Thereafter the 
permit was issued, it said, and that as soon as the applicant 
ascertained that he could not institute the authorized contract 
carrier operations, because the shipper would not agree to the 
contract, he had filed a petition for revocation of the contract 
rights and for restoration of the common carrier rights. 

The report said he had surrendered his “grandfather” right 
to transport iron and steel products only for the purpose of 
obtaining authority to transport them as a contract carrier and 
to meet the conditions imposed in the findings in MC 52495, 
Sub. 2. In the circumstances, it said, it was not believed he 
should be deprived of his “grandfather” rights to continue the 
service as a common carrier, or be required to establish that 
the resumption of such service was required by public con- 
venience and necessity. There had been no intention by the 
applicant to discontinue the transportation of iron and steel 
products, the report said. 

Commissioner Lee said he had examined the contract filed 
by the applicant and that, in his opinion, it met the require- 
ments specified in Contracts of Contract Carriers, supra. That 
contract, said he, should have been retained by the Commission 
and that he, therefore, had voted to deny applicant’s petition 
and to advise him to return the contract. He was still of that 
view, he said, and did not, therefore, approve the action here 
taken by the majority. 


Milwaukee Reorganization 


In a second supplemental report in Finance No. 10882, 
Chicago, Milwaukee, St. Paul & Pacific Railroad Co. Reorganiza- 
tion, the Commission has modified the Milwaukee reorganiza- 
tion plan by changing its effective date from Jan. 1, 1939, to 
Jan. 1, 1944, and by making adjustments so as to provide 
equitable compensation” to the holders of senior issues of ex- 
isting bonds for the loss of their senior rights “as required 
by the Supreme Court in its opinion of March 15, 1943, 318 
Uw: = ll (see Traffic World, March 20, p. 633, and June 26, 
p. 1530). 

Major adjustments of the plan as now approved by the 
Commission, in addition to the change in effective date, were 
outlined in a summary by the Commission as follows: 


Distribution of approximately $52,038,036 of cash on account of in- 
terest accruing in the period of trusteeship, payment of which had not 
yet been authorized by the district court, as follows: Milwaukee & 
Northern first mortgage bonds, $212,759; M. & N. consolidated mortgage 
bonds, $1,058,374; general mortgage bonds, $26,745,018, and fifty-year 
bonds maturing in 1975, $24,021,885. 

Issuance to the holders of those M. & N. bonds and to the holders 
of the debtor’s general mortgage bonds of approximately $7,096,336 of 
first mortgage bonds, in addition to the amounts of such bonds allotted 
to them in the plan previously approved. (The Commission said this 
was done in view of the payment of a bank loan and the reduction of 
the principal amount of the claim of the Reconstruction Finance Cor- 
poration since Jan. 1, 1939, and the distribution to creditors of $5,000,- 
000 of first mortgage bonds previously set aside for new money.) 

Compensation, in new preferred stock, to holders of the Chicago, 
Milwaukee & Gary first-mortgage bonds for interest accruing on those 
bonds from Jan. 1, 1939, to Dec. 31, 1943. (No change made in alloca- 
tion of securities in respect of interest accruing on those bonds to 
Dec. 31, 1938.) 

‘ | naam of a sinking fund for the retirement of first-mortgage 
onds. 
Provision for creation of a fund through payments equal to 50 per 
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rees it 
cent of the dividends paid on new common stock and application that sto 
the fund to the retirement, first, of the new general-mortgage in at tial part 
bonds and thereafter to the retirement of the new preferreg stock sively 2 
Insertion of a provision in the new mortgages whereby the a ‘ pility of 
of interest or principal might be postponed on consent of not less ponds @ 
75 per cent in amount of the bonds outstanding. than We 
A requirement that the federal district court approve the desi retireme 
tions of reorganization managers. ue |. is 
Provision of an alternative distribution of securities for applicati holders, 
in event of payment of the claims of the R. F. C. OUR eral by 
kee 
Under the plan previously approved by the Commission '° of 
total capitalization of the new company would have connect 
$548,533,321 and the total of annual charges ahead of dividend Se oe 


on common stock would have been about $18,099,920, 
modified plan provides for total capitalization of $533,090.69 TI 
and total annual charges ahead of dividends on common, includ. under 
ing $5,567,392 dividends on new 5 per cent preferred stock off for ap) 
$19,960,954. The new no-par common stock at $100 a share shown 
would total $213,147,525 under the modified plan. The fixeg. 
interest debt in the modified plan amounts to $92,176,972, wit, 
annual charges of $3,481,903, and the total debt aggregats B 
$208,595,327, with annual charges of $13,850,168. Rinde! 

The Commission noted that the U. S. Supreme Court, inf chase- 
the March 15 decision cited by it, had directed that the pmo misse 
ceedings be remanded to the district court (at Chicago) and York 
the Commission for determination by them of what the genera. to acd 
mortgage bondholders and the holders of the so-called 50-yeu§ ing bt 
mortgage bonds should receive in addition to a face amoun§ chase 
of inferior securities equal to the face amount of their oj T 
ones, “as equitable compensation, qualitative or quantitative’ 
for the loss of their senior rights. The Supreme Court ha 
made the express statement, said the Commission, that “this 
matter was not considered by us.” 

The Commission commented on the cash position of th 
debtor road’s estate as follows: 


Beacc 
was V 
as an 
stitut 
and |} 
for B 
The amount of cash or its equivalent in the hands of the trustees sacht 
as of June 30, 1943, was $84,633,378, and the trustees estimate an ip. 
crease Of $36,000,000 to Dec. 31, 1943, making a total of $120,633,378 as 

of the latter date. The trustees estimated that amounts chargeable J 
against this cash would total $63,152,000, made up as follows: Federal : 
incomes taxes, $23,134,000; other taxes, $5,000,000; deferred mainte catio 
nance of way and structures, $5,188,000; reorganization expenses ani missl 
fees for lawyers and mortgage trustees, $1,500,000; cash reserve for Ig 
refund on freight charges from commercial to land-grant rates, $4,000; The 


000; cash reserve for increase in wages, assumed to be retroactive from cont? 
Feb. 1 and April 1, 1943, $7,500,000; preferred claims to be paid in cash, § Chic: 
$30,000; cash earmarked for additions and betterments and reserve ani class 
retirement funds, $4,800,000; working capital, $12,000,000. These deduc from 
tions from the estimated cash position would leave an estimated $57,481; Illi 

378 of cash available Jan. 1, 1944. One of the trustees testified that it ; ms 
is the considered judgment of the trustees that .. . slightly over tions 
$52,000,000 (for payment of accrued interest on bonds as heretofore in-j™ SPEC 


dicated) could be disbursed . . . without prejudice to the operation —§ neso 


of the property. plice 
The probable future annual earnings of the debtor avail. 

able for fixed charges in a normal year had been estimated at ’ 

$15,894,000, the Commission said. to 


Under the modified plan, it said, no dividends were payable Phe 
on the common stock “until 5 per cent dividends shall have yo 
been paid on the preferred stock for three consecutive yeas o¢ ; 
Furthermore, after dividends of $3.50 a share have been pail the 
on the common stock each share of the preferred stock pal chee 
ticipates equally with each share of common stock in any add tory 
tional dividends to the extent of $1 a share in respect of any} Key 
calendar year.” pee 

Among features of the modified plan whereby the long beer 
range worth of the new securities would be enhanced, accord 
ing to the report, was a reduction of fixed-interest charges t0 
about $3,481,903 and provisions for determining the order § rec 
which income available after payment of fixed charges shouli§ fac 
be applied. ciel 

“Another provision of the plan which we believe to ®§ car 
of outstanding value to existing senior bondholders,” said th§ the 
Commission, “is the provision that the preferred stock issued 
at reorganization is entitled to voting power on all matters II 
respect of which stockholders of any class should be entitled t0 
vote, and shall be entitled, voting cumulatively as a class, 0 
elect a majority of the board of directors until full 5 per cent 
dividends shall have been paid on such preferred stock fo 
three consecutive calendar years. Thereafter, this power 
elect the majority of the board of directors is to be renew 
should full dividends on the preferred stock not be paid during 
three consecutive calendar years.’ 

The Commission pointed to several other provisions of thé 
modified plan that, it said, were for “safeguarding the neW 


























bonds.” , to 
In its conclusions: and findings the Commission said: pe 





The policy underlying the securities-retirement fund seems to w 
sound. It takes nothing from the common stock eventually, for by @ 
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rees it removes the drain on income of securities prior in rank to 
oat stock. It materially adds to the assurance of payment of substan- 
tial parts of existing senior claims of bondholders and will progres- 
sively augment, as the designated securities are retired, the proba- 
pility of regularity of interest and dividends respectively on the income 
ponds and preferred stock... . 

We are of the opinion and find that the proposal for the security- 
retirement fund equal to 50 per cent of dividends on common stock 

_ is required in order to accord compensation to the senior bond- 
holders, including the holders of bonds issued under the existing gen- 
eral mortgage, the Milwaukee & Northern first mortgage, the Milwau- 
kee & Northern consolidated mortgage, and the Gary mortgage, for the 
loss of senior rights to be surrendered. We find such compensation in 
connection with the other compensating features of the plan as herein 
approved to be adequate without the distribution of additional com- 
mon stock to such bondholders. 






ABE incom 
| stock, 

he Daymen 
t less thay 


he designs. 














8DPlicatio, 

















Mmission, 
— 
ivid 
920. Th 
33,090,693 
on, includ. 
| stock, of 
0 ‘a shay 
The fixed 
972, with 
geregates 


Court, in 
t the pro. 
30) and ty 
€ general. 
2d 50-year 
amount 

their old 
ntitative” 
Court hag 
that “this 















The capital structure and distribution of new securities 
under the further modified plan and under an alternative plan 
for application in event of payment of the R. F. C. claim were 
shown in detail in appendices to the report. 








BATEMAN MOTOR PURCHASE 


By a report and order in MC F-2043, Joseph and Albert 
Rinderman—Control; Beacon Fast Freight Co., Inc.—Pur- 
chase—Leslie J. Bateman, the Commission, division 4, had dis- 
missed the application of Joseph and Albert Rinderman, of New 
York, holders of all of the outstanding capital stock of Beacon, 
to acquire control of operating rights of Leslie J. Bateman, do- 
ing business as L. J. Bateman, of Peabody, Mass., through pur- 
chase by Beacon Fast Freight Co., Inc., of New York. 

The report said Leslie J. Bateman was employed by 
Beacon, and leased his equipment to Beacon. The conclusion 
was warranted, it said, that Mr. Bateman had acted essentially 
as an agent for Beacon, and that the operation allegedly in- 
stituted and conducted by him in his individual capacity was 
and had been merely incidental to his occupation as manager 
for Beacon. The rights involved intrastate operations in Mas- 
sachusetts. 
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CONTRACT CARRIER QUESTION 
In MC 31466, Joseph Pomprowitz Contract Carrier Appli- 










i poor cation, embracing MC 31466, Sub. 2, Same, Extension, the Com- 
penses an mission, division 5, on further hearing, has modified the find- 
reserve for ings in the prior report, 28 M. C. C. 241, in the title proceeding. 
tes, $4,000. The applicant was found entitled to continue operation as a 
active fromf contract carrier of automobile tires, oils, and greases between 





aid in cash, 
reserve and 
hese deduc- 
ted $57,481, 


Chicago, Ill., and certain Wisconsin points; and for stated 
classes of shippers of special commodities, over irregular routes, 
from, to, and between points in Wisconsin, Minnesota, Iowa, 






























































































































fied that if Llinois, and Missouri. In MC 31466, Sub. 2, involving opera- 
ightly oveg tions as a contract carrier of special commodities between 
retofore infe Specified points and territories in Illinois, Iowa, Michigan, Min- 
operation, nesota, Missouri, and Wisconsin, over irregular routes, the ap- 
plication was denied. 
— The form of authority granted was described as follows: 
timated at While applicant has transported and is required under his contract 
to transport a variety of commodities, particularly for Kraft (Kraft- 
re payable—f Phenix Cheese Corporation) and Rawleigh (W. T. Rawleigh Co.), 
shall have the service rendered by applicant has not been similar to that of a 
‘ive yeas common carrier of general commodities, but rather that of a carrier 
heal paid of the commodities for persons (as defined in section 203(a)(1) of 
the act) who operate general merchandising businesses, who operate 
stock pal-§ cheese and food processing businesses, and who operate canning fac- 
any addi-§ tory businesses. The form of authority was considered at length in 
ct of any Keystone Transp. Co. Contract Carrier Application, 19 M. C. C. 475, 
and the same problem with respect to defining the business of appli- 
the long. ©2"t is here presented. In granting authority herein, we shall accord- 
d, accord- ingly adopt a general form of authority used in the cited case. ' 
ne In denying the extension application, the report said the 
cn record not only failed to show definitely that present available 
ges facilities of motor carriers other than applicant were insuffi- 
wk cient or inadequate, but showed, on the contrary, that those 
eve to carriers had been and were able to provide a service to meet 
said the§ the needs of.the involved shippers. 
ack issued ac fas 
natters I 
* 
ntitled “) Areo Auto Carrier Control 
> per cent On reconsideration in MC F-2076, A. S. H. Bender—Con- 
stock for trol—Arco Auto Carriers, Inc., the Commission, division 4, has 
power t0§ Modified its findings in the prior report, 39 M. C. C. 161, in 
> renewed which A. S. H. Bender, of Chicago, was authorized to acquire 
aid during Control of Arco Auto Carriers, Inc., also of Chicago, through 
purchase of its capital stock. 
ons of the The instant report eliminated two conditions imposed in 
the newm the prior report by which Benders Transport Co. was required 
to discontinue all operations in interstate or foreign commerce 
aid: as a contract carrier and its permit was required cancelled; 
ems and W. R. Arthur & Co., a contract carrier under common con- 
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trol with Arco, was required to discontinue the performance of 
transportation of new automobiles, chassis, and auto parts be- 
tween points in Illinois, Indiana, Iowa, and Wisconsin, of new, 
used, and unfinished automobiles, trucks, chassis, bodies, and 
parts in secondary movements between points in Minnesota, 
Wisconsin, Missouri, and the upper peninsula of Michigan, and 
of automobile show equipment, by truckaway method, between 
points in Illinois, Indiana, Iowa, and Wisconsin, and its per- 
mits so modified. 


The report said that, in lieu of the aforementioned condi- 
tions, theré would be substituted a condition that, concurrently 
with consummation of the transaction, Benders Transport Co. 
should cease to have as a member of its board of directors or 
as one of its officers or employes any person who was also a 
director or officer of Arco, or of Dealter’s Transport Co., a 
common carrier of automotiye equipment by truckaway and 
driveaway methods, in initial and subsequent or secondary 
movements. The Commission also required that a certified state- 
ment showing the members of the new board of directors and 
officers of Benders Transport Co. should be filed with the 
journal entry required by the prior order. 


The report said that A. S. H. Bender owned a controlling 
stock interest in Dealer’s Transport Co., and said that, by rea- 
son of common stockholders officers, and directors, the two com- 
panies were so related as to warrant the finding that their 
affairs were controlled or managed in a common interest. 


As to the elimination of the condition concerning W. R. 
Arthur & Co., the report said the condition had been imposed 
in the prior report by reason of its relationship with Dealer’s 
Transport Co. which, it said, would result from the instant 
transaction “rather than its present relationship to Arco.” As 
it appeared that less than one per cent of the traffic transported 
by Arthur was handled by it in territory similarly served by 
Dealers as a common carrier of the same commodities, dual 
operations by those two carriers under the close relationship 
between them which would result from the instant transaction 
would be consistent with the public interest and the national 
transportation policy, and the second condition was unneces- 
sary and would be eliminated, the report said. 


Cc. & ©. Preference Stock 


Because the applicant would not have the required “sub- 
stantial surplus remaining uncapitalized” if the authority re- 
quested was granted, said the Commission, division 2, it denied 
the application to issue $76,573,700 of preference stock (series 
of 1943) by a report and order in Finance No. 14366, Chesa- 
peake & Ohio Railway Co. Proposed Stock. The C. & O. had 
asked authority to issue that amount of preference stock, of 
the par value of $100 a share and the necessary scrip certifi- 
cates, to be delivered to holders of its common stock of record 
at the close of business Nov. 1, as a stock dividend. 


The report said that on the basis of the company’s balance 
sheet showing, as of Aug. 31, the excess of capitalizable assets 
over capitalization would be $118,928,251. Deducting from this 
amount the proposed issue of $76,573,700 of new preference 
stock, it said, the recorded capitalizable assets remaining un- 
capitalized would be $42,354,551. On the basis of original cost 
to date, it said, there was available as support for the pro- 
posed preference stock $85,969,545, using figures as found by 
the Commission’s bureau of valuation. On this basis, said the 
report, there would remain $9,395,845 of capitalizable surplus, 
or 1.57 per cent of applicant’s investment in road and equip- 
ment. On the basis of original cost to date, determined by 
the bureau of valuation, the report said there would be avail- 
able as support for the proposed preference stock $34,370,946, 
and that on this basis there would be a deficiency in capitaliz- 
able assets of $42,202,754, and continued: 


In previous stock dividend cases we have consistently held that to 
render the proposed issuance of a stock dividend compatible with the 
public interest within the meaning of the statute a substantial surplus 
should remain uncapitalized as a support for applicant’s credit, provid- 
ing for emergency needs, offsetting obsolescence and necessary invest- 
ments in non-revenue-producing property and serving as a general 
financial balance wheel. Securities of Louisville & Nashville R. R., 
76 I. C. C. 718. Under present war conditions, which produce greatly 
increased earnings, we are convinced that the maintenance of a sub- 
stantial surplus is more than ever necessary to provide in addition to 
those elements heretofore stated, a cushion to absorb the shocks of the 
transition period after the war. This is particularly so if any credence 
be given to the claims quite generally made, that the current carrier 
accounts fail to reflect substantial amounts in accelerated depreciation 
and deferred maintenance growing out of the war effort. At the time 


of its previous stock dividend of $15,315,500, 217 I. C. C. 572 and 221 
I. C. C. 415, applicant had a recorded surplus of $213,006,288, whereas 
in the instant case our authority is requested for a dividend of $76,- 
573,700 with a recorded surplus of $169,398,118, an increase of approxi- 
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mately 400 per cent in dividend distribution in the face of a decrease 
of about 22 per cent in surplus. 


The report said the Commission was of the opinion, there- 
fore, that “upon any of the foregoing bases the applicant would 
not have the required substantial surplus remaining uncapital- 
ized should we authorize the issuance of the proposed pref- 
erence stock.” Aside from that, it said, the Commission was 
not convinced that the proposed capitalization of surplus in 
preferred stock for distribution as a dividend on common stock, 
for the purposes as declared by applicant, was “necessary or 
appropriate for . . . the proper performance” by applicant “of 
service to the public as a common carrier,” or that it “‘is reason- 
ably necessary and appropriate for such purpose.” 

The report said the applicant had asserted that the pref- 
erence stock would represent kut a portion of the income 
which had been available for dividends, but which had been 
used instead to improve the property and reduce its indebted- 
ness, and that the proposed dividend would serve to compen- 
sate the stockholders for sacrifices made in foregoing greater 
dividends in the past. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Iron and Steel 


No. 28875, Des Moines Steel Co. vs. Alton Railroad Co. 
et al. By the Commission, Commissioner Aitchison. Rates 
charged on iron and steel articles, in carloads, shipped from 
East St. Louis and Madison, Ill., to Allendorf, Melvin, Sibley, 
and Little Rock, Ia., between May 12 and Aug. 21, 1937, 
inapplicable. Reparation awarded. The report said the claims 
covering the shipments had not been filed within the two-year 
period of limitation and that the complaint was barred so far 
as the allegation of unreasonableness was concerned. The 
claim of overcharge as to one shipment, it said, was also barred 
by the statute. Charges were collected at the rate of 46 cents 
a hundred pounds, said the report, which found that the ap- 
plicable rates were 32 cents to Allendorf and Melvin and 43 
cents to Little Rock under an intermediate rule in the tariff 
which carried the rate of 32 cents to Lake Crystal, Minn. The 
determination of the issue, it said, turned on the question 
whether the 32-cent rate was applicable over the routes of 
movement through Allendorf, Melvin, and Sibley to Lake 
Crystal. If it applied over those routes, it ostensibly applied 
also on traffic to the intermediate points under the rule, said 
the report. The tariff which carried the commodity rate of 
32 cents, it said, did not provide specific routing in connection 
with the Rock Island, nor did it contain the general routing 
rule prescribed by rule 4(k) of the Commission’s tariff circular 
to the effect that the rates, except as provided in the tariff, 
would apply over all routes formed by the lines of the par- 
ticipating carriers. Routing was omitted in connection with 
the 32-cent rate to accord shippers the maximum of freedom 
in routing traffic subject to that rate, it said, and that there 
was no provision in the tariff which restricted the Lake Crystal 
rate so as not to apply over the routes through Sibley. 


Miscellaneous Merchandise 


No. 28906, S. H. Kress & Co. vs. Newtex Steamship Cor- 
poration. By division 2. Rates charged on miscellaneous ship- 
ments by water of merchandise from New York, N. Y., to 
Houston, Tex., from Oct. 19 to Nov. 23, 1938, found applicable 
and complaint dismissed. Complainant had alleged that the 
rates were inapplicable and unreasonable in violation of the in- 
tercoastal shipping act of 1933, and part III of the interstate 
commerce act, the report said. The question presented, it said, 
was solely one of tariff interpretation and that the allegation 
relative to the reasonableness of the rate charged would not be 
further considered. The shipments consisted of such commodities 
as books, confectionery, school supplies, glassware, hardware, 
iron and steel articles, and other miscellaneous commodities of 
weights ranging from 14 to 39,690 pounds, nad having an aggre- 
gate weight of 982,088 pounds, said the report. Defendant 
assembled complainant’s shipments at its pier and billed them 
to Houston where they were split into consignments for de- 
livery to complainant’s stores in Texas, Oklahoma, and Louisi- 
ana, it said. Charges on the assembled shipments to Houston 
were collected, based on a rate of 93 cents applicable on 
“Freight, all kinds,” carload minimum 40,000 pounds, it said. 
After pointing out that, with respect to the rates applicable on 
complainant’s shipments tendered in less-than-carload quan- 
tities, item 515, naming the all-freight rate of 93 cents, provided 
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that rule 10 of the western classification would not apply in 
connection with the rate named, except where less-than-car 
rates would result in lower charges, the report said that at 
Houston defendant segregated the shipments consigned to 
plainant’s stores at the port and to points beyond. y 
complainant’s method of computing charges, it said 
specific carload commodity rates would apply without regard 
the minimum weights published in connection with those rq 
but that item 75 of the applicable tariff, covering Consolidation 
of shipments at the ports, could not be construed as authorizj 
that method. In the absence of that rule, it said, such con. 
solidation would have been prohibited by rule 23 of the gover, 
ing classification which, it said, provided in substance that cg. 
riers’ agents must not act as agents of shippers or COnsignees 
in assembling or distributing carload or _less-than-carlogg 
freight. The Commission had frequently said that the carload 
minimum weight was part of the carload rate and an elemey 
in the carload charge, said the report. 


Scrap Iron 


No. 28910, M. Glosser & Sons vs. Pennsylvania Railroad (y, 
By division 3. Rate on scrap iron, in carloads, from Brooklyn, 
N. Y., to Trenton, N. J., found unreasonable, reasonable basis 
of rates prescribed, and reparation awarded. The assailej 
rate of $2.86 was found unreasonable to the extent that it 
exceeded $2.50, and it was found that the rate was and for the 
future would be unreasonable to the extent that it exceeded 
or might exceed a rate based on 70 per cent of the basic scalp 
prescribed in Iron and Steel Articles, 155 I. C. C. 517, a 
set forth in appendix F of the report in that proceeding, appliej 
in the manner therein provided as clarified in the instant m 
port. The clarification referred to had to do with the method 
of computing the correct distance, which, the report said, was 
83 miles, or 30 miles from Brooklyn to Greenville piers plus 53 
miles beyond. The proper method for computing rates applied 
in the manner provided in Iron and Steel Articles, supra, it 
said, was described in Platnick Brothers, Inc. vs. Baltimor 
& Ohio Railroad Co., 238 I. C. C. 218. Commissioner Miller 
dissented, saying the instant report “simply adds another to the 
list of decisions wherein no serious consideration has been 
accorded evidence showing the reasonableness of rates assailed 
on this traffic. The rates have been condemned for no reason 
other than that they exceeded the so-called 70-per cent basis, 
The complaint should be dismissed.” 


Tissue Paper 


No. 28925, Samoset Cotton Mills vs. Atlanta, Birmingham 
& Coast Railroad Co. et al. By division 2. Applicable rates on 
carload and less-than-carload shipments of tissue paper from 
Butler, N. J., to Talladega, Ala., over all-rail and rail-ocear- 
rail routes, determined, and complaint dismissed. The report 
said the shipments were described in the shipping instructions 
given defendants by the consignor as “wrapping paper” and 
“wrapping tissue.” Charges collected from complainant, it said, 
were at the rates on wrapping paper, n.o.i.b.n. Defendants, it 
said, had sought to collect the rates on tissue paper, n.o.i.b.1, 
other than tissue wrapping paper. The question was whether 
different rates should apply on an identical article dependent 
on the use made of it, said the report, and that the record wa 
convincing that the commodity shipped had no characteristics 
that distinguished it from tissue wrapping paper. In fact, tt 
said, some of it was sold and used for wrapping purposes. In 
the circumstances, knowledge of the particular use made of 
the article was not necessary to determination of the applicable 
rate, it said, and added that the tariff description for wrapping 
paper was more specific than that for tissue paper. It was 
concluded that the rates on wrapping paper were applicable to 
the shipments, it said, and that, in view of the scope of 
complaint and of the finding, which related to shipments de 
livered to and including July 23, 1941, it was unnecessary t0 
consider whether the applicable rates were unreasonable. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carriet 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt argolication to the Commission.) 


*MC 16682, Sub. 2, Murray and Alexander Shapiro, New 
York, N. Y., extension. Certificate granted. Ranges, uncra 
and range parts, from New York, N. Y., to points in N. ¥, 
Mass., R. I., Conn., Pa., Del., Md., N. J., Va., N. C., and D.G 
and rejected shipments of such commodities on return, Oové 
irregular routes, except to the extent already authorized I 
MC 16682 and MC 16682, Sub. 1. 

*MC 17979, Sub. 2, Martin A. Crowley, Franklin, N. 4 
extension. Certificate granted. Household goods, betweel 
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ints in Merrimack county, N. H., on the one hand, and, 
on the other, points in Me.; fertilizer from North Weymouth, 
Mass., to points in Merrimack and Belknap counties, N. H.; 
machinery, between Franklin, N. H., and points in N. H. within 
15 miles thereof, on the one hand, and, on the other, points in 
Me., R. I., Mass., and Conn.; and lumber and box shooks from 
Franklin and points. in N. H. within 15 miles thereof, to points 
in a described area of Mass., over irregular routes. 

*MC 22589, Campus Travel, Inc., New York, N. Y., com- 
mon carrier. Certificate granted, on reconsideration, and find- 
ings in prior report, 41 M. C. C. 811, modified. Continuance 
in operation, passengers and their baggage, and newspapers 
and express in the same vehicle with passengers, in seasonal 
operations from May 1 to Sept. 30, both inclusive, of each year, 
between New York, N. Y., and Tamiment, Pa., and between 
Philadelphia, Pa., and Tamiment, over specified routes, serving 
indicated intermediate and off-route points; and passengers and 
their baggage, in charter operations, from points in N. Y. and 
N. J. within 50 miles of the Borough of Manhattan, New York, 
N. Y., and from Tyler Hill, Pa., to points in N. Y., N. J., Pa., 
Mass., and Conn., and return, over irregular routes. . 

*MC 22791, Sub. 3, Antonio Spina, Reading, Pa., extension. 
Certificate granted. Macaroni and macaroni products from 
Lebanon, Pa., to Boston, Mass., and returned or rejected ship- 
ments of such commodities in the reverse direction, over ir- 
regular routes, traversing N. J., N. Y., Conn., and R. I., when 
necessary. ; 

*MC 30837, Sub. 13, Kenosha Auto Transport Corporation, 
Springfield, O., extension. Certificate denied. New commercial 
automotive vehicles by the driveaway method, in secondary 
movement, between points in Me., Vt., N. H., Conn., Mass., 
BL, N. ¥., N. J., Pa., Md., Del, W. Va., Ky., N. C., 5. C, 
Ga., Ala., Miss., Ark., and D. C., over irregular routes, such 
service, except as to secondary movements beginning at 
Lima, O., limited to transportation of vehicles manufactured 
at Fort Wayne, Ind., and Springfield. 

*MC 32505, Sub. 1, Vinci’s Express, Inc., Sea Isle City, 
N. J.. extension. Certificate denied. Asbestos shingles and 
roofing paper from and to specified points or territories, over 
irregular routes. 

*MC 35803, L. R. and F. D. Atherton, Wichita, Kans., com- 
mon carrier. Certificate granted. Continuance in operation, 
household goods, between points in Kansas., on the one hand, 
and, on the other, points in Ill., Tex., and Ark., over irregular 
routes. 


*MC 39132, Reid Brothers Express, Inc., Akron, O., con- 
tract carrier. Permit granted, on reconsideration, and finding 
in prior report, decided March 26, modified. Continuance in 
operation, specified commodities from and to certain points in 
Conn., Ill., Ind., Mass., N. J., N. Y., O., Pa., and R. I, over 
irregular routes. Operation by applicant as a contract carrier, 
under individual contracts or agreements with specified persons, 
of such merchandise as is manufactured or dealt in by rubber 
products plants, and in connection therewith, equipment, ma- 
terials, and supplies used in the conduct of such business, 
between Chicago, Ill., and Akron, O., over irregular routes, 
found consistent with public interest. 


*MC 42261, Sub. 3, Langer Transport Corporation, Jersey 
City, N. J., extension. Certificate granted. Lamp black oil 
from Bound Brook, N. J., to Philadelphia, Pa.; oil tar oil 
from Philadelphia to Bound Brook; coal tar oil from Chester, 
Pa., to Bound Brook; transformer oil from Paulsboro, N. J., to 
New York, N. Y.; and lubricating oil, from New York city 
- a Paterson, N. J., over irregular routes, in bulk, in tank 
rucks. 

*MC 42487, Sub. 47, Consolidated Freightways, Inc., Port- 
land, Ore., extension. Certificate denied. Dairy products in 
quantities of 5,000 pounds or more, between described points 
In Ore., over a specified route. 


*MC 60082, Sub. 2, Edward C. Eichler and Pearl E. Eichler, 
Sturgis, Mich., extension. Certificate granted. Household 


goods, between points in St. Joseph county, Mich., on the one’ 


hand, and, on the other, points in Ind. and Ohio within 75 
miles of Sturgis, Mich., over irregular routes. 

*MC 102763, George F. Britton, Port Huron, Mich., common 
carrier. Certificate denied. Applicant’s operations found to be 
those of a private carrier for which no certificate or permit is 
required. 

*MC 103882, Sub. 2, Tyson Nichols, Brunswick, Mo., con- 
tract carrier. Permit denied. Petroleum and petroleum prod- 
ucts, in bulk, in tank trucks, from Kansas City, Kans., to 
Keytesville, Carrollton, Chillicothe, Brookfield, Brunswick, Salis- 

ury, and Sumner, Mo., over irregular routes. 

*MC 103962, Frank A. Chidsey, Jr., Atlantic City, N. J., 
common carrier. Certificate granted. Coal, from points in 
Schuylkill county, Pa., to Atlantic City, Pleasantville, and Beach 





1515 


Haven, N. J., over irregular routes. 
sented. 

MC F-2164, Joseph Pomprowitz, Green Bay, Wis.—Pur- 
chase—John F. Noble. Purchase by Joseph Pomprowitz, doing 
business as L. C. L. Transit Co., of Green Bay, Wis., of operating 
rights of John F. Noble, doing business as Noble Transit Co., 
of South St. Paul, Minn., approved and authorized, subject to 
condition. 

*MC F-2219, H. Maynard Gould, East Walpole, Mass.— 
Control—H. Maynard Gould Co.—Purchase—Walter A. Sabins 
and William A. Sabins (Walter A. Sabins, Administrator). 
Purchase by H. Maynard Gould Co., of East Walpole, Mass., 
of certain operating rights of Walter A. Sabins and William 
A. Sabins (Walter A. Sabins, Administrator), doing business 
as W. A. Sabins & Son, of Taunton, Mass., and acquisition of 
control of said operating rights by H. Maynard Gould through 
said purchase, approved and authorized, subject to condition. 

*MC 1091, Garford Trucking, Inc., South River, N. J., com- 
mon carrier. Certificate granted on further hearing, and find- 
ings in prior reports, 9 M. C. C. 672, and 22 M. C. C. 569, modi- 
fied. Continuance in operation, general commodities, with ex- 
ceptions, between all points in N. Y. in the New York Com- 
mercial zone, those in Hudson, Essex, and Union counties, N. J., 
those in Bergen and Passaic counties in a described area, and 
those in Middlesex county, N. J., in a described area; between 
points in the aforementioned territory, on the one hand, and, 
on the other, Providence, R. I., Baltimore, Md., and Washing- 
ton, D. C., and points in described areas of Mass., N. Y., N. J., 
except those in the aforementioned N. J. territory, Del., and 
Pa., over prescribed routes; between Trenton, N. J., on the one 
hand, and, on the other, Scranton, Pa., Baltimore, Md., Wash- 
ington, D. C., and points in Westchester county, N. Y., other 
than those in the New York commercial zone. 

*MC 7325, Black Ball Freight Service, Seattle, Wash., com- 
mon carrier, embracing MC 7325, Sub. 1, Same, Extension, and 
MC 7325, Sub. 2, Same. Certificate granted in MC 7325, Sub. 1, 
and MC 7325, Sub. 2. General and specified commodities be- 
tween described points and territories in Wash., over regular 
and irregular routes. Certificate and permit denied, on further 
hearing in MC 7325, and findings in prior report, 29 M. C. C. 
717, affirmed. Continuance in operation, general commodities, 
in collection and delivery service in Seattle. The report said 
these operations fell within the exemptions of sections 203(c) (2) 
or 203 (b)(8) of the interstate commerce act. 


*MC 35484, Viking Freight Co., St. Louis, Mo., common 
carrier. Certificate granted on reconsideration, and findings in 
original report, 29 M. C. C. 549, modified. Continuance in oper- 
ation, general commodities, with exceptions, between Anna and 
Ware, Ill., over Illinois highway 146; between Marion and Har- 
risburg, Ill., over Illinois highway 13; between Benton and 
Harrisburg, Ill., over Illinois highway 34; and between Harris- 
burg and Vienna, IIll., over U. S. highway 45, with service at 
all intermediate points. Other prior report, 41 M. C. C. 908. 

*MC 40320, Cleveland & Chicago Motor Express Co., Cleve- 
land, O., common carrier. Certificate granted on reconsidera- 
tion, and finding in prior report, 41 M. C. C. 818, modified. 
Continuance in operation, in addition to previous authortiy 
granted, general commodities, with exceptions, between Akron 
and Youngstown, O., between Canton and Youngstown, O., be- 
tween Cleveland and Edinburg, O., between Twinsburg and 
Warren, O., and between Maumee, O.. and junction of alternate 
U. S. highway 20 and U. S. highway 20 north of Montpelier, O., 
over regular routes, for operating convenience only, with no 
service at intermediate points or at Edinburg or at Twinsburg. 

*MC 70614, Sub. 1, Barnett Trucking Co., Cleveland, O., 
extension, embracing MC 23458, Sub. 1, Same. Certificate de- 
nied in MC 70614, Sub. 1, general commodities, between speci- 
fied points in O., Oa., N. Y., W. Va., N. J., Md., and D. C., over 
regular routes; application in MC 23458, Sub. 1, dismissed. Ap- 
plicant’s proposed operation found to be that of a common car- 
rier. Commissioner Patterson concurred in part. 

*MC 70662, Sub. 5, Cantlay & Tamzola, Inc., Vernon, Calif., 
extension. Certificate granted, on reconsideration, and findings 
in prior report, decided March 4, reversed. Petroleum and 
petroleum products, in bulk, in tank trucks, except asphalt and 
heavy oils requring special heated equipment, from points in 
Ventura. Los Angeles, and Orange counties, Calif., to points in 
Esmeralda, Nye, and Clark counties, Nev., and points in Wash- 
ington, Kane, Iron, and Garfield counties, U., and return of 
rejected or contaminated shipments of such commodities, over 
irregular routes, through Arizona for operating convenience 
when necessary. Commissioner Patterson dissented. 

*MC 85315, Yuma Motor Freiaht Terminal Co.. Yuma, 
Ariz., common carrier, embracing MC 76089, Same: MC 85315. 
Sub. 1, Same, Extension, and MC 59074. Sub. 12. Svstem 
Freight Service Common Carrier Application. Certificate 
granted in MC 59074, Sub. 12, formerly Nos. MC 85315 and MC 
76089. System Freight Service, successor-in-interest to appli- 
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cant, found entitled to continue operations as to general com- 
modities, with exceptions, between Los Angeles, Calif., and 
Yuma, Ariz., over specified routes. Application denied in MC 
$5315, Sub. 1, in view of action taken in MC 59074, Sub. 12. 

*MC 2412, Dallas Transfer & Terminal Warehouse Co., 
Dallas, Tex., common carrier. Certificate granted on recon- 
sideration, and findings in prior report, decided June 4, modi- 
fied. Continuance in operation, in addition to authority granted 
in prior report, household goods, between points in Tex., on 
the one hand, and, on the other, points in Ia., N. Y., Tenn., and 
Va., over irregular routes, traversing Ky., W. Va., Pa., Md., 
Del., and N. J., for operating convenience only. 

*MC 8787, Sub. 4, William M. Brown, Saginaw, Mich., ex- 
tension. Certificate granted. General commodities, with excep- 
tions, serving points in the Chicago commercial zone, other than 
‘Chicago, Blue Island, and Maywood, IIl., and Hammond, Ind., 
as intermediate or off-route points in connection with presently 
authorized regular-route operations; building and roofing ma- 
terials from Joliet and Chicago Heights, IIll., to Bay City, Sagi- 
naw, and Flint, Mich., over irregular routes. 

*MC 19366, Eastern Freight Lines, Inc., Uniontown, Pa., 
common carrier. Certificate granted on further hearing, and 
findings in prior report, 33 M. C. C. 697, modified. Applicant, 
as successor in interest to Elmer Deal, found entitled to con- 
tinue operation as to glass and glass products, from Pittsburgh, 
Pa., and points in Pa. within 50 miles thereof (a) to points in 
N. Y. in the New York commercial zone; (b) to points in N. J. 
within 25 miles of New York, N. Y.; and (c) to Baltimore, Md.; 
and of groceries (a) from New York, N. Y., to Pittsburgh, Pa.; 
and (b) from Baltimore, Md., to Pittsburgh, and points in Pa. 
within 50 miles thereof, over irregular routes. 

*MC 39430, Sub. 7, J. Ludwin Proulx, South Portland, Me., 
extension. Certificate granted. Clay, from Gonic, N. H., to points 
in Mass., in the season extending from May 1 to the last day 
of October, inclusive, of each year; and petroleum products, in 
bulk, in tank trucks, from Newington, N. H., to points in a 
described area in Me. Holding of permit authorizing contract 
carrier operations, and of certificate granted, found consistent. 

*MC 35628, Sub. 6, Interstate Motor Freight System, Grand 
Rapids, Mich., extension. Certificate granted. General commodi- 
ties, with exceptions, between Owensboro, Ky., and Evansville, 
Ind., and between Owensboro and Belleville, Ind., over speci- 
fied routes, with no service at any intermediate points; and be- 
tween Evansville and Louisville, Ky., over a specified route, for 
the movement of empty equipment only. 


*MC 39906, Sub. 1, F. H. Holloway, Vallejo, Calif., exten- 
sion. Certificate granted to F. E. Ward, successor to applicant. 
General commodities, with exceptions, between Vallejo and 
Oakland, Calif., over a prescribed route, serving intermediate 
and off-route points in Solano county, Calif., within 3 miles of 
Vallejo. 

*MC 43038, Sub. 6, Commercial Carriers, Inc., Pontiac, 
Mich., extension. Certificate granted. New automotive vehicles 
and equipment, consisting of automobiles, trucks, cabs, bodies, 
chassis, and parts thereof, by the truck-away method, in initial 
movements, from Evansville, Ind., to points in N. C. and S. C., 
and of rejected or damaged shipments of such commodities on 
return to Evansville, over irregular routes. 

*MC 57558, Sub. 3, Euplio Poaletta, Cambridge, Mass., ex- 
tension. Certificate granted. Building materials, between points 
in Mass. within 50 miles of Cambridge, including cambridge, 
except from Boston to points in such area, over irregular routes. 

*MC 101748, Walter A. Holland, Smithfield, N. C., common 
carrier. Certificate denied. Bulk petroleum products, in tank 
trucks, from points in Va., Charleston, S. C., and points in the 
commercial area of Baltimore, Md., to Smithfield, N. C., and 


points in N. C. within 110 miles of Smithfield, over irregular 
routes. 


Railroad Abandonments 


The Railway Labor Executives’ Association has announced 
that it will support S. 1489, the bill introduced by Senator Reed, 
of Kansas, to establish additional standards and to declare the 
policy of Congress with respect to abandonment of railroad 
lines (see Traffic World, Nov. 6, p. 1114), but that it will urge 
amendment of the bill to provide that no abandonment be 
authorized except after full consideration of the interests of 
employes who might be affected and that the employment 
rights of such employes be protected for four years from the 
date of the Commission’s certificate of abandonment. 

Railway Labor Executives’ Association has asked the Com- 
mission to clarify the legal status of employes under section 
5(2)(f£) of the interstate commerce act, relating to the protec- 
tion of employes adversely affected by Commission orders. The 
request was made in a petition for extension of the effective 


TRAFFIC Wort) 











date of the protective period for adversely affected em 
Finance No. 13085, Chicago, Milwaukee, St. Paul & 
al, Construction, et al., involving a petition of the Milwaukee 
the Rock Island, and the Kansas City Southern, for authority 
to construct a new line of railroad and certain connecti 
tracks, for acquisitions of undivided interests in existing tra 
for extensions of operations, and for the abandonment of cep. 
tain operations under trackage rights, and abandonment of a 
portion of a line of railroad, all in Clay and Jackson counties 
Mo., = Wyandotte county, Kans. (See Traffic World, Apr. 1g 
p. 1039. : 

The association asked the Commission to amend its order 
in the case “so as to establish a protective period commencj 
upon the date an employe is adversely affected as a result of 
the authorized transaction, or advise the employes why the 
protective period should not be commenced. on such date.” }j 
the Commission did not date the protective period from the 
date the individual employe was adversely affected, the asso. 
ciation asked the Commission to amend its orders so as to have 
the protective period date run from Nov. 19, 1943, the date on 
which the Commission granted a petition of the rail lines that 
the time in which the proposed construction be completed be 
extended to Dec. 31, 1944. 

The association pointed out that the original order and 
certificate had been entered on Jan. 17, 1942, and that the con. 
struction authorized by the certificate and order was required 
to be completed by Dec. 31, 1943. The conditions imposed for 
the protection of employes, it said, were limited to what the 
Commission termed a “protective period.” This period, it said, 
had been described as extending “to the expiration of four 
years from the effective date of our order herein.” (See Traffic 
World, Jan. 31, 1942, p. 280.) A petition for reconsideration 
had delayed the final report of the Commission until April 11, 
1942, said the association, and that in the latter report it was 
provided that the certificate and order of Jan. 17, 1942, should 
become effective on April 26, 1942. Thus, it said, the protective 
period referred to had been limited in such a manner as to 
cause it to expire four years from April 26, 1942, or on April 
26, 1946. 

On Nov. 19, 1943, the association pointed out, the Commis- 
sion had granted an extension of time in which the construc- 
tion of the line of railroad should be completed to Dec. 31, 
1944. After asking that the protective period commence to run 
on Nov. 19, the association said: 
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We wish to point cut that the establishment of a protective period 
which commences on the date of the Commission’s order fails to fulfill 
the purpose which the protective conditions are intended to accom- 
plish. Furthermore, it discriminates against certain of the employes 
who may be adversely affected by the authorized transaction. If it is 
intended to give protection to employes for a period of four years, 
it is obvious that the protective period should commence on the date 
the employe is placed in a worse position with respect to his employ- 
ment. Otherwise, the length of the protective period will vary for 
each employe. Furthermore, it is a matter of. common knowledge 
that no transactions of this nature are ever completed until a con 
siderable time after the authority is granted by the Commission, with 


the result that no employe will ever receive the protection for a period 
of four years. 


This case was a good example of the objection to the prac- 
tice adopted by the Commission in commencing the protective 
period as of the date its order became effective, said the asso- 
ciation. Had no petition for reconsideration been filed, it said, 
the order of Jan. 17, 1942, would have become effective forty 
days thereafter, or on Feb. 26, 1942, the protective period then 
extending from that date until Feb. 25, 1946, although com- 
pletion of the construction which, it said, would give rise to the 
adverse effect on the employe, was not required until Dec. 31, 
1943. Thus, it said, the protective period “for all practical pur- 
poses” would have extended only from Jan. 1, 1944, to Feb. 25, 
1946, or slightly more than two years. The petition continued: 


The Commission by its order of Nov. 19, 1943, has extended the 
required completion date until Dec. 31, 1944. If the protective period 
is allowed to remain as contained in the original order, and no efM- 
ploye is adversely affected until after Dec. 31, 1944, the protective 
period will be reduced to 13 months, or less, depending upon the date 
the individual employe is adversely affected. If, as is most probable, 
employes are affected on different dates, some will receive longer Pro 
tective periods than others, and all will receive much less than four 
years’ protection. This, we submit, will not have the desirable effect 
upon employe morale, which is one of the reasons for granting the 


protection in the first instance, and will result in discriminatory and § 


unfair treatment among the employes themselves. 


The association said that section 5(2)(f) of the act merely 
prescribed the minimum which the Commission could considet 
as being fair and equitable for the protection of employes, and 
added that the Commission had never indicated in any of its 
opinions whether or not it felt it was compelled to limit its 
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protective period to four years from the effective date of its 
order because of those provisions of the act. The employes were 
entitled to know, it said, whether the failure of the Commission 
to depart from this limitation was based on a conviction that 
it was required by law, or whether it was the administrative 
judgment of the Commission that such arrangement was fair 
and equitable within the meaning of the statute. 

Unless an order was issued in the instant case providing 
that the protective period begin to run from Nov. 19, 1943, the 
employes would be penalized by having their protective period 
reduced an entire year through no fault of their own and be- 
cause of circumstances not foreseen or contemplated when the 
original order was issued, said the association. Unless this policy 
was adopted, it said, it was entirely possible, if not probable, 
that “the delays in the consummation of transactions authorized 
by the Commission in which employe protection is mandatory 
could effectively eliminate the protective period entirely, or, 
as in this case, reduce it to such a short period that none of 
the purposes of employe protection could be accomplished.” 


E. W. F. & G. 


In Finance No. 14432, Eastland, Wichita Falls & Gulf Rail- 
road Co. has asked the Commission for authority to abandon 
a line of railroad extending from Mangum, in Eastland county, 
Tex., to Ringling Junction, in Stephens county, Tex., a distance 
of 26.62 miles, together with a spur of approximately two miles. 
The application said the authority was sought because of the 
change in conditions of the territory through which the line 
ran, and because of the fact that the territory was now served 
with a network of highways providing adequate means of trans- 
portation by bus and truck. Traffic available for the railroad, 
it said, had so diminished as to make the continued operation 
of the line impossible from its income derived oar obtainable. 
Authority was sought for abandonment of the operation and of 
maintenance, and for salvaging of the entire 28.82 miles. 


M. and N. E. 


Examiner J. S. Prichard, in a proposed report in Finance 
No. 14259, Manistee & Northeastern Railway Co. Abandon- 
ment, has recommended that division 4 of the Commission per- 
mit abandonment by the M & N., a subsidiary of the Pere 
Marquette, of that portion of its so-called Provement branch 
extending from Cedar City to the end of the branch at Prove- 
ment, 10.71 miles, all in Leelanau county, Mich. The examiner 
said the protestants’ prediction of added traffic, due to plans 
to establish a winter resort for skiing and other sports, ap- 
peared speculative, and that the evidence warranted the con- 
clusion that the application should be granted. It was clear, 
said he, that neither the present nor prospective volume of 
traffic on the segment was sufficient to justify its retention. 


Buffalo & Susquehanna 


By a report, certificate and order in Finance No. 14338, 
Buffalo & Susquehanna Railroad Corporation et al. Abandon- 
ment, and Finance No. 14339, Buffalo & Susquehanna Railroad 
Corporation Trackage Rights, the Commission has (1) per- 
mitted abandonment by the B. & S. and abandonment of opera- 
tion by the Baltimore & Ohio, of the single track line of rail- 
road in Jefferson and Clearfield counties, Pa., extending from 
a connection with the Buffalo, Rochester & Pittsburgh Railway 
Co., at B. & S. Junction, to Dubois, 4.94 miles; and (2) author- 
ized construction by the B. & S. of a connecting track in the 
vicinity of DuBois and operation thereof by the B. & O.; and 
authorized acquisition by the B. & S. of trackage rights over 
the line of railroad of the B. R. & P., operated by the B. & O., 
between B. & S. Junction and DuBois. 


N. Y. C. 


___ Whether the Interstate Commerce Commission was assum- 
ing authority it did not lawfully possess when it permitted 
abandonment of an electric railway line owned and operated 
by the New York Central and used in transporting commuters 
between Yonkers, N. Y., and Van Cortlandt Park Junction in 
New York City was one of the questions in controversy Dec. 
13 and 14 as the Supreme Court of the United States heard 
argument in No. 109, City of Yonkers and John W. Tooley, Jr., 
as President of Committee of Yonkers Commuters, etc., vs. 
United States and Interstate Commerce Commission. 

The case was brought to the Supreme Court from the fed- 
eral district court for the southern New York district. That 
court, in its decision of June 10, 1943, had dismissed the com- 
plaint of the Yonkers interests to set aside the Commission’s 
order permitting abandonment of the New York Central’s 
oer h branch, extending 3.1 miles from Van Cortlandt Park 
unction to Getty Square in Yonkers, and permitting abandon- 
ao of operation of the line a distance of 7.8 miles from Getty 
quare to Sedgwick Avenue. Participants in the argument 
were: John J. Broderick for the City of Yonkers; Horace M. 
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Gray, for the Yonkers commuters; J. Stanley Payne, of counsel 
P28 a Commission, and Harold D. McLean, for the New York 
entral. 

The appellants contended that the electric or “suburban” 
line in question was not operated as a part of a general rail- 
road system of transportation, that the Commission therefore 
did not have jurisdiction over it, and that the Public Service 
Commission of New York state did have jurisdiction. A fur- 
ther contention of the appellants was that the district court 
erred in finding that, under the circumstances presented, the 
estimated annual loss of $56,914 which would result from con- 
tinued operation of the line “could not as a matter of law con- 
stitute an undue burden on interstate commerce” and that the 
Commission’s conclusion to that effect was “arbirtary and 
capricious,” the appellants averred. The New York Central 
asserted that the line was operated as a part of its Putnam 
division. The Commission’s authority to act in the case was 
defended with the statements that ownership, management, 
operation and control of the Yonkers branch by the New York 
Central clearly showed the correctness of the Commission’s 
conclusion that the line was operated as a part of a steam 
railroad system subject to its jurisdiction. 


Missouri Pacific 


By a report, certificate, and order in Finance No. 14149, 
Missouri Pacific Railroad corporation in Nebraska Trustee 
Abandonment, the Commission, division 4, has permitted aban- 
donment by Guy A. Thompson, trustees of the Missouri Pacific 
Railroad Corporation in Nebraska of a branch line of railroad 
extending from the west line of Hastings avenue, in the city 
of Hastings, to the end of the track at Prosser, approximately 
14 miles, all in Adams county, Neb. The report said the testi- 
mony as to the public need for continued operation of the 
branch was confined solely to the rail transportation require- 
ments of two grain elevators at Prosser. In the years 1938 to 
and including 1942, it said, the entire traffic on the branch 
had averaged slightly over one carload a week. It was obvious 
that the revenues derived from such a low volume of traffic 
were insufficient to meet the cost of maintenance and operation 
of the branch, the report said. 


Santa Fe 


The Commission, Commissioner Porter, by an order in 
Finance No. 13772, Atchison, Topeka & Santa Fe Railway Co. 
Abandonment, and Finance No. 13776, Same, has extended 
for 30 days to Jan. 19, the effective date of the certificate and 
order issued Oct. 11. In Finance No. 13772, the Commission, 
division 4, had authorized abandonment by the Santa Fe 
of the portion of a line of railroad extending from Benedict 
Junction to Virgil, in Wilson, Woodson, and Greenwood coun- 
ties, Kans.; in Fiance No. 13776, the Commission found that 
present and future public convenience and necessity had not 
been shown to permit abandonment of the portion of a line 
of railroad extending from Virgil to Emporia in Greenwood and 
Lyon counties, Kans.; and of the portion of the line extending 
from Madison Junction to the plant of W. J. Small, south of 
Eureka (see Traffic World, Oct. 16, p. 910). 


Switching at Evansville 
The Traffic World Washington Bureau 


The Commission, Division 2, by a .report and order in 
I. and S. 5157, Intermediate Switching at Evansville, Ind., has 
found increased intermediate switching charges on freight at 
Evansville of $3.77 a loaded car and $2.77 an empty car, pro- 
posed by the Chicago and Eastern Illinois Railroad not shown 
to be just and reasonable. The proceeding is discontinued and 
the suspended schedule is ordered cancelled without prejudice 
to filing of a new schedule providing a charge of $4.10 for each 
loaded car, such charge to include free return of the empty 
car. The charge for handling an empty car, where there is no 
prior loaded movement, is to be continued on the present bases. 





COMMISSION ORDERS 

MC 16951 Sub. 1, C. & M. Trucking Co., extension, California; and 
MC 52554 Sub. 1, C. & M: Trucking Co., extension, fruit pits, shells, 
kernels, and oils. Reopened for further hearing solely to determine 
whether dual operations of applicants as a common carrier by motor 
vehicle under certificate issued in MC 52554 Sub. 2 and proposed oper- 
ations as a contract carrier by motor vehicle under MC 16951 Sub. 1 
and MC 52554 Sub. 1 will be consistent with public interest and national 
transportation policy declared in interstate commerce act. 

MC 42525 Sub. 1, J. M. Carey, extension, household goods. 
opened for further hearing. 

MC F-1411, Oregon-Nevada-California Fast Freight, Inc., control, 
Oregon Express, and MC F-1412, Same, merger, Same. Time within 
which replies to petition of protestants for reconsideration may be 
filed, extended to December 20. 


Re- 
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FF-78, Truck-Rail Terminals, Inc., freight forwarder application. 
Effective date of permit and order of October 4, postponed to De- 
cember 20. 

1. & S. 5201, Scrap tin plate between Minnesota and M[linois. 
tion of respondents for modification of report denied. 

W-353, Barrett Line, Inc., contract carrier application. Petition of 
applicant for oral argument and reconsideration denied. 

W-446, James McWilliams Blue Line, Inc., common carrier ap- 
plication. Fetition of rail carrier interveners for reopening and re- 
consideration denied. ‘ 

No. 25728, Hoboken Manufacturing R. R. Co. vs. Abilene & South- 
ern et al. and No. 25878, N. O. & L. C. vs. A. C. & Y. et al. Effective 
date of order of October 13, 1941, further postponed from December 
15, to March 15, 1944. 

No. 28918, J. R. Kelley Cooperage Co. vs. Ill. Cent. et al. Order of 
October 1, further modified to become effective February 26, 1944, on 
not less than 30 days’ notice, instead of January 27, 1944. 

Ex Parte MC 21, Central territory motor carrier rates. Petition of 
Central States Motor Freight Bureau, Inc., asking that order of Oc- 
tober 11, be vacated and that effectiveness of minimum rate orders be 
suspended until six months after War has ended, denied. 

MC 85239, Weimar Storage Co., Inc., common carrier application. 
Reopened for further hearing. Order of August 24, as subsequently 
modified to become effective December 31, vacated. 

MC 1288, Loraine Transfer Co., Inc., common carrier application, 
and MC 1288 Sub. 1, Loraine Transfer Co., Inc., extension, explosives. 
MC 1288 only, reopened for reconsideration to determine whether appli- 
cant is entitled to continue operations as a common carrier by motor 
vehicle, in interstate or foreign commerce, over irregular routes, of 
oil field machinery, material, equipment and supplies, compressed gases, 
in containers, empty containers, welding rods and welding supplies; 
and household goods, between Shreveport, La., on the one hand, and, 
on the other points in Ark., La., Miss. and Texas, within 250 miles of 
Shreveport; and lumber, roofing and roofing materials between Shreve- 
port and Colfax, La., and El Dorado, Ark., on the one hand, and, on the 
other, points in Ark., La. and Tex., within 250 miles of origin points. 
Order entered in MC 1288, July 21, as subsequently modified to be- 
come effective December 15, insofar as it denied above described oper- 
ations, vacated. 

MC F-2301, United Transports, Inc., purchase, Dealers Transport 
Co. Application filed by United Transports, Inc., and Dealers Transport 
Co., seeking authority under section 5, interstate commerce act, for 
purchase by former of certain operating rights and property of latter, 
dismissed. 

MC 8600 and Sub. 1, Werner Transportation Co., common carrier 
application. Reopened for reconsideration. Order of July 20, effective 
September 28, vacated. 

Finance 14175, Chicago & Eastern Illinois trackage rights, and 
Finance 14260, Chicago & Eastern Illinois construction. Reopened for 
reconsideration. 

No. 28835, Lloyd Brothers Co. et al. vs. G. T. W. et al. 
complainants for reconsideration dismissed. 


W-694, Portland Tug & Barge Co., contract carrier application. 
Petition of applicant and ‘‘exceptions to findings and report of division 
4 and petition for rehearing’ by Inland Navigation Co., denied. 

W-595, Norfolk, Baltimore and Carolina Line, Inc., application. 


Effective date of certificate and order of September 30, postponed to 
January 24, 1944. 


Peti- 


Petition of 


MOTOR FINANCE CASES 


MC F-2205, J. D. Baggett and W. D. Sellers, Jr.—Control; Baggett 
Transportation Co.—Purchase—E. R. Cuppy and A. F. McCombs. 1. 
Purchase by Baggett Transportation Co. of Birmingham, Ala., of oper- 
ating rights and property of E. R. Cuppy and A. F. McCombs, part- 
ners, doing business as Tennessee Valley Transport Co., also of Birm- 
ingham, and acquisition of control of said operating rights and prop- 
erty by J. D. Baggett and W. D. Sellers, Jr., both also of Birmingham, 
through said purchase, approved and authorized, subject to condition. 
2. Issuance of certificate to Baggett Transportation Company author- 
ized upon compliance with certain conditions. 

MC F-1972, Don B. Smith and A. F. Mathews—Control; Consolidated 
Freight Co.—Purchase—Northern Motor Express, Inc. Purchase by 
Consolidated Freight Co. of Saginaw, Mich., of operating rights and 
property of Northern Motor Express, Inc., also of Saginaw, and acquisi- 
tion by Don B. Smith and A. F. Mathews, of Detroit and Saginaw, 
Mich., respectively, of control of said operating rights and property, 
through said purchase, approved and authorized, subject to condition. 
Application denied in other respects. 

MC F-2088, J. P. Kittrell et al_—Purchase—C. W. Burgess and H. 
H. Russell. Purchase by J. P., B. W. and Horace J. Kitrell, of Dallas, 
Tex., and R. C. Bowen, of Fort Worth, Tex., partners, of operating 
rights and property of C. W. Burgess and H. H. Russell, partners, doing 
business as Lone River Bus Company, of New Boston, Tex., approved 
and authorized, subject to condition. 

MC F-2201, Fay V. Watson et al.—Control; Watson Bros. Trans- 
portation Co., Inc.—Purchase—John T. Willey. Purchase by Watson 
Bros. Transportation Co., Inc., of Omaha, Neb., of operating rights of 
John T. Willey, doing business as Sutton Transfer Company, of Sutton, 
Neb., and acquisition of control of said operating rights by Fay V., 
Ray E. and Thomas W. Watson, all of Omaha, through said purchase, 
approved and authorized, subject to condition. 

MC F-2351, Gerard Motor Express, Inc.—Purchase—Hanson Motor 
Express, Inc. Application for authority under section 210a(b) of Gerard 
Motor Express, Inc., of Terre Haute, Ind., for temporary operation of 
a portion of the motor carrier rights and properties of Hanson Motor 
Express, Inc., of Chicago, Ill., granted with conditions. 

MC F-2359, Cincinnati & Lake Erie Transportation Co. Issuance of 
Stock. Authority granted Cincinnati & Lake Erie Transportation Co., 


TRAFFIC Wor} 


of Dayton, Ohio, to issue $146,700 of common stock to be distributed as 
a stock dividend. 

MC F-2203, John O. Perry—Control; Monroe Motor Express, Ine. 
Purchase—Georgia Motor Express, Inc. Purchase by Monroe y ze 
Express, Inc., of Monroe, Ga., of certain operating rights of Geor . 
Motor Express, Inc., of Atlanta, Ga., and acquisition of contro} of sald 
operating rights by John O. Perry, also of Atlanta, through said pu. 
chase, approved and authorized, subject to condition. 

MC F-2210, E. L. Garrison—Control; Melvin Trucking Co.—Purchase 
—Theodore R. Klepfer and Robert Klepfer. Purchase by Melvin Truck. 
ing Co., of Streator, Ill., of operating rights of Theodore R, kj fer 
and Robert Klepfer, doing business as American Freight Lines of 
Peoria, Ill., and acquisition of control of said operating rights by E 
L. Garrison, also of Peoria, through said purchase, approved and 
authorized, subject to condition. 


FINANCE APPLICATIONS 


MC F-2384, George W. Simons, Jr., and Robert Blackistone, g 

Washington, D. C., holding controlling stock interest in Ancho 
Transportation, Inc., ask authority to acquire control of Blue @ Grey 
Motor Tours, Inc., also of Washington, through ownership of capital 
stock. 
MC F-2385, Joseph H. Smith, William H. Smith, and James J. Smith 
dba Joseph H. Smith & Co., of Philadelphia, Pa., ask authority to 
acquire control of Delaware Transportation Co., also of Philadelphia, 
through ownership of capital stock. 

MC F-2386, Fred Bonifield, Alfred Bonifield, and Reuben Bonifield, 
dba Bonifield Brothers Truck Lines, of Metropolis, Ill., ask authority 
to purchase certain operating rights of Gertrude G. Huitt, dba Gilbert 
Truck Lines, Inc., of East St. Louis, Ill. 

MC F-2287, Tamiami Trail Tours, Inc., of Tampa, Fla., asks ay. 
thority to purchase certain operating rights of Mary M. Kettner, dba 
Glades ‘‘K’’ Motor Lines, of West Palm Beach, Fla., subject to lease 
to Glades Motor Lines, Inc. 

MC F-2388, F. S. Whittlesey, dba East Texas Coaches, of Jasper, 
Tex., asks authority to renew the lease of certain operating rights of 
Bowen Motor Coaches, of Fort Worth, Tex. 

Harry D. Zabarsky and Milton J. Zabarsky, doing business as St, 
Johnsbury Trucking Co., of St. Johnsbury, Vt., ask authority to pur. 
chase the physical properties and operating rights of Bangor Trans. 
portation Co., of Cambridge, Mass., and temporarily to operate, 

MC F-2390, Vada Mae Garrison and husband, J. E. Mann, dba 
Levelland Truck Lines, of Lubbock, Tex., ask authority to lease with 
option to purchase certain operating rights and equipment of Sam 
Tankersley, dba Tankersley Truck Line, of Brownfield, Tex. 

MC F-2391, Merchants Dispatch, Inc., of Charleston, W. Va., asks 
authority to purchase certain operating rights and equipment of J. 
Tyree Wills, dba Wills Transfer Co., of Rupert, W. Va., and tempo 
rarily to operate, 






_ Finance No. 14333, Delaware, Lackawanna & Western Railroad Co, 
and New York, Lackawanna & Western Railway Co., ask for an order 
approving and authorizing the merger of the letter into the former; and 
Delaware, Lackawanna & Western asks an order authorizing it to 
acquire, as a result of such merger, control of the N. Y. L. & W. (of 
Pennsylvania.) 

Finance No. 14434, Delaware, Lackawanna & Western Railroad (Co. 
asks authority to issue (a) certificates of deposit in respect of not to 
exceed 98,320 shares of the capital stock of the N. Y. L. & W.; (b) not 
to exceed $5,899,200 principal amount of its first and refunding mort 
gage 5 per cent bonds, series C (New York, Lackawanna & Westem 
division); (c) not to exceed $3,932,800 principal amount of its income 
mortgage bonds (New York, Lackawanna & Western division); and 
(d) scrip certificates representing fractional interests in said bonds; 
and (2) to assume obligation and liability in respect of $13,639,000 prin¢- 
pal amount of first and refunding mortgage 4 per cent gold bonds, 
series A, and $10,000,000 principal amount of first and refunding mort 
gage 4% per cent gold bonds, series B, of the N. Y. L. & W. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. ‘14283, Willamina & Grand Rone 
Railway So. Control, authorizing acquisition by the Long-Bell Lumber 
Co. and, through that corporation, by the Long-Bell Lumber Corpor 
tion, of control of the Willamina & Grand Ronde Railway Co., through 
ownership of capital stock. Approved. 

Report and order in F. D. No. 14406, Staten Island Rapid Transit 
Railway Co. Notes, and F. D. .No. 14407, Baltimore & Ohio Railroad 
Co. Assumption of Obligation and Liability. 1. Granting authority t0 
the Staten Island Rapid Transit Railway Co. to issue not exceeding 
$502,400 face amount, of promissory notes, to be delivered to the 
Irving Trust Co., in evidence of, but not in payment for, the unpald 
purchase price under a conditional sale agreement for the purchase of 
equipment. 2. Granting authority to the Baltimore & Ohio Railroad 
Co. to assume obligation and liability, as guarantor, in respect of the 
payment of the principal of and interest on the above-described notes. 
Approved. y 

Report and order in F. D. No. 14357, Baltimore & Ohio & Chicago 
Railroad Co. (Illinois) Control, etc., authorizing (1) Acquisition by the 
Baltimore & Ohio & Chicago Railroad Co (Indiana and Ohio) of control 
of the Baltimore & Ohio & Chicago Railroad Co. (Illinois) throu 
stock ownership, and purchase thereafter by the Baltimore & Ohio & 
Chicago Railroad Co. (Indiana and Ohio) of the property of the Baltl- 
more & Ohio & Chicago Railroad Co. (Illinois); (2) issuance by the 
Baltimore & Ohio & Chicago Railroad Co. (Indiana and Ohio) of not 
exceeding $102,000 of capital stock, consisting of 2,040 shares of the 
par value of $50 each, to be delivered to the Baltimore & Ohio Rail- 
road Co. in exchange, share for share, for an equal par value of capital 
stock of the Baltimore & Ohio & Chicago Railroad Co. (Illinois) i 
connection with the acquisition of control through stock ownership 
and purchase of the property of the last-named company. Appro 
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Proposed Reports 


in I C C Cases 


Railroad, Water, and Motor Transport 





Interstate Motor Freight Control 


The Commission should find that control of Interstate 
Motor Freight System in a common interest with other motor 
carriers and with freight forwarders had been accomplished and 
was continuing in violations of sections 4 and 411(a)(1) of the 
interstate commerce act, said Examiners O. L. Mohundro and 
James L. Smith, among other things, in a proposed report in 
MC F-2181, United States Freight Co.—Investigation of Con- 
trol—Interstate Motor Freight System, embracing MC F-2224, 
A. S. Hickok—Investigation of Control Interstate Motor Freight 
System. The examiners recommended that the Commission 
should also find that certain respondents should be ordered to 
terminate existing violations of the aforementioned sections of 
the act, and that the investigation should be discontinued as to 
certain respondents. 

The “ultimate findings” recommended by the examiners 
were as follows: 


(1) That respondents H. W. Burnham, Harry Bylenga, Morris For- 
gash, F. E. Jones, B. R. Lawrence, R. J. Leibenderfer, M. J. Murray, 
George S. Norcross, W. H. St. John, Jerome V. Sanner and C. A. 
Waltz, individuals. and Interstate Motor Freight System and United 
States Freight Company, corporations, participating in effectuation 
of control and management in a common interest of Interstate Motor 
Freight System with motor carriers and freight forwarders controlled 
by United States Freight Company in violation of the provisions of 
sections 5(4) and 411(a)(1) of the act: that respondents Harry Bylenga. 
Cc. F. Eisenhour, Morris Forgash, A. S. Hickok, W. G. Kirkbride. 
George S. Norcross and Jerome V. Sanner, individuals, and Interstate 
Motor Freight System and Hickok Oil Corporation, corporations. par- 
ticipated in effectuation of control and management in a common inter- 
est of Interstate Motor Freight System with motor carriers controlled 
by A. S. Hickok, in violation of the provisions of section 5(4) of the act: 
and that said respondents and F. L. Bateman, William F. Drohan. 
E. H. Gardner, F. N. Melius, Jr., B. H. Meyer and W. L. Taylor have 
continued to maintain such control and management in violation of 
those sections. 

(2) That the above-named respondents should immediately termi- 
nate further violation of the provisions of section 5(4) and 411(a)(1) 
and report to the Commission within 10 days from the date of its order 
herein, steps taken to bring the aforementioned violations to an end. 

(3) That the evidence adduced herein does not establish that re- 
spondents E. A. Casaroll, Joel Clark, I. E. Drouillard, O. G. Lonskey, 
F. Miot, E. G. Rice, H. G. Rice, T. M. Rinehart, Jane Rinehart and 
A. M. Taber, individuals, and Automobile Shippers, Inc., Complete 
Auto Transit, Inc., Contract Cartage Company and Square Deal Cart- 
age Company, corporations, have participated in the violation of section 
5(4) and that, as to said respondents, the investigation instituted by 
order of June 7, 1943, should be discontinued. 

An appropriate order should be entered. 


_After discussing the operations and financial position of 
United States and Interstate, and setting forth a list of the 
motor carriers and forwarders in which United States owned 
an interest; Hickok Oil Corporation and the relation of its 
officers with various motor carriers; and the changes in control 
and management of Interstate, the report said it had been con- 
tended on behalf of United States Freight and Hickok Oil that 
their respective purchases of Interstate’s stock were solely for 
investment and that, in view of a voting trust agreement under 
which Jerome V. Sanner voted 55 per cent of the stock. con- 
trol of Interstate was vested in Sanner and not in United States 
Freight or Hickok Oil, or either of them. The report referred 
to further contentions for United States Freight, tending to 


a it had exercised no control over Interstate, and 


Assuming the correctness of the foregoing assertions, they relate 
to circumstances and conditions which are almost entirely within the 
power of those in control of (United States) Freight Company to change 
at will and admittedly have been permitted to continue as at present 
Principally because of this investigation. 


Later in the report the examiners said that, to say that by 
reason of the trust agreement control of Interstate was now 
vested in Mr. Sanner and the law violations had thus termi- 
nated was to ignore the realities of the situation. He had been 
closely identified with Mr. Hickok in business for 12 years, it 
said, among other things: that he was present when negotia- 


tions were pending for sale of Interstate’s stock and had taken 
part in the transaction. 


“Sanner thus participated in accomplishing and effectuat- 


ing the law violations here found,” the report continued. “To 


say that one who thus participates properly may be used to 
end the law violation as to certain other participants, as well 
as himself, is contrary to sound reason; instead it indicates a 
continuing intention and desire by those involved to retain the 
powers acquired... .” 


West Coast Forwarders’ Status 


Issuance of permits to operate as freight forwarders, “for 
the duration,” to three companies—one at Alameda, Calif., and 
the other two at Oakland, Calif—has been recommended by 
Examiner Burton Fuller in a proposed report in FF-8, Howard 
Terminal Freight Forwarder Application, embracing FF-21, 
Encinal Terminals Freight Forwarder Application, and F-27, 
George C. Shaefer dba Consolidated Freight Forwarding Co., 
Freight Forwarder Application. 


Howard Terminal and Encinal Terminals, both of Oakland, 
sought authority to continue forwarder operations in the trans- 
portation of canned goods from Oakland and Alameda to all 
points in the United States, and Consolidated sought like author- 
ity with respect to transportation of canned goods from Oakland 
to points in most of the states, according to the proposed report. 
The examiner said the Commission should find: 


That applicants’ buyer car operations, the consolidated shipment 
operations of Howard and Encinal in connection with the steamship 
carriers, and Consolidated’s truck pickup and local transportation oper- 
ations, except as hereinafter indicated. are not those of freight for- 
warders within the meaning of section 402(5) of the act. With respect 
to these operations, the applications should be dismissed. 

That applicants’ consolidated carload operations are those of freight 
forwarders subject to part IV of the act. in that, with respect to such 
operations, applicants hold themselves out to the general public to 
transport or provide transportation of consolidated carloads of canned 
goods, as defined in the rail tariffs, for compensation, in interstate 
commerce, and in the ordinary and usual course of their undertaking 
(A) assemble and consolidate or provide for assembling and consoli- 
dating and perform or provide for the performance of break-bulk and 
distributing operations, (B) assume or will assume responsibility for 
the transportation from point of receipt to point of destination, and 
(C) utilize for the whole of such transportation the services of rail car- 
riers subject to part I of the act, and that Consolidated provides, as a 
part of its assemblying service on canned pineapple, for the transporta- 
tion of such commodity to its warehouse for inclusion in such consoli- 
dated carload shipments. 

That such consolidated carload operations by applicants, in con- 
nection with shipments to all destinations in the United States, for the 
duration, are and will be, consistent with the public interest and the 
national transportation policy, and that applicants are ready, able, and 
willing properly to perform such operations. In the meantime, the 
record should be held‘ open in order to enable applicants to present 
proof at the appropriate time as to whether, and to what extent, they 
should be granted permanent authority to perform these operations. 


Stockholders of Howard Terminal were principally mem- 
bers of the Charles P. Howard family, and the principal stock- 
holder of Encinal was the Alaska Packers Association of San 
Francisco, 84 per cent of whose stock was owned by the Cali- 
fornia Packing Corporation, “one of the largest canners in 
California,” the examiner said. He noted that both of those 
applicants contended they were not freight forwarders as to 
any of their operations but had filed their applications and 
tariffs as a matter of precaution in the event the Commission 
should decide otherwise. 


With respect to the service by Consolidated, the examiner 
said that this applicant, by custom, accepted full responsibility 
for the individual shipments it handled. did not attempt to 
limit its liability in its tariff, promptly paid claim for loss and 
damage when the shipments were in its possession or that of 
its agent, prepaid the carrier’s transportation charges and pro- 
rated them among the canners, and made uniform charges for 
its own services. He said the Howard and Encinal had con- 
solidated shipments for transportation bv steamers to Gulf and 
Atlantic ports before the war, but thereafter had utilized rail 
service. He noted that those applicants contended thev did not 
come within the forwarder definition because thev did not per- 
form pickup and store door delivery. Their interpretation of 
the words “assembling” and “distribution,” he said, was “en- 
tirely too narrow.” ; 

“Even Encinal admits that recognized freight forwarders 
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do not always provide for pickup and store door delivery,” he 
said. 


His proposed report continued, in part, as follows: 


Howard and Encinal contend that applicants do not assume respon- 
sibility for the transportation because of the provisions of the enclosure 
receipt and the tariffs of Howard and Encinal with respect to loss, 
damage, and delay while the shipments are en route. Applicants hold 
themselves out to forward these shipments when sufficient tonnage is 
offered and assume responsibility to the rail carriers for the transporta- 
tion charges, they hold themselves out to arrange or provide for trans- 
portation for compensation, assemble and consolidate such shipments 
at origin, and provide for the performance of the break-bulk and dis- 
tributing operations at destination. Where, as here, with respect to 
certain operations, applicants have all the other characteristics of 
freight forwarders, they cannot escape their responsibility as such 
merely by attempting to limit their liability. Just as in the case of a 
common carrier, their status does not depend on whether they ex- 
pressly assume or disclaim liability, but rather their liability flows from 
their status. Applicants express willingness, if they are held to be 
freight forwarders with respect to these operations, to change their 
shipping documents and tariff provisions to reflect their liability as 
such and to conform to the regulations of the Commission. 

All three of the applicants render another type of service known 
as buyer’s car service. Under this type of service, applicant is ad- 
vised by a buyer or a broker that he has purchased sufficient goods to 
constitute a carload and that he has instructed the canners to deliver 
the goods to applicant’s warehouse. When the individual lots have all 
been received, applicant loads them into the car, prepares the carrier 
bill of lading generally showing the buyer as both consignor and con- 
signee, and ships the car to the buyer’s place of business. For this 
service, applicants receive a special charge of a certain amount per ton 
and the buyer is responsible for all freight charges. Applicants issue 
enclosure receipts upon request at 50 cents each. In connection with 
this service, applicants perform no operations whatever at destination, 
either directly or indirectly. ... 

Prior to the present emergency, the consolidated shipment opera- 
tions of Howard and Encinal were confined principally to those in con- 
nection with steamship carriers to and via the Gulf and Atlantic coast 
ports, while Consolidated’s consolidated carload operations were con- 
fined largely to the 13 destinations listed above. At that time these 
services appeared to meet the public need but whether such services 
will meet the public need after the present emergency cannot be deter- 
mined on this record. The nature of this traffic is such that the desti- 
nations vary according to the aggregate tonnage offered. By the use 
of the stop-in-transit privilege during the present emergency, destina- 
tions which ordinarily could not take a full carload are enabled to take 
advantage of this service at charges much below the less-than-carload 
rates which would otherwise apply. In its supplemental application, 
Consolidated specifically asks that its authority to operate into the 12 
additional states east of the Mississippi River be limited to the present 
emergency, and this supplemental application was supported by numer- 
ous shippers and opposed by no one. Under the circumstances, the 
record warrants the conclusion that there is and will be a need during 
the present emergency for applicants’ consolidated carload operations 
to all destinations in the United States. For convenience the limitation 
should be fixed as of a date certain, namely, Dec. 31, 1945, subject to 
change or extension as circumstances may require. Applicants have 
sufficient working capital, facilities, and experienced personnel to per- 
form such consolidated carload operations. 


Intrastate Fares 


The proposals to increase intrastate fares to the interstate 
level in Kentucky and Alabama had not been shown to be 
necessary, either to aid in the effective prosecution of the war 
or to correct gross inequities, said Examiner C. E. Stiles in 
his proposed reports in No. 28900, Kentucky Intrastate Fares, 
and No. 28963, Alabama Intrastate Fares (see Traffic World, 
Dec. 11). In each of those cases, the examiner recommended 
a finding that intrastate one-way and round-trip coach fares 
of 1.65 cents a mile required by state authority to be main- 
tained by the respondents in those states had not been shown 
to be unduly prejudicial to persons or places in interstate com- 
merce or unjustly discriminatory against interstate or foreign 
commerce. In the Alabama case, the examiner recommended 
the same finding with reference to proposed changes which 
would have cancelled the 30-day limit round-trip fares intra- 
state on the basis of 2.475 cents a mile and the 6-month limit 
round-trip fares on the basis of 2.75 cents a mile, both good 
for transportation in sleeping and parlor cars. The examiner 
recommended that both proceedings be discontinued. 

After tracing the history of passenger rates in the south, 
the examiner referred to the authority granted by the Commis- 
sion on Aug. 1, 1942, modifying the original order in Ex Parte 
No. 148 (which authorized a 10 per cent increase in fares). 
under which all one-way coach fares for interstate transporta- 
tion became 2.2 cents. Following this, he said, the southern 
carriers undertook to place all their intrastate fares on the 
interstate basis. Such increases, said he, had been approved 
and were now in effect in Florida, Louisiana, Mississippi, South 
Carolina, and Virginia; and that since the hearings in the 
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instant proceedings, favorable action on the carrier’s application 
had been taken in Georgia. 

The Kentucky Railroad Commission, he pointed out had 
suspended operation of the tariffs and had issued a report and 
order denying the respondents’ proposal to make the 
one-way coach fare 2.2 cents, and to cancel] the 15-day limit 
and 60-day limit round-trip coach fares with the Substitution 
of a three-month limit round-trip fare on the basis of 1. 
cents a mile. However, he said, the Kentucky commission j; 
approved the proposed changes in round-trip fares for 
portation in parlor and sleeping cars. The Alabama 
Service Commission, he said, had suspended operation of the 
tariffs and had issued its report and order cancelling the tarifis 
and denying the respondents’ proposal to make effective op 
intrastate passenger traffic in Alabama any of the propoge 
changes. 


In identical language in each report, the examiner sajq 
that the question of whether, “under the present conditions 
confronting respondents,” the addition of approximately $526, 
of annual revenues from Kentucky intrastate passenger tr, 
and of approximately $750,000 from Alabama intrastate 
senger traffic, was necessary in order to enable them to fulf 
their national purposes, and whether the refusal of the pm. 
spective state commissions constituted an obstruction to inter. 
state commerce, must “unhesitatingly” be answer in the nega- 
tive. The failure of respondents to receive this additional 
intrastate revenue was not at the present time casting any 
undue burden on interstate commerce, he said. 

Each report said that, on the evidence, it was found that 
the intrastate fares were imposed by the state authority; that 
there was a real and substantial disparity between those fare 
and the interstate fares applicable in those states, and other 
southern states; that the interstate fares were not shown to be in 
excess of maximum reasonable fares; that there was a sub. 
stantial passenger traffic moving under both intrastate and 
interstate rates; that interstate and intrastate passengers rode 
on he same trains and received the same services; and that no 
injury was shown on the record to result to the interstate pas. 
sengers or localities by reason of intrastate passengers being 
charged lower fares, which would be relieved by increasing 
the intrastate fares to the interstate level. 

The mere showing of a disparity between interstate and 
intrastate rates, when confined to a specific class of traffic, was 
not sufficient to support a finding of undue, unreasonable, or 
unjust discrimination against interstate commerce, said the 
examiner. 


Public 


BOMB BODIES, ETC. 


I. and S. M-2230, Ratings—Bomb Bodies and Helmets in 
New England. By Examiner Paul R. Naefe. Proposed second 
class rating on metal helmets, not nested, within New England 
and between New England and certain areas in New York ani 
New Jersey just and reasonable. Recommends discontinuance 
of proceeding. By schedules filed to become effective April 12, 
motor common carriers participating in an agency tariff of 
Eastern Motor Freight Conference, Inc., proposed to establish 
specific ratings of first class on empty synthetic gum or resin 
bomb bodies or casing and second class on military steel hel 
mets with liners or bands attached or detached, or without 
liners or bands, not nested, between points in New England 
and between points in that territory, on the one hand, and, o 
the other, points in eastern and southeastern New York 
northeastern New Jersey. .On protest of the Secretary of Wal, 
the Director of Economic Stabilization, and the Price Admil- 
istrator, the schedules were suspended until Nov. 12. By sched- 
ules filed to become effective May 3, respondents, motor com- 


mon carriers participating in an agency tariff of New England f 


Motor Rate Bureau, Inc., proposed to establish a rating of sec 
ond class on metal helmets, not nested, between points in the 
aforementioned territory. By a supplemental order operation 
of the schedules was suspended until Nov. 12, and the effective 
date postponed by respondents to Feb. 12, 1944. The report 
said respondents had found that, due to their shallowness and 
the inside webbing and gear, it was impossible to nest the hel- 
mets in the manner described in the classification and had, 
therefore, applied the four-times ‘fifth class rating. Considering 
this rating too high, effective Feb. 26 they sought to establish 
a rating of a second class, it said, adding that this was sub- 
stantially lower than the rating of four-times fifth class. 4 

ratings in the classification were predicated on the density 
basis, said the report, and that such ratings and basis therefore 
had been anproved in New Englard Motor Carrier Rates, § 
M. C. C. 287. In view of the fact that the average density 0 
the considered article fell within the range of densities ? 
second-class articles, it said, that rating appeared to be propél 
and that there was no evidence that its application was unret 
sonable or otherwise unlawful. 
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December 18, 1943 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 

‘od or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Minnesota (Pipestone)—-MC 89704, Sub. 4, Harry Barnes 
and Maurice Barnes, extension. Certificate proposed, with 
recommendation that the application for permanent authority 
should be construed as one for temporary authority and that 
the Commission, on its own motion, give consideration to the 
issuance of an order granting such authority, but not beyond 
Dec. 31, 1944. Grain and hay, between Pipestone, Minn., and 
points and places within 20 miles thereof, on the one hand, 
and, on the other, points and places in Minn., S. D., and Ia., 
within:100 miles of Pipestone, over irregular routes. 

Illinois (Westfield) —-MC 3250, Sub. 3, Alan Parker, exten- 
sion. Certificate proposed. Feed, agricultural machinery and 
implements, and parts therefor, and petroleum products, in 
packages and containers, between St. Louis, Mo., and points in 
Clark, Coles, Cumberland, and Edgar counties, Ill.; and boxes 
and crates, empty, knocked down, nested or otherwise, from 
Indianapolis, Ind., to points in Clark, Jasper, and Cumberland 
counties, Ill., over irregular routes. 

Indiana (Indianapolis)—MC 20824, Sub. 5, Commercial 
Motor Freight, Inc., of Indiana, extension. Dismissal of applica- 
tion proposed, at applicant’s request. General commodities, 
with exceptions, between junction U. S. highways 40 and 41 at 
Terre Haute, Ind., and junction U. S. highways 41 and 52 near 
Gravel Hill, Ind., through Lyford, Rockville and Attica, Ind., 
over a specified route. 

New York (Brooklyn)—Harry Summer, common carrier. 
Denial of certificate proposed. Household goods, between New 
York, N. Y., on the one hand, and, on the other, points in 
N. Y., Mass., R. I., Conn., N. J. Pa., Del., Md., Va., and D. C., 
over irregular routes. 

Missouri (Cape Girardeau)—MC 3062, Sub. 4, L. A. Tucker 
Truck Lines, Inc., extension. Certificate proposed. General 
commodities, with exceptions, between Red Bud and East St. 
Louis, Ill.; between Murphysboro, Ill., and junction Ill. high- 
ways 159 and 3; between Choat and Grand Chain, Ill.; and 
between Paducah, Ky., and Charleston, Mo., over specified 
routes, and with no service to intermediate or off-route points. 

New Jersey (Asbury Park)—-MC 59151, Sub. 1, Lowy’s 
Express, Inc., extension. Denial of certificate proposed, for 
want of prosecution. Household goods, between points within 
a radius of 25 miles of Asbury Park, N. Y., on the one hand, 
and, on the other, points in Del., Md., Mass., Me., and D. C., 
over irregular routes. 

New York (New York)—MC 59576, G. Russo and J. J. 
Rosso, common carrier. Certificate proposed. Continuance in 
operation, special commodities, between certain points and ter- 
ritories in Mass., Conn., R. I., N. Y., N. J., Pa., Del., and Md. 

_ Pennsylvania (Uniontown)—-MC 77477, Sub. 2, Atlantic 
Freight Lines, Inc., common carrier. Denial of certificate pro- 
posed. General commodities, between Pittsburgh, Pa., on the 
one hand, and, on the other, Philadelphia, Pa., and Baltimore, 
Md., over described routes, serving all intermediate points on 
those routes, and points within 40 miles of Pittsburgh, those 
within 15 miles of Baltimore, those in Pa. and Del., within 15 
miles of Philadelphia, and those in N. J., within 40 miles of 
Philadelphia, as off-route points. 


FORWARDER TRAFFIC ROUTING 


The Commission’s Bureau of Informal Cases has informed 
Pacific Consolidators, Inc., of San Francisco, that there would 
probably be very little occurrence in the future of the practice 
of which Pacific had complained—that freight marked for 
Pacific handling at New York, for delivery at San Francisco, 
had been delivered by local New York teamsters to, and ac- 
ng other forwarders (see Traffic World, Nov. 27, 
’ Letters in the bureau’s file from Universal Carloading & 
Distributing Co., Inc., and Western Carloading Co., said that 
hose companies had had standing orders in their New York 
Stations to refuse freight designated for other forwarders or 
Calriers. Universal said that, to the best of its knowledge, 
those instructions were being followed. 

Western said it was probably that at some of the peak 
hours its shipping clerks might not scrutinize shipping orders as 
closely as they would when less rushed. It said, also, that “we 
ourselves lose many thousands of pounds of freight daily which 
Is either accepted by competitive service or deliberately mis- 
routed by delivering truckmen in New York city for their 
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convenience.” In its own investigations, Western said, it had 
found that truckmen had “issued new bills of lading, particu- 
larly when they found our dock crowded or if one of our 
competitor’s was more convenient to their premises.” 

Pacific forwarded to the bureau a copy of a letter from 
Alexandra DeMarkoff Sales Corporation, written in reply to 
a letter from Pacific, in which the. sales corporation said it had 
explained to its accounts in San Francisco that ‘‘we are unable 
to get delivery in New York to your pier 23. 

“Unfortunately your pier is so far out of the way,” the 
letter continued, “and is located so far down town that our 
truckman as well as other truckmen refuse to deliver mer- 
chandise to that location. Because of the extreme stortage 
of tires and gasoline all shipments are being sent to the closest 
office of the various freight carriers.” 


PRACTICES OF FREIGHT FORWARDERS 

The Commission, by an order in No. 28894, Consolidation 
of Shipments by Freight Forwarders, has denied petitions of 
Arthur J. Brown, doing business as A. B. C. Freight Forward- 
ing, for rehearing, and of Acme Fast Freight, Inc., for modi- 
fication of the order. 

Mr. Brown had asked for rehearing to offer further evi- 
dence, and Acme had asked for modification of the rules pre- 
scribed by the Commission for application to minimum lot 
shipments. 

In the proceeding the Commission, in a report written by 
Commissioner Aitchison, found the rules covering consolidation 
or purported consolidation of packages of ‘‘small lots,” shipped 
by one or more consignors to one consignee, into larger ship- 
ments, unreasonable, unjustly discriminatory, unduly prejudical, 
and indefinite to the extent that the tariffs in question failed 
to make provisions prescribed in the report with respect to 
(a) minimum lot shipments, and (b) volume, truckload or car- 
load shipments (see Traffic World, Nov. 20, p. 1261). 


Morgain Forwarding Application 


National Carloading Corporation, in a brief in FF-10, 
Morgain Forwarding Co. Application, has asked the Commis- 
sion that a proposed report be issued by the examiner. On the 
record in this case, it said, a permit should not be issued for 
the reason that “the operations conducted by this applicant are 
unlawful in the absence of the issuance of a permit by your 
Commission.” The Morgain application was for authority to 
forward commodities generally from twenty-three states to 
Arizona, Arkansas, Louisiana, New Mexico, Oklahoma, and 
Texas. 


According to the National brief, the applicant was suc- 
cessor to a partnership formed by employes of Higginbotham- 
Bailey-Logan Co., of Dallas, Tex., and that “the partnership 
was organized by the witness (the company’s traffic manager) 
as a device by which his company could and did enjoy volume 
rates on traffic to be received by the company.” This, it con- 
tended, was the sole reason for the establishment of the part- 
nership. 

National asked the Commission to find that neither the 
applicant nor its predecessor applicant had engaged in business 
as a freight forwarder on the statutory date; that no freight 
forwarder rights existed which had been or could be trans- 
ferred by predecessor applicant to the successor applicant; 
that freight forwarding operations of the applicant to St. Louis, 
Mo., had been instituted in July, 1943; that operations conducted 
by the applicant were unlawful in the absence of a permit 
issued by the Commission. National also asked that if the 
Commission did issue a permit, the operations be limited to 
those from New York, N. Y., to points and places in Texas, 
and from St. Louis, Mo., to points and places in Texas. 


The brief said a contract between the partnership and 
National had provided for the joint loading of traffic consigned 
from St. Louis and Chicago to Higginbotham-Bailey-Logan & 
Co., and its various affiliates in Texas. By the terms of the 
contract, it said, all freight destined to those consignees was 
to be transported in the service of National to St. Louis and 
Chicago and to be there loaded under the joint loading arrange- 
ment and forwarded to destination in the Texas area. It was 
admitted, said National, that of the total traffic handled by the 
partnership, 60 per cent to 65 per cent had moved under the 
terms and conditions of the agreement. The practical effect 
of the contract, it said, was not that of a joint loading arrange- 
ment between two freight forwarders. 


After describing the method of handling and billing ship- 
ments, National said that it had never received directly from 
the partnership any monies for services performed for the 
partnership. It had received all of the transportation charges 
to compensate it for its services, said National, and pointed 
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out that the partnership had never paid any freight damage 
claims, but that these were paid by National. 


Hayes Limes Rate Increase 


The attempt of the Hayes Freight Lines, Inc., to increase 
by 20 per cent rates on shipments weighing less than 10,000 
pounds over its routes has been widely discussed among Central 
Territory shippers and carriers in recent weeks. Witnesses for 
the Hayes Lines sought to justify the increase at the hearing 
in I. and S. M-2333 before Examiner Stephan A. Aplin in 
Chicago, December 15 and 16. Generally, there was no opposi- 
tion to the increase. Some weeks ago representatives of the 
motor carrier appeared before a meeting of the traffic council 
of the Chicago Association of Commerce with the plea that 


an increase was necessary if the lines were to continue to. 


operate, with the result that the council determined not to 
oppose the increase as an organization, without prejudice to 
the rights of any of its members to do so if it wished. Protests 
were subsequently filed by Sears, Roebuck and Company and 
Montgomery Ward and Company, by chambers of commerce 
in Cincinnati and St. Louis, by the Louisville Board of Trade, 
by the Cupples Company of St. Louis, and by the Norwalk 
Truck Lines. These protests resulted in the suspension of the 
tariffs naming the increase (Central States Motor Freight 
Bureau issues I. C. C. 36, 94, 107, 112 and 117).: At the hearing, 
Carl Ozee of the Hayes Lines testified that, after an examina- 
tion of the lines’ books by representatives of the O. P. A., 
that agency decided not to oppose the increase. 

G. O. Owens, chief accountant for the lines, testified that, 
in the second and third quarters of 1943, the lines’ expenses 
were $87,000 more than their gross revenue, as compared with 
expenses $106,000 lower than the revenue in the same part of 
1942. As the operations now stood, he said, they had assets 
of $275,000 and liabilities of $600,000. He introduced a calcu- 
lation to show what the effect on the lines’ September opera- 
tions would have been had the proposed increase, as well as 
the general proposed increase in Central Territory truck mini- 
mum charges, been in effect. Revenues, he said, would have 
been up to $505,272 from those actually collected of $423,382, 
and there would have been an operating profit of $55,738 instead 
of an actual loss of $27,000. 

D. O. Barrett, traffic manager for the lines, said the pro- 
posed increase was restricted to less-truckload traffic because 
a check of over 500,000 freight bills showed that the lines’ 
losses were accruing on that traffic while the truckload traffic 
was being handled at a profit. 

None of the protestants objected to the Hayes Lines get- 
ting an increase in revenue. On the other hand, all of them 
insisted that, if there was to be an increase, it should be 
applied equally to less-truckload and truckload traffic. R. A. 
Ellison, for the Cincinnati Chamber of Commerce, using soap 
moving from Cincinnati to Indianapolis as an example, said 
that, at present four 5000-pound less-truckload shipments paid 
charges of $104 while a 20,000-pound truckload paid only $40. 
Under the proposal, he said, the charges on the less-truckload 
shipments would go up to $104 without any increase in the 
truckload charge. Carl Giessow gave similar testimony for the 
St. Louis Chamber of Commerce and, in addition, objected 
strenuously to the action of the Hayes Lines in placing an 
embargo on shipments of less than 10,000 pounds at some 
400 points and restricting service to 500 more. He said that, 
in doing that, the lines were not fulfilling their obligations as 
common carriers. 

J. P. Haynes, for the Louisville Board of Trade, said that, 
when a motor carrier got a certificate as a common carrier 
it became its duty to conform to other provisions of the act, 
including the maintenance “of a general level of class and 
commodity rates similar to other carriers throughout the re- 
gion” in which it operated. He said the proposal was to dis- 
criminate against truckload shippers and receivers. If the rates 
in a common territory were too low, he said, “all carriers 
serving such territory should be considered in deciding the 
general rate level.” 

Witnesses for the two Chicago mail order houses took the 
position that, although the Hayes Lines were entitled to com- 
pensatory revenue, it ought to be earned on a “competitive 
rate level.” If the lines could not subsist on the level of rates 
charged by competing motor carriers they ought frankly change 
over to contract carrier operation, they said. 

In arguments, after the close of the hearing, John R. 
Turney and David Axelrod, attorneys for Hayes, pointed out 
that, because of the fact that the largest part of Hayes’ traffic 
was less-carload, it suffered worse under present traffic con- 
ditions that other motor carriers. The increase might cost the 
lines between 20 and 35 per cent of their present less-carload 
traffic, they admitted, but the equipment and men thus released 
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could be used to better advantage in the handling of 
traffic, some of which the lines now had to decline 
lack of equipment. 


truckload 
because of 






















(De: 
The protest of the Norwalk Truck Lines was against the we it | 
provision in the suspended tariffs that would restrict the app § 8 ‘ 
cation of class rates on traffic moving between points Served _ 
by Hayes to those lines. Under that restriction, the Norwalk In 
Lines said in their protest, shipments between two of those § Dec. L 
points could not move on joint hauls even though the distance lished 
might be shorter that way. No representative of the Norwa § J. D. | 
Lines appeared at the hearing. propos 
The Commission, division 2, by an order in I. and S, M- ings OF 
Increased Rates—Hayes Freight Lines, has denied the petition, § bent P) 
of Hayes for vacation of the order of suspension. The com less-tr' 
had asked the Commission to permit the suspended schedu] lated « 
which proposed increases of 20 per cent in rates on less-than. — Mexicc 
truckload shipments of various commodities, to become effer. 
tive on one day’s notice, and to remain in effect pending the f Dec. 1 
disposition of the investigation proceeding, among other things publis! 
(see Traffic World, Dec. 11). tion’s 
to rest 
vey, L 
Crescent Stages Purchase East § 
Complications arising under the ruling of the Commission = In 
in the Refiners Transport purchase case, in which the Commis. § pec. 1 
sion held that the real parties in interest in proceedings wher f |ished 
control of one motor carrier by another was sought must le f Easte2 
parties to the application, were aired in an amended applica. § Ohio. 
tion filed, under protest, in MC F-2344, Family Finance Cor. § quanti 
poration—Control—Crescent Stages, Inc. _ preser 
In that proceeding, W. Y. Blanning, director of the Com. § truck! 
mission’s Bureau of Motor Carriers, in a letter addressed to § on air 
counsel for Family Finance Corporation, said that Rufus DeWitt — Camb 
King and Mrs. Bulah McCollum King, as co-trustees under 
certain trusts, and John M. Ogden and Mrs. Johnie Maie John 
son Ogden, as trustees under other trusts, should join in the Pet 
application, as holders of some of the stock of Family Finance 
Corporation. T 
In his letter, Mr. Blanning pointed out that a majority of f sched 
the common stock of the finance corporation was owned by f and § 
interests identified with the King and Ogden families and that — minin 
members of those families owned the entire beneficial interest  Tespo 
in Triangle Securities Trust. This trust in turn, he pointed § Comr 
out, controlled Georgia Stages, Inc. He said that while his — had : 
remarks should not be taken as prejudging the matter or pre certa 
venting a contrary conclusion on consideration of all the evi- Hoke 
dence, it would appear likely that through the proposed trans- Peel’ 
action those individuals would acquire the power to control § the C 
Crescent Stages, Inc. — 
The amended application said the applicants would prefer § °°" 
not to acquire the Crescent stock if in so acquiring it either by fl 
Family Finance Corporation or the trustees would be subject oof 
to motor carrier regulation, and continued: & S 
Family Finance Corporation is strictly a small loan organization In t 
whose operations are subject to the standard small loan regulatory divis 
laws of the many states in which it does business and it is prohibited B oy ] 
from keeping its accounts in any way except as prescribed by the said pres 
small loan laws. ‘There is a criminal penalty prescribed for any matt 
deviation from the small loan accounting procedures required by the W. 
state laws. When it is remembered that there is a criminal statute or 
against motor carriers keeping their accounts in any way except a 
provided by the Interstate Commerce Commission, it is readily seei sche 
how impossible it would be for Family Finance Corporation or its sald beco 
stockholders to operate under motor carrier regulation. Furthermore, of 4. 
as the record in this case shows, Family Finance Corporation does Its as ¢ 
borrowing informally—sometimes borrowing as much as a half million rone 
dollars once or twice a month, merely by telephoning one of numerous 
banks with which it enjoys lines of credit. Family Finance Corporation 
could not keep up its small loan business if its borrowings were sub 7 of 
jected to formal proceedings required of motor carriers in connection as 1 
with issuance of securities. pou: 
Recently Examiner Thomas J. Patrick, in a proposed report res 
in MC F-2119, Triangle Securities Trust (R. D. Morris, Trus 
tee)—Control: Georgia Stages, Inc.—Purchase—St. Andrews 
Bay Transportation Co., recommended that the Commission 4) § wei; 
prove control by Triangle, through its trustee, of the passenge! ee 
operating rights and certain property of St. Andrew’s Bay iy 
through purchase thereof by Georgia Stages, with conditios} |, 
which would require Triangle to subject its accounts to th} 
supervision of the Commission, among other things (see Tr pen 
World, Oct. 23, p. 989). ye 
PETITIONS FOR REHEARING, ETC. a 
No. 28949, Simplicity Pattern Co. vs. N. Y. C. Complainant a9 ser 
for reopening and reconsideration by entire Commission. 2a 





W-825, Grizzaffi Motor Co., applications. DeBardeleben Coal ‘Corp. 
dba Coyle Lines and River Terminals Corp. asks for reopening 
reconsideration. 
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Suspended Tariffs 


ignation of a tariff below ‘does not mean that all schedules 
ave been suspended. Suspension orders contain many sched- 
ie not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In 1. and S. M-2342, the Commission has suspended from 
Dec. 11 until July 11 the operation of certain schedules pub- 
lished in supplement No. 12 to tariff MF-I. C. C. No. 88 of 
J. D. Hughett, Agent, Dallas, Tex. The suspended schedules 
propose to cancel less-truckload or any-quantity exceptions rat- 
ings on bakery goods, grass broom filler, plant bed covers and 
pent plate or laminated glass, also to establish new or increased 
jess-truckload and volume exceptions ratings on soap and re- 
lated commodities, between certain points in Texas and New 
_ I. and S. 5274, the Commission has suspended from 
Dec. 13 until July 13 the operation of certain schedules as 
published in supplement No. 80 to Inland Waterways Corpora- 
tion’s tariff I. C. C. No. 209. The suspended schedules propose 
to restrict the barge-load rates on super-phosphate from Har- 
vey, La., to East St. Louis, Ill., and from Memphis, Tenn., to 
East St. Louis, Ill., and St. Louis, Mo., to apply only on ship- 

in bags. 

os ‘L a S. M-2343, the Commission has suspended from 
Dec. 14 until July 14 the operation of certain schedules as pub- 
lished in supplement No. 34 to tariff MF-I. Cc. C. No. A-1 of 
Eastern-Central Motor Carriers Association, Agent, Akron, 
Ohio. The suspended schedules propose to establish an any- 
quantity commodity rate of 404 cents a 100 pounds, in lieu of 
present class rates of 174 and 145 cents a 100 pounds, less- 
truckload and minimum 10,000 pounds, respectively, applicable 
on airplane noses, domes, belly blisters, and parts thereof, from 
Cambridge, O., to Baltimore, Md. 



























Petroleum Gas Weight 


The Commission, division 2, in suspending the involved 
schedules in I. and S. 5271, Liquefied Petroleum Gas in South 
and Southwest, had departed from the principle that a carload 
minimum weight was a part of the carload rates, said the 
respondent carriers in that proceeding, in a petition to the entire 
Commission to vacate the order of suspension. The Commission 
had suspended from Nov. 30 until June 30 the operation of 
certain schedules as published in supplement 12 to Agent R. H. 
Hoke’s tariff 1.C.C. No. 880, supplement No. 40 to Agent J. R. 
Peel’s tariff I.C.C. No. 3517, and various other tariffs which, 
the Commission said, proposed to increase the rates on liquefied 
petroleum gas, in tank cars, between points in southwestern and 
southern territories (see Traffic World, Dec. 4, p. 1379). 

The carriers said the suspended tariffs had been published 
by them, based on their interpretation of the order by division 
2 of the Commission in No. 28663, Green’s Fuel, Inc. vs. Atlanta 
& Saint Andrews Bay Railway Co. et al., and related cases. 
In those proceedings, among other things, the Commission, 
division. 2, found the estimated weight of 6.6 pounds a gallon 
on liquefied petroleum gas, unreasonable for the future, and 
prescribed for the future, effective on or before Aug. 30, an esti- 
mated weight not to exceed 4.7 pounds a gallon (see Traffic 
World, May 29, p. 1256). 

They said the action of the division, “in suspending only the 
schedule of rates stated in said tariffs, which was published to 
become effective concurrently with the revised estimated weight 
of 4.7 pounds per gallon on liquefied petroleum gas, in tank cars, 
as an integral part of the per car charges, was unlawful, er- 
Troneous and improper. .. .” 

The division’s action was contrary to the intent of paragraph 
7 of section 14, of the interstate commerce act, said the carriers, 
as it suspended a part of a tariff schedule (rates in cents a 100 
pounds), which was inseparable from the other part (the esti- 
mated weight), and thereby made it impossible to test the 
reasonableness or propriety of the suspended part, and added: 


If the rates in cents per 100 pounds, the prescribed estimated 
weight of 4.7 pounds per gallon, and the revenues accruing thereunder 
cannot be considered together in complying with the order of division 
2 in No. 28663 .. .; they cannot be consistently considered together 
in I. & S. Docket No. 5271, yet, there is no other way to determine 
the resulting per car charges and the revenue yield thereunder. 

The suspension order does not continue the matter in status quo 
Pending investigation and consideration of the action taken by your 
petitioners giving effect to their right to interpret the order of division 
2 in No. 28663; but, on the other hand, has the effect of modifying its 
interpretation of the order by division 2 in No. 28663, thus compelling 
your petitioners to assess and collect reduced per car charges at a 
serious loss in revenue in direct conflict with the finding by division 
2 as to past and present shipments. 

















































The reference to “past and present shipments” was to the 
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finding in No. 28663 that the estimated weight and charges, 
resulting from the application of such weight on liquefied pe- 
troleum gas, in tank cars, from midcontinent oil fields to south- 
ern territory had not been unreasonable or otherwise unlawful 
pal = past. The weight which had been in use was 6.6 pounds a 
gallon. 

The action of division 2 in the suspension proceeding, said 
the carriers, imposed on them unwarranted, serious and con- 
tinuing daily losses in revenues on this traffic which could not 
be recovered. 

The action of the carriers in attempting to adjust the rate 
factors applicable on liquefied petroleum gas in connection with 
the revised estimated weight of 4.7 as reduced from 6.6 pounds, 
they said, was in conformity with the order in No. 28663. There 
had been no finding whatsoever in that report, said they, that 
“the charges for the transportation of liquefied petroleum gas, 
in tank carloads, were or are unreasonable, but the specific 
finding being directly to the contrary, it is evident that the 
proposed publication of the tariffs now under suspension 
amounted to no more than a proper step to give effect to the 
report of division 2 of May 15, 1943, in Docket 28663 and at the 
same time preserve to the carriers revenues upon a basis not so 
far found unreasonable.” Discussing the relationship of the mini- 
mum weight and the carload rate, the carriers said: 


The Commission has consistently held that a carload minimum 
weight is an integral part of the carload rate and that both must be 
considered in determining the reasonableness of a rate. In the Green’s 
Fuel decision division 2 stated, ‘‘The soundness of that principle is not 
open to question.’’ However, it goes on to state that the issue in that 
case related to the reasonableness of an estimated unit weight, not to 
a carload minimum weight. The inference there is that the terms 
“estimated unit weight’’ and ‘‘minimum weight’’ are dissimilar and 
unrelated. Liquefied petroleum gas, in tank carloads, like all other 
carload traffic, moves on rates that are subject to carload minimum 
weights. On liquefied petroleum gas, the minimum carload weights 
vary and are determined by the use of various factors, such as specific 
gravity at 60° Fahrenheit, the constructive weight per gallon, and the 
gallonage capacity of the tank car used. The constructive weight factor 
reflects the so-called ‘‘estimated unit weight,’’ and therefore cannot be 
divorced from the ‘‘minimum weight factor.’’ Stated differently, the 
carload minimum weight—the weight upon which the carload charges 
on liquefied petroleum gas are computed—is determined by an estimated 
unit weight per galion as one of the factors. Consequently, your peti- 
tioners submit that division 2 is in error in attempting to differentiate 
between an ‘‘estimated unit weight’’ and a carload ‘‘minimum weight,”’ 
and by that method concluding that the issue in the Green’s Fuel . 
proceeding (No. 28663) related to the reasonableness of an estimated 
unit weight and not to a carload minimum weight, which is in fact the 
ultimate unit weight. It follows from this that when division 2 sus- 
pended the rate factors it should have also suspended the weight 
factors. Conversely, not having suspended the weight factors, division 
2 should not have suspended the rate factors. Having failed to suspend 
the weight factors, the Commission should vacate the order of sus- 
pension entered by division 2 as to the rate factors. 


The carriers said that the suspended schedules would not 
result in increased charges a car, but that, on the contrary, 
would actually reduce such charges in every instance, and 
averred that the charges a car resulting from the reduced esti- 
mated weight and suspended rates would be substantially below 
a reasonable maximum basis. 


They said they had no thought of avoiding any investiga- 
tion concerning their rates on liquefied petroleum gas and that, 
while they believed that discontinuance of the investigation was 
fully warranted, there was no objection on their part to a full 
investigation. But, they added, the matter should be held in 
status quo, which, they said, could be done by a vacation of the 
suspension order and a continuation of the investigation, if the 
Commission deemed proper, as now set for hearing at Washing- 
ton on Jan. 12. Otherwise, they said, the protestants and ship- 
pers of liquefied petroleum gas would profit unjustifiably, in the 
interim, by the assessment of charges a car which were sub- 
stantially less than those charges which the division had already 
found were not unreasonable. 


TERMINAL ALLOWANCE REPORTS 


Worth Steel Co., Claymont, Del., has filed its return to 
the rule to show cause embodied in the report of the Commis- 
sion, division 3, in Ex Parte No. 104, Practices of Carriers 
Affecting Operating Revenues or Expenses, Part II, Terminal 
Services, in. which the Commission found that the obligations 
of the rail respondents under interstate line-haul rates did not 
extend beyond reasonable points of interchange, and that pay- - 
ment of allowances to the company was unlawful (see Traffic 
World, Oct. 9, p. 831). 

The company said the report should be withdrawn, and 
that no order should be entered thereon. It asked that, before 
any order was entered in conformity with the report, the com- 
pany might have the “full hearing to which it is entitled con- 
cerning the services performed and methods followed in the 
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placement of cars at points of loading and unloading .. . and 
as to the character and extent of terminal services rendered 
by the respondent railroads for other shippers and receivers of 
freight in the adjacent territory, to the end that the proceed- 
ings may be dismissed as to this company and said plant, and 
a proper and lawful report entered.” 

Through the medium of the allowance paid it by the rail 
lines, the company said, it received only the same measure and 
quality of service which plants in its area commonly received 
under the established freight charges. It had endeavored, in 
cooperation with the railroads, to conform the methods and 
practices at its plant to the requirements and principles of the 
Commission’s report of May 14, 1935, 209 I. C. C. 11, it said. 
The rail lines involved had considered the practices at plants 
on their lines to be within their admitted and conventional obli- 
gation under their established freight rates, it said. 


SWITCHING AND TERMINAL REPORTS 


The Commission, division 1, has issued an order vacating 
its order of Jan. 20, In the Matter of Annual Reports from 
Switching and Terminal Companies of Class III, and approving 
and prescribing a revised annual report Form D (Small Switch- 
ing and Terminal Companies). Such companies are required to 
file the report, in duplicate, in the Bureau of Transport Econo- 
mics and Statistics of the Commission, beginning with the year 
ending Dec. 31, and for each succeeding year, on or before 
March 31 of the year following the one to which it relates. 


i. C. C. Accident Reports 


In a report of the Commission, written by Commissioner 
Patterson, concerning a derailment of a freight train on the 
St. Louis Southwestern Railway near McCormick, Ark., Oct. 
28, causing the death of one employe, and the injury of an- 
other, Investigation No. 2736, the cause was found to have 
been excessive speed on track having irregular surface. 

The report said the maximum permitted speed for freight 
trains hauled by engines moving backward was 15 miles. No 
member of the crew had estimated the speed at the time of 
the derailment as more than 12 miles an hour, it said, but that 
Officials of the carrier were of the opinion that the speed was 
25 or 30 miles an hour. 

The track foreman had last inspected the track in the 
vicinity of the accident about five hours prior to its occurrence, 
the report said, and had observed no unusual condition. The 
territory under his supervision consisted of approximately 32 
miles of main tracks, which he was required to maintain with 
a force of six men, it added. No work had been performed on 
the track in the vicinity of the point of derailment for several 
months, it said, and that the foreman had considered the track 
safe for the authorized speed. 

A collision between a cut of 28 runaway cars (empty log- 
ging flat cars) and a freight train on the Western Pacific, near 
Archie, Calif., Oct. 26, which resulted in the death of one em- 
ploye and the injury of five employes, was caused by “runaway 
cars occupying main track,” according to a Commission report, 
written by Commissioner Patterson, in Investigation No. 2735. 
It was stated in the report that an engine of the Red River 
Lumber Co. was assembling cars when the cut of 28 cars was 
detached, that these cars immediately thereafter ran away on 
a descending grade, and that not more than five of the hand 
brakes of the runaway cars were applied at the time the sep- 
aration was made. Tests made afterward, at the same place, 
of hand brakes of 28 similar cars showed that application of 
five hand brakes was not sufficient to hold the cars on the 3 


per cent descending grade at that point, Commissioner Patter- 
son said. 


Soil dropped from a highway grading machine at a cross- 
ing had entirely filled the flangeways and had caused the de- 
railment of a passenger train on the Minneapolis, St. Paul & 
Sault Ste. Marie Railway at Venlo, N. D., Nov. 4, according 
to a report of the Commission, by Commissioner Patterson, in 
Investigation No. 2738. Two train-service employes were killed 
and a railway mail clerk and two train-service employes were 
injured. 

“If an adequate block system had been in use in this ter- 
ritory, these trains would not have been permitted to occupy 
the same block simultaneously, and this accident would not 
have occurred,” said Commissioner Patterson in a Commission 
report, written by him, on investigation of a head-end collision 
between two passenger trains on the Chicago & North Western 
- — Minn., Nov. 10. The report was on Investigation 

0. 2739. 


The collision resulted in injury of 25 passengers and four 
train-service employes. According to the report, the engineer 
of one of the trains, as he approached a siding on which his 
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train was to wait for the other to pass, became conf 





momentarily thought that the train order affecting the om Reo} 
tion gave his train right over the other train, and so ‘8 Fuller, | 
the siding switch. The Commission found that the accident ex-barge 
caused by “failure to obey a meet order” and recommend October, 
establishment of an adequate block system on the line by the law folk 
Chicago & North Western. April, 1 
A collision on the Pennsylvania Railroad near Johnstg me. 
Pa., Nov. 11, in which 14 passengers and three employes were The 
injured was caused by ‘a derailed freight car obstructin an authoriz 
adjacent main track immediately in front of an approaching ortiona 
train,” according to a report of the Commission, by Commi. ucts fro 
sioner Patterson. The report, in Investigation No. 2740, showe @ 22", * 
that the derailment occurred on a curve, that softening of ‘the traffic a 
roadbed at the point of derailment had been attributed eo 
heavy rainfall and that the passenger train struck the deraile 92. The 
car about 40 seconds after the train of which the derajlo acted a 
freight car was a part had been stopped abruptly by applic. om 
tion of the emergency brakes. ' 17 
The Commission has found failure properly to control the Ml F 
speed of the following train moving within yard limits as th rtion: 
cause of the rearend collision of two freight trains on the line Phicag 
of the Southern Railway System at Cordova, Ala., Nov, 15, any joi 
which resulted in the death of one employe. The report, in B points | 
vestigation No. 2742, was written by Commissioner Patterson OL. M 
The report said the rules of the carrier governing opera. § scribed 
tion within yard limits provided that all trains except first § to reor 
class trains must be operated prepared to stop within one-half pany < 
the range of vision. At a point near the yard-limit sign, it § Waterv 
said, the speed of the train had been reduced to about 8 mile § by Me 
an hour, and that the engineer had moved the brake valve tp § War F 
release position. From this point, it said, the view of the track § “in iss 
ahead was restricted because of buildings adjacent to the track & movem 
and track curvature. The fireman saw the lighted red marker ings, a 
lamps on the rear of the leading freight which, it said, had & tance i 
stopped 2,514 feet west of the east yard-limit sign, and that § Thoug 
stop signals were being given with a lighted white lantern in & take tl 
the vicinity of the caboose, about 500 feet distant. He called B can at 
a warning to the engineer, who immediately moved the brake B rates 
valve to the emergency position, but the collision occurred be & positio 
fore the brakes became effective, the report said. tions : 
In a report of the Commission in Investigation No. 274, JA 
dealing with a rear-end collision between a freight train ani § lation 
two engines, coupled, on the Chicago & Eastern Illinois Rail- i 
road, near Cory, Ill., it was found that the accident was caused N ™ 
by failure properly to control the speed of the following train § potter 
moving within yard limits. The rules required that extra trains § poarq 
and engines must be operated under such control as would § pay c 
prevent an accident, the report said, and must not exceed 4 water 
speed of five miles an hour unless the main track was seen ot §§ Pears« 
‘known to be clear. The engines were moving backward, it said, § Compe 
and that the enginemen of the first engine had said that coal § War ! 
dust blowing from the tender of the engine had restricted the sa 
view of the track ahead to some extent. The accident resulted § pogo, 
in the death of one emplaye, said the report, which was written 
by Commissioner Patterson. y: 
= railrc 
A. C. L. CONSTRUCTION <r 
Atlantic Coast Line has petitioned the Commission in Fi- § Offic: 
nance No. 11709,-Atlantic Coast Line Railroad Co. Construction, the w 
for an extension of the time to Jan. 1, 1945, in which to com st 
struct a line of railroad, of less than a mile in extent, to ng 
serve the plant of Riegel Paper Corporation, at Acme, N. © @ pup. 
The paper corporation had advised A. C. L. that the neces 9 Gorg, 
sary materials to complete the plant at Acme could not & & of k 
obtained, the railroad said,.and had ,asked it to petition the 
Commission for an extension of time to Jan. 1, 1945. A. CL ; 
said it had been advised by counsel for receivers of Seaboard § hist 
Air Line Railway Co. that the receivers would not oppose the Stal 
extension of time prayed for, and pointed out that the situation § terr 
was different in some respects from the ordinary, in that there § Vari 
was no invasion of territory against the present will of the § Mov 
other railroad located in the same general territory. — 
RON Rae Sa ho ee east 
SMALL STEAM RAILWAY REPORT FORM - 
The Commission, division 1, has issued a report vacating diff 
its order of Jan. 20, In the Matter of Annual Reports from ,, ) 
Steam Railway Companies of Class III, and approving and pre gra 
scribing a revised annual report Form C to be used by all steam pre 
railway companies of Class III, excluding switching and tel & jo,, 
minal companies. The order requires such railways to file the ® ij. 
report, in duplicate, in the Bureau of. Transport Economics and one 
Statistics of the Commission, beginning with the year ending poe, 


Dec. 31, and for each succeeding year, on or before March 31 
of the year following the one to which the report relates. 
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December 18, 1948 


Ex-Barge Grain Proportionals 


Reopened hearing began at Chicago before Examiner B. 
Fuller, December 14, in I. and S. 4718, grain proportionals, 
ex-barge to Official Territory, a case that was instituted in 
October, 1939, and went to the Supreme Court on questions of 
jaw following a decision by the federal court at Chicago in 
April, 1942, reversing the Commission’s earlier ruling in the 
ig Supreme Court sustained the Commission in its action 
authorizing eastern railroads to cancel the application of pro- 
portional or reshipping interstate rail rates on grain and prod- 
ucts from Chicago and Peoria, Ill., St. Louis and other related 
grain rate-break points, to eastern destinations, when that 
traffic arrived at the rate-break point by boat or barge over the 
Illinois waterways. The hearing is expected to end December 
99, The high court held last June that the Commission had not 
acted arbitrarily in its ruling (see Traffic World, June 19, p. 














tn July the Commission reopened the case (Traffic World, 
July 17, p. 135) to receive additional evidence on two issues 
only: First “on questions of whether or not reshipping or pro- 
portional rates should be prescribed on ex-barge grain out of 
Chicago and, if so, what the rates should be; second, what if 
any joint rates for interstate shipment of grain in carloads from 
points of origin served by A. L. Mechling, doing business as 
A. L. Mechling Barge Line, to eastern destinations, shall be pre- 
scribed.” The Commission has taken the position that petitions 
to reopen, filed on behalf of the Norris Grain Elevator Com- 
pany and other Chicago elevator operators; by the Inland 
Waterways Corporation, operator of the Federal Barge Lines; 
by Mechling, and by the Department of Agriculture and the 
War Foods Administrator, were in effect complaints bringing 
“in issue the lawfulness of rates applicable on the through 
movement of the traffic” considered in the suspension proceed- 
ings, and that the record in I. and S. 4718 would be of “assis- 
tance in determination of the issues presented in the petitions.” 
Though the suspension case has been reopened, the railroads 
take the position that under the high court’s order, the railroads 
can at any time cancel tariffs which provide that the reshipping 
rates shall apply on ex-barge grain. The shippers take the 
position that such cancellation would be in violation of sec- 
tions 2 and 3 of the act. 

Appearances for protestants against the proposed cancel- 
lation were enter at the hearing by the following: 





















Nuel D. Belnap, for the Chicago elevator companies; C. J. Rich, 
Noms Grain Company, Morris, Ill.; D. L. Root, Cooperative Allied Grain 
Dealers Corporation, Morris; J. S. Brown and S. H. Benson, Chicago 
Board of Trade; Y. H. Sparrow, General Mills; F. R. Markland, John I. 
Hay Company; Edward B. Hayes, for Mechling; Luther Walter, Inland 
Waterways Corporation; W. G. Oliphant, Federal Barge Lines; M. C. 
Pearson, Mississippi Valley Barge Line and Campbell Transportation 
Company; J. T. Knudson, I. M. Herndon, and C. P. Bowling, for the 
War Food Administrator and Department of Agriculture; M. D. Miller, 
Office of Price Administration; C. J. Steffen, Montana Flour Mills; G. W. 
Baxter, Illinois Agricultural Association and American Farm Bureau 
Federation; W. E. Maloney, Corn Exchange of Buffalo. 
















Appearances for the railroads and those supporting the 
railroads included: 






F. H. Cole, Baltimore and Ohio, chief of counsel for the Official 
Tetritcry railroads; Leo P. Day, K. A. Dobbins, and Arthur Van Meter, 
Official Territory railroads; William Spaulding and A. B. Enoch, for 
the western railroads generally; B. L. Hamilton, Alton Railroad; H. C. 
Barron, Santa Fe System; H. Christianson and J. A. Gillen, Burlington 
Route; Larry Dugan and J. A. Busheller, Milwaukee Road; P. F. Gault 
and J. E. Flansburg, Chicago and North Western; J. B. Gray, F. C. 
Furry and Norman White, Illlinois Central; W. H. Blair and E. A. 


Gorges, Toledo, Peoria and Western; Walter R. Scott, Board of Trade 
of Kansas City. 














_. Mr. Brown introduced more than 30 exhibits to show the 
history of the rates involved; the comparison of rates on ex-rail 






} stain moving from the northwest, Central Freight Association 





territory, and Western Trunk Line territory by rail through 
various gateways, with rates on ex-lake and ex-barge grain 
moving through Chicago; and statistics on grain receipts at and 
Shipments from Chicago in the three years since the earlier 
hearing was held. He said he believed the only motive the 
eastern railroads could have in cancelling the rates on ex-barge 
grain was to “shut off” that grain and drive the traffic from 
the barge lines to the western railroads. He said there was no 
difference in transportation on the outbound rail movement on 
ex-barge grain from the transportation of ex-lake or ex-rail 
grain. He said that, if the Commission should enter an order 
Prescribing a reshipping rate lower than the combination of rail 
locals east of Chicago applicable on ex-barge grain, the Com- 
mission should not prescribe the lower rate as a joint through 
one-factor rate based on the present barge rate and a rail 
reshipping rate. He said a better way, from a commercial 
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standpoint, for handling such a reduction would be “to handle 
it, as at present, on a rate-break principle.” Mr. Belnap stated 
it as his clients’ position that they would “rather have sepa- 
rately established factors” or a combination of published rates 
than a single joint through rate. He said that if the Commis- 
sion “finds we must have one joint rate, then we want joint 
rates providing an opportunity for the traffic to move,” adding 
that such rates would neeed to be as low as the present 
combination. 

A number of grain commission dealers, elevator operators 
at Chicago and at riverbank points in the Illinois territory from 
which most of the involved grain was shipped. testified in oppo- 
sition to the rail proposal. They testified that most of the 
ex-barge grain was shipped from Morris, where the Cooperative 
Allied Corporation had its chief elevator, and that practically 
all of the river traffic was handled by Mechling. Several wit- 
nesses testified that farmers received more for their grain when 
the elevator companies shipped by barge and the outbound rail 
reshipping rate applied than they received when the grain moved 
from the elevators by rail into and out of Chicago. The differ- 
ence amounted to 1% or 2 cents a 100 pounds on the average, 
they testified, though some witnesses admitted on cross-exami- 
nation that in normal years, before the war, the difference 
averaged about one cent a hundred pounds. They urged that 
the Commission find that the present Mechling rate from Morris 
to Chicago of 2 cents a hundred pounds and the railroads’ 26- 
cent reshipping rate reasonable, adding that, if the combination 
of rates increased by as much as one cent, much grain at 
present moving by barge to Chicago would mave to southern 
destinations. 

Mr. Maloney said that if ex-barge grain were penalized by 
as much as a quarter of a cent over ex-rail or ex-lake grain on 
the Chicago-to-Buffalo movement, the Buffalo flour mill oper- 
ators and feed processors would not buy the barge grain. Mr. 
Cole sought to show on cross examination that the Buffalo mills 
obtained considerable grain originating in C. F. A. territory 
outside Chicago, and that, if the ex-barge rates continued in 
effect, the C. F. A. shippers would seek to have a’ reduction 
made in local rates in Official Territory. 


Bidding on Rail Securities 


Kuhn, Loeb & Co., in a letter to the Commission in Ex 
Parte 158, In the Matter of Competitive Bidding, has denied 
the charge of Robert J. Bulkley, who represented the pro- 
ponents of competitive bidding on all railroad securities in 
argument before the Commission, that the investment house 
had refrained from bidding for the recent offer of $15,000,000 
Atlanta & Charlotte Air Line Railway bonds in the hope that 
the sale would be a failure. Mr. Bulkley, in a letter to the 
Commission, had charged a “sit-down strike” on the part of 
eastern investment houses in connection with the A. & C. bonds 
when they were offered competitively (see Traffic World, 
Dec. 11, p. 1449). 

The Kuhn letter said that, since Mr. Bulkley had referred 
to the A. & C. transaction, “we think it proper to state that 
we entirely concur with the view, expressed by Commissioner 
Porter in his separate opinion authorizing the sale of those 
bonds, that the railroad should have obtained (and would have 
received by a negotiated sale) a higher price for the bonds than 
that bid by Halsey, Stuart & Co. at the competitive sale.” 
(See Traffic World, Dec. 4, p. 1375.) 


The investment house pointed out that two of the public 
utility issues mentioned by Mr. Bulkley in his letter, in support 
of his allegation that the eastern investment houses had re- 
frained from bidding on the A. & C. Bonds, while certain 
eastern investment bankers had offered competitive bids on 
the utility issues, had not been successful. The outcome of 
those transactions, said the Kuhn letter, seemed to confirm the 
company’s judgment in refraining from competing “at this 
time.” 

The company had never bid competitively for any issue 
of railroad scurities, it said, because it was its opinion that 
“compulsory competitive bidding for such securities would not 
be in the public interest or in the interest of the railroads, the 
investors or the security dealers. Nevertheless, we believe 
that any railroad should have the right to sell securities by 
competitive bidding if it so desires. We, therefore, had no 
reason to hope that the recent sale of the Atlanta & Charlotte 
bonds would be a failure. We would have preferred to see 
it a success, even from a purely selfish standpoint, because of 
prs beneficial effect of successful sales on general railroad 
credit.” 

The letter said Kuhn, Loeb & Co. did not believe that 
anyone had the right to criticise the firm because it elected 
to bid for some securities issues which might be offered com- 
petitively, and not for others, adding that ‘‘we have participated 
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in competitive bidding for certain public utility issues and 
may continue to bid for such issues when we think it desirable 
to do so.” The results of utility issues recently sold by com- 
petitive bidding, it said, had confirmed the company’s view- 
point that with difficult market conditions the number of bidders 
for competitive issues would inevitably be reduced and the 
prices offered for such issues lowered in conformity with the 
increased risk involved. 


REFINERS TRANSPORT PURCHASE 


Coastal Tank Lines, Inc., and others, protestants in 
MC F-1936, Refiners Transport & Terminal Corporation— 
Purchase—Marshall Transport Co., Inc., and Warren C. Mar- 
shall, have petitioned the Commission to deny the request of 
Refiners Transport for an extension of the lease dated May 17, 
which the Commission recently extended until Dec. 16, under 
which Refiners has been operating the Marshall rights (see 
Traffic World, Dec. 11, p. 1444). 

The protestants said that the considerations advanced by 
Refiners Transport were immaterial and “of no consequence 
in the light of the fact that your Commission has no power 
under the statute to grant a ‘temporary lease’ beyond 180 
days. Such action would be null and void at law in spite of 
your more charitable inclinations.” 

The Commission, division 4, by an order in MC F-1936, has 
denied the petition of the protestants, Coastal Tank Lines, Inc., 
and others, for reconsideration of its order granting applicants 
lease authority for a period expiring Dec. 16. By the same 
order, the applicants’ petition for extension of the said lease 
authority to May 17, 1944, was granted. 


Bernard F. Rauch Rights 


The law and enforcement section of the Commission’s Bu- 
reau of Motor Carriers has filed a brief in MC C-376, In the 
Matter of Bernard F. Rauch Motor Carrier Operations Within 
Pennsylvania, and in MC 55000 and MC 55000, Sub. 1, In the 
Matter of Bernard F. Rauch, Hanover, Pa., asking that the 
petition for reconsideration in MC 55000 and MC 55000, Sub. 1, 
be denied. The record, so far as the investigation proceeding in 
MC C-376 was concerned, showed that the respondent had been 
exceeding the authority granted in his class D certificate, the 
only Pennsylvania certificate cognizable under the interstate 
commerce act, said the brief. He was thus not lawfully en- 
gaged in operation within the state, within the meaning of the 
second proviso of section 206(a) of the act, it said, and that 
for these reasons it was recommended that he be ordered to 
cease and desist from such violations in transactions involving 
interstate commerce. It was further recommended that the 
Commission order Mr. Rauch to cancel out all tariffs showing 
the B. F. Rauch Co. as a party to rates and charges involving 
interchange with other carriers in interstate commerce. 

An analysis of the facts and circumstances related at the 
hearing, said the brief, disclosed ‘ta complete lack of good faith 
on the part of the petitioner B. F. Rauch in filling his petition 
for reconsideration.” This petition had been filed, it said, fol- 
lowing statements by Mr. Rauch that he had divested himself 
of control of Royal Transportation Co., of Baltimore, Md., after 
the Commission had dismissed the applications for registration 
in MC 55000 and MC 55000, Sub. 1, because of his ownership 
of the outstanding stock of Royal. 


The brief said Mr. Rauch had said he had made a gift of 
his shares of Royal stock to the employes of that company. At 
what purported to be a stockholders’ meeting, it said. it was 
alleged that Mr. Rauch was offered a contract of employment 
as “technical adviser” at $5,000 a year, for a period of five 
years. It said that while Mr. Rauch had ostensibly disposed of 
his rights to control the Royal company, it was demonstrated 
by the various facts and circumstances disclosed at the hearing 
that Rauch was “unquestionably in a position to exercise con- 
trol and management over the Roval Transportation Co. affairs 
and continues to exercise that authority.” 


The brief said the rules of the Pennsylvania Public Utility 
Commission did not permit class D operators to interchange 
freight with other carriers, particpate in through routes, or 
joint rates, unless the approval of the commission was ob- 
tained. The certificate issued to Mr. Rauch by the Pennsylvania 
commission contained no such authorization, it said, and he 
was. therefore, not authorized under his general commodity 
certificate to interchange with other carriers, or to participate 
in through routes or joint rates. The rights of class D carriers 
in Pennsylvania were limited to transportine freight originat- 
ing and terminating on such carrier’s route, it said, and pointed 
out that 28 per cent of petitioner’s total tonnage was freight 
moving in interstate commerce, interchanged with other car- 
riers at Pittsburgh and Harrisburg, for which, the brief said, 
he charged a combination of local rates. 
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John J. Casale, Inc., Application 


A three-judge statutory court, sitting in the federgj 
for the district of Delaware, has found the plaintiff, John, } 
Casale, Inc., a motor carrier, of New York, N. Y., not entitle 
to relief from the court. Casale had asked the court to , 
aside an order of the Commission denying its petition to with 
draw its application to operate as a contract carrier (see Trafiiy 
World, Sept. 11, p. 585). The Commission’s order was ent, 
in MC 20314, John J. Casale, Inc. Contract Carrier Application 

The court said that the United States Supreme court 
in “an illuminating group of decisions,” provided guidance in 
determining under what circumstances judicial review might } 
called for. Among the types of commission action in which 
judicial review was denied, as listed by the Supreme Coy the 
Delaware court said that the first was “where the action go 
to be reviewed may have the effect of forbidding or compelli 
conduct on the part of the person seeking to review it, but only 
if some further action is taken by the commission.” 

The instant case, it said, fell within that classification, , 
denial of the motion to dismiss did not call on the plaintig 
for anything more, forbid it to do anything, or put it under any 
burden while the case was in the lap of the Commission, gaij 
the court, adding that the situation seemed to be perfectly 
described by the language used by the Supreme Court in Unite 
States vs. Los Angeles & Salt Lake Railroad Co., 273 US, » 
(1927), which it quoted as follows: 


The so-called order here complained of is one which does not cop. 
mand the carrier to do, or refrain from doing, any thing; which dog 
not grant or withhold any authority, privilege or license, which doy 
not extend or abridge any power or facility; which does not subject th 
carrier to any liability, civil or criminal; which does not change tty 
carrier’s existing or future status or condition; which does not dete. 
mine any right or obligation. 


Neither the plaintiff ‘‘nor this court,” said the opinion ¢ 
the Delaware court, knew what the order of the Interstate Com. 
merce Commission would be at the conclusion of the consider. 
tion of the case before it. If the order accorded with what tk 
plaintiff wanted, obviously it would not have been hurt by tk 
Commission’s refusal to dismiss, it said. If the order wer 
against the plaintiff’s desires and it felt aggrieved thereby, cout 
review would be open to it on the merits, which would incuk 
the question of whether it had a substantive right to have its 
petition dismissed at its pleasure after hearings had taken place 
the opinion pointed out. 

The opinion was written by Circuit Judge Goodrich. Tr 
action was docketed as Civil No. 337, John J. Casale, Inc., Plain 
tiff, vs. United States of America and Interstate Commer: 
Commission, Defendants. 


Styer Motor Rights Case 


Probable jurisdiction has been noted by the Supreme Court 
of the United States in No. 482, Chicago, St. Paul, Minneapolis 
& Omaha Railway Co. et al. (Glendenning Motorways, Int, 
Intervenors), Appellants, vs. United States et al., a case I 
volving questions as to the correctness of the Commission’ 
interpretation of the “grandfather” clause of part II of th 
interstate commerce act in the granting of operating authority 
to a motor carrier applicant. 

The case had come to the Supreme Court on appeal from 
the federal district court for: the Minnesota district, fourth 
division. The district court, on June 12, had dismissed a com 
plaint by the railroad and others to set aside an order by tht 
Commission granting a certificate to Cornelius Styer, de 
Northern Transportation Co., as a motor common carrier @ 
property (see Traffic World, June 19, p. 1461). Glendenning 
Motorways, Inc., successor to the Styer rights, was an inter 
vening defendant in the proceeding. 

In MC 47644, Styer had obtained “grandfather” rights ove 
two routes in Minnesota. with authority to serve all intermedialt 
points on both routes. although he had not actually served suth 
points on the “grandfather” date (June 1, 1935) but had solic 
ited business at the intermediate points on and before that dat 
The district court held that the Commission was not compellei 
to limit Styer to the exact pattern of his operation prior to ti 
“srandfather” date and that it could take into consideratim 
his “holding out” to serve the intermediate points. In 
47644, Sub. No. 1, the Commission granted a certificate of pub 
lic convenience and necessity to Stver. authorizing operatiot 
over third route. with service to all intermediate points, # 
thourh the applicant had amended his application so as # 
withdraw his request for authority to serve those points. 4 
to that, the district court said that Stver’s actual acceptane 
and use of this grant of authority demonstrated that he wé 
not “unwilling to accept the full grant of authority made } 
the Commission” and that the plaintiffs, in urging that 5% 
received greater operating rights than he had asked for, We 
“urging a grievance which is not theirs.” 
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LOSS OF OR INJURY TO GOODS 


(District Court of Appeal, First District, Division 1, Cali- 
fornia.) A contract between shipper and carrier may, under 
proper circumstances, limit liability, but the contract must. be 
reasonable and freely and fairly made between the parties. 
Civ. Code, Secs. 1565, 1567, 2176. 

A carrier, defending an action for loss of goods on ground 
of special contract limiting liability, must show that shipper 
accepted contract with knowledge of its terms. ‘ 

Evidence that motor carrier’s agent informed shipper that 
freight bill was an authorization to take goods, and that shipper 
signed bill when it was too dark to read without knowledge of 
limitation on liability, sustained jury’s implied finding that 
contract was obtained through fraud or mistake. Civ. Code, 
Secs. 1565, 1567, 2176. 

Fact that contract limiting motor carrier’s liability was 
required by rules of railroad commission and was in exact form 
prescribed by the rules did not make contract binding on ship- 
per whose assent to contract was not fairly obtained. Civ. Code, 
Secs. 1565, 1567, 2176. (McQueen vs. Tyler, 142 Pac. Rep. 2d 
466). 










































































































eat) Trucks’ Use of “Carload” Rate 

“onsidere. Motor carriers would be placed at a disadvantage in their 
what tk® effort to compete with the railroads for traffic if the motor 
rt by tw® carriers could not offer rates based on a volume larger than 
der wet the capacity of a truck or equivalent to the rail carload mini- 
by, cout} mum of 30,000 pounds, the Supreme Court of the United States 
d incluk was told, Dec. 15, in an argument in No. 105, Eastern-Central 
) have is Motor Carriers Association et al., Appellants, vs. United States 
<en plas and Interstate Commerce Commission (see Traffic World, 





July 10, p. 83). 

The motor carrier bureaus that are appellants in the 
case are seeking reversal of a decision by a statutory district 
court of the southern New York district. That court, in its 
decision last March (see Traffic World, April 3, p. 805), dis- 
missed a suit by the motor carriers to set aside an order and 
reports of the Commission requiring cancellation of schedules 
proposing establishment of rates on linoleum from 14 eastern 
origins to 34 western destinations, subject to minimum weights 
of 30,000 and 20,000 pounds, and a less-than-truckload rate. 
The suspension proceeding was I. and S. M-1216, and the de- 
cisions by division 3 and the full Commission were recorded 
as 31 M. C. C. 193 and 34 M. C. C. 641. 
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a Charles E. Cotterill, of New York City, argued the case for 
authority the motor bureaus, and Robert Pierce, of the Attorney General’s 





=. made the argument for the appellees, in the Supreme 
ourt. 










‘-_— Mr. Cotterill said that this proceeding had been selected 
d a com by the Commission as a test case with respect to the question 
or by the of legality of motor rates based on a volume exceeding the 
yer, dbs physical and legal limit of capacity of the trucks used, 20,000 
arrier of pounds being generally accepted as that limit. He called at- 
ndenning tention to the following excerpt from the decision by the Com- 
an inte-;, ™Ssion, division 3, in this proceeding: 





Strictly speaking, the proposed minimum weight of 30,000 pounds 







ghts ove is not a truckload minimum weight but rather is a volume minimum 
armediate weight, which necessitates the use of more than one unit of equipment 
rved suchie to load and transport that quantity of linoleum. We adopt as a policy 
had soli¢—® the condemnation as unreasonable of a volume minimum weight, unless 
that date. it is shown clearly that, as a result thereof, motor carriers can handle 
~ompelled the traffic at the volume minimum weight at costs per 100 pounds which 
ior to the are less than the costs incurred at a reasonable truckload minimum 
weight. : 
sideration 
















oot ob He also pointed to a statement in the subsequent report 
eration DY the full Commission that “for the future we. shall follow 
outa the policy announced in the prior report herein with respect 
- as tt to minimum weights in excess of the loading capacity.” Mr. 
cints. AS Cotterill averred that in so stating the adoption by it of a 
eceptant? policy” the Commission did not base its decision on facts or 
t he wa on the law. He said the Commission had concluded that the 
made } Proposed rate on either the 20,000-pound or the 30,000-pound 
wer minimum would be reasonable as a rate, but that to attach 
for, we to either rate a minimum of 30,000 pounds was in itself unrea- 
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sonable, and, further, that the rate would be discriminatory 
as between shippers of 30,000 pounds and 20,000 pounds. 

Justice Frankfurter wondered if the Commission had named 
any specific shippers who were discriminated against, and Mr. 
Cotterill asserted that there was no discrimination against 
any shipper, because each shipper would have a choice of three 
rates—the 30,000-pound minimum, the 20,000-pound minimum, 
and the less-truckload rate. 

Were the Commission’s order to stand, he scid, the motor 
carriers would have to reconstruct the whole motor rate struc- 
ture by reduction of their 20,000-pound minimum rate to the 
level of the railroads’ 30,000-pound minimum rate. 

Justice Frankfurter asked whether there was any differ- 
ence in unit costs as between the 20,000-pound and 30,000-pound 
minimum proposed by the motor carriers, and Mr. Cotterill 
said there was not. Justice Frankfurter expressed the view 
that Mr. Cotterill’s argument assumed that rail and truck unit 
costs were on a common level. He took the position that it had 
not been shown by the evidence so far submitted that the 
trucks could not meet the rail carload rate with a 20,000-pound 
minimum “and still make money.” Mr. Cotterill represented 
that the truckers would be imperiled financially if they were 
required to “drag down” their “more profitable rate’ to the 
level of the “depressed”’ rail rates. 

The motor carriers’ proposal, Mr. Cotterill said, was like 
an offer of a corner drug store to sell one tube of shaving cream 
for 25 cents or two tubes for 40 cents. In such an offer there 
was no discrimination as between customers, he said. 

Justice Frankfurter commented that in this proceeding 
“we’re not dealing with shaving soap” and said he thought that 
in public utility regulation volume rates had to be based on 
relative differences in cost. 

Noting that certain shippers, particularly the National In- 
dustrial Traffic League, opposed the motor carriers’ volume rate 
proposal, Justice Roberts wanted to know Mr. Cotterill’s views 
as to their reasons for such opposition. Mr. Cotterill said he 
thought the shippers hoped that the truckers would have to 
reduce their 20,000-pound minimum rate to the level of the 
rail carload rate. Justice Roberts and some of his colleagues 
looked at one another and smiled. 

Mr. Pierce, in his presentation, said the tariffs here in issue 
had been suspended by the Commission on protest of the western 
trunk-line railroads, and that the railroads had withdrawn at 
the hearing after the parties to the tariff had stipulated that 
the “carload’”’ rate would apply only to shipments loaded in one 
day and moved on one bill of lading, for, in each instance, one 
shipper. Justice Stone raised the question of how the pro- 
posed rates could be discriminatory when they were available 
to all shippers and wondered if the Commission found two 
classes of shippers. Mr. Pierce said it had not. 

In a brief prepared in its behalf by Luther M. Walter, Nuel 
D. Belnap and John S. Burchmore, the National Industrial 
Traffic League defended the “policy” statements of the Commis- 
sion in its reports in this proceeding. It said that the Commis- 
sion simply stated doctrines and applied recognized rate- 
making principles “entirely within and in consonance with 
the national policy of transportation and the rate-making rule 
declared by the Congress.” 

“It is essential to successful administration of the inter- 
state commerce act,” said the League, “that there shall be 
continuity in the doctrines and rate-making principles observed 
by the carriers and applied by the Commission. The announce- 
ment of general principles and doctrines amounting to state- 
ments of administrative policy contravenes no duty and ex- 
ceeds no limitation on the authority of the Commission. Such 
statements of rate-making “policy” are commonly sought by 
carriers and shippers. The objections of appellants to the sup- 
posed invalidity of the Commission’s statements of policy in 
the assailed report reflects their disappointment that the Com- 
mission did not adopt a policy that suits the views and desires 
of appellant associations.” 


ILLINOIS COMMUTATION FARES 


Judge U. S. Schwartz of the superior court of Cook County, 
Ill., postponed from December 14 to December 24 the date on 
which he will set for trial the consolidated case involving the 
Chicago and North Western’s increase in its suburban passen- 
ger commutation fares. Consolidation of an injunction suit, 
under which the railroad increased its fares 10 per cent last 
January, with an appeal from an order of the Illinois Com- 
merce Commission denying the company permission to make 
the increases, was granted in an order by Judge J. A. Graber 
of the court December 9 (see Traffic World, Dec. 11, p. 1456). 
Judge Schwartz agreed to postpone the order fixing a hearing 
day after W. R. Morgan, assistant to the attorney-general for 
Illinois, asked for additional time in which to decide whether 
or not to try to have the order of consolidation changed. He 
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CARGO-HUNGRY TRAIP 


A STEADY stream of hard-boiled, battle-scarred | chain of inland and coastal warehouses. . , th 








freighters comes and goes from Tidewater Ter- miles of piers and wharves... their Speeding. 
minals. They fill their holds from the vast reservoirs services through economies of centralized ma 
of materiel waiting in this modern chain of stra- ment, help to keep this port time at a minin 
tegically-located warehouses. Every minute they are After the war Tidewater’s unusual facilities 
in port they fret to be off again—to join their convoy again be available. Until then, Uncle Sam , 
and thumb their noses at Hitler’s “wolf packs.” come first. Consult your nearest branch 9 


Tidewater’s 9,544,800 square feet of com- A. for the answer to your current wareh 
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bined storage space in their strategically-located Tannemans ing problems. 





The Chain of Tidewater Termina 
and Inland Warehouses 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia 3, Pa. 
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Warehousing Service Built To Today’s Needs 


For many manufacturers, distributors, and receipts which become collateral at the 
processers who must meet today’s brand of local bank. This holds for inventories of 
storage-problems and financing, the Tide- either raw material or finished goods. Saves 
water Method of Field Warehousing is a you outside shipping, storing, handling, 
workable, likeable plan. Tidewater goes to and, of course, the accompanying costs. Let 


you, wherever you are, gives you warehouse- us tell you all about it. 










TIDEWATER FIELD WAREHOUSES, INC. 
17 STATE STREET, NEW YORK 4, N. Y. ¢ JOSEPH E. LOWE, Vice-President 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 
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has taken the position that the appeal from the commission’s 
order should be heard separately so that only testimony on 
which the commission based its denial order can be admitted 
in that proceeding. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder. appear below.) 


District of New Jersey, at Newark. Samuel Rosenblatt 
and Sullivan & Ulster Mountain Line, Inc., were fined a total 
of $300, Dec. 3, following entry of separate pleas of guilty to 
informations charging them with operating as common carriers 
of passengers by motor vehicle, for compensation, without cer- 
tificates having been issued by the Commission, and with failing 
to require the keeping of drivers’ logs. Each defendant was 
required to pay $150 forthwith. 

Middle North Carolina district, at Greensboro. Grover N. 
Childress, doing business as G. N. Childress Transportation Co., 
of Sanford, N. C., was filed $300, on Dec. 8, following his plea 
of guilty to an information containing 10 counts, charging him 
with engaging in operations as a common carrier of property, 
for compensation, without a certificate having been issued by the 
Commission. The defendant was required to pay all of the fine. 

Eastern South Carolina district, Florence division, at Flor- 
ence. Inland Waterways Transportation Co., a motor carrier 
of Georgetown, S. C., was filed $300, Dec. 6, following its plea 
of guilty to an information containing 12 counts charging: it 
with failing to remit to shippers C. O. D. moneys within 10 
days after collection thereof as it was required to do by a 
rule published in its tariff. The court required the defendant 
to.pay all of the fine. 


RAIL INDICTMENT 


The Commission has been advised that on Dec. 6, informa- 
tions in five counts each were filed in the United States district 
court for the eastern Illinois district, at Danville, against the 
New York Central and the Chicago & Eastern Illinois. These 
informations charged the defendants with having violated sec- 
tion 20(7)(b) of the interstate commerce act by making false 
entries in certain waybills for shipments of livestock tendered 
to them at Shelbyville, Ill., for transportation to. interstate 
points, such entries, as alleged in the information, consisting 
of false statements to the effect that double-deck cars had been 
ordered by the consignors for such shipments and that single- 
deck cars had been furnished for carrier’s convenience, while 
in fact no orders for double-deck cars or for cars of any type 
had been given. 





DELTA AIR MAIL RATES 


The Civil Aeronautics Board has set a new rate of pay for 
the transportation of mail by Delta Air Corporation at 0.3 mill 
a pound-mile in a decision in No. 832, Delta Air Corporation, 
Mail Rates. The decision applies over Delta’s entire system 
from Fort Worth, Tex., to Charleston, S. C., and from Atlanta, 
Ga., to Cincinnati, O., and intermediate points. Harllee Branch 
filed a dissenting opinion. 

The new rate, computed on direct airport-to-airport mile- 
age, said the board, would be effective Feb. 1, 1943. Compared 
to the previous rate of 24 cents an airplane mile, it said, the 
new rate effected an estimated reduction of $422,324 a year in 
the amount of money paid Delta for the transportation of mail. 
It said the new rate would furnish fair and reasonable com- 
pensation to the carrier, and estimated that it would “yield 
annual mail revenues in the amount of $422,837 which, when 
added to respondent’s profits from its passenger and property 
operations, will amount to $764,923 before federal income 
taxes.” 

Mr. Branch said the 0.3 mill a pound-mile rate had pro- 
vided an element of subsidy in the mail rate of carriers no 
longer in the “need” class which was not justified and that, in 
his opinion, it was contrary to the intent of the civil aero- 
nautics act. He said the new rate, together with all other com- 
mercial revenues earned by the carrier, would provide Delta 
with an over-all net operating profit of 46.46 per cent after 40 
per cent federal income taxes. 


NAVAL AIR TRANSPORT SERVICE 


The Pennsylvania-Central Airlines has been selected to 
operate a training school for transport pilots for the Naval Air 
Transport Service. The school will be conducted at Woodrum 
Field in Roanoke, Va. The Navy has another such school con- 
ducted at Ft. Worth, Tex., by American Airlines. The course at 
Roanoke will be given for naval officers only. Capt. J. T. 
Rinker, director of training for P. C. A., and Lt. Robert Rucker, 
of the Navy, will be in charge of the school. 
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American goods, from hosiery to airplane engines Baltimor 
: a BE as - » are ints, 0 
going to all parts of the world by air in an increasing volume § 7 ts 
according to a study of exports by air made public by the a7" 
Bureau of the Census, Department of Commerce. amendmé 
“While air exports at present represent only a small Der. § ent oper 
centage of total United States exports, they include a great § and Alle 
variety of commodities consigned to many different countries” portatior 
said the bureau, adding: points 
risburg, 
The study of United States exports by air, including Lend-Leag No. | 
exports, covers the period of July, 1943. While withholding exact data amende¢ 
as to value or volume of trade because of wartime security regulation tion of 
the Census Bureau’s report indicates through the use of percentages the | Bend 
general nature and destinations of air exports. and tha 
During the month of July, 1943, domestic exports by air from the said rot 
United States in the textiles, machinery and vehicles, chemicals and No, 12 
miscellaneous commodity groups represented 88 per cent of the total | smende 
value and 73 per cent of the total volume of air exports. The largest of perst 
group, machinery and vehicles, represented 29 per cent of the yalye 0., Pit 
and 36 per cent of the volume of all air exports. Next in value were Martins 
the miscellaneous group, representing 24 per cent of the total, and No. 
the textiles group, representing 20 per cent of the total. In volume schedul 
of shipments, each of these groups represented 12 per cent of the total, and re! 
However, the nonmetallic minerals group exceeded these two in the warran 
volume of exports with 18 per cent of air shipments. Laconi: 
As to the destination of our air exports, while the largest value, betwee 
44 per cent of the total went to North America, the South American § ‘husett 
continent received 38 per cent of the value. Shipments to Africa, com- i 
prising 8 per cent of the total, were the third largest in value. necticu 
Within the North American continent, Mexico was first with 2% 
per cent of the value of continental air exports, and 41 per cent of 
the total volume. Cuba was next both in value and volume, receiving T 
23 per cent and 34 per cent, respectively, of the total North American 
shipments. standi 
In South America, Colombia received 43 per cent of the value of prese} 
air exports to that continent as against the second largest country, to th 
Brazil, which received 19 per cent of the total value. As to volume, nautic 
the countries are reversed in position Brazil received 43 per cent of the 17, i 
total South American shipments while Colombia was second with 3 Brew 
per cent of the total volume. troph 
To two of the continents of the eastern hemisphere, shipments by Pp 
air were almost entirely to single countries. India and dependencies overs 
received 96 per cent of the value and 88 per cent of the volume of Was | 
total Asiatic shipments; Egypt received 81 per cent of the value and tion | 
80 per cent of the volume of African shipments. The | 
An analysis of the type of air shipments to various selected coun- strur 
tries showed that for Egypt 91 per cent of the value of total air exports parir 
to that country were in the machinery and vehicles and chemicals wher 
commodity groups; for Colombia 53 per cent of the value total was 
represented by textiles; for Brazil 46 per cent of the value was repre 
sented by machinery and vehicles and 31 per cent for the miscellaneous 
classification group; and for Mexico, 41 per cent of the total value was 
included in the miscellaneous group and 24 per cent in the inedible bect 
animal and animal products group. in 
eme 
a es se e aa 
Air Certificate Applications 9 
American Export Lines, of New York, N. Y., has asked ship 
the Civil Aeronautics Board for authority to operate in the cem 
scheduled transportation of persons, property, and mail, be- plar 
tween the terminal points New York, N. Y., and Hamilton, fligl 
Bermuda, or between any terminal points and via any inter- Col 
mediate points in the same general area proposed to be served. 
The application is No. 1232. 
Other new applications filed with the board are the fol- 
lowing: nat 
Sta 
No. 1223, Trans-American Freight Lines, Inc., Detroit, Mich.; mo 
scheduled and non-scheduled transportation of property, including mail Me 
and express, between various terminal points in New York, Michigan, poi 
Missouri, Illinois, Pennsylvania, Kentucky, Ohio and Indiana. tra 
No. 1224, Eldon H. Countryman and William B. MacDonald, Jr., of 
Chicago, Ill.; ask for certificate of public convenience and necessity mc 
or for a license as a private contractor, in fly-away or ferrying services 
of new or used aircraft under its own power; and transportation of 
crated new or used aircraft and aircraft parts, in each case between 
all points in the United States and Alaska. : 
No. 1225, Braniff Airways, Inc., Dallas, Tex.; amendment of cel tic 
tificate for route No. 15 so as to remove therefrom or modify the to 
restriction governing service to Colorado cities; or in lieu thereof in 
amendment of the restriction to provide that flights serving the Colo ar 
rado cities originate or terminate at Amarillo, Tex., or points beyond ov 
Amarillo on Braniff’s’ existing or future routes, south or east of w 
Amarillo, 
No. 1226, United Air Lines Transport Corporation, Chicago, Il.; T 
scheduled transportation of persons, property and mail, between the at 


terminal point Chicago, Ill., and co-terminal points New York, N. Y., 
and Newark, N. J., via named intermediate points, and between Chi 
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cago and Pittsburgh, non-stop, and between Pittsburgh and co-terminal 
points New York and Newark, non-stop. 

No. 1227, United Air Lines Transport Corporation, Chicago, IIl.; 
scheduled transportation of persons, property and mail, between Chi- 
cago, Iil., and Youngstown, O., via intermediate points in Ohio, Penn- 
sylvania and West Virginia. 

0. 1228, United Air Lines Transport Corporation, Chicago, IIl.; 
scheduled transportation of persons, property and mail involving 
amendment to certificate for route No. 62, extending it from Wash- 
ington, D. C., to New York, N. Y., and Newark, N. J., non-stop, via 
Baltimore, and beyond Baltimore via New Jersey and Pennsylvania 
points, or, in the alternative, via Wilmington, Del., and New Jersey 


ints. 
” No. 1229, United Air Lines Transport Corporation, Chicago, IIl.¢ 


amendment to certificate for route No. 1, providing in addition to pres- 
ent operations between Toledo, Cleveland, Akron and Youngstown, O., 
and Allentown, Pa., it be authorized to engage in scheduled air trans- 
ortation of persons, property and mail, between the intermediate 
points Toledo and Mansfield, O., Pittsbugh, Johnstown, Altoona, Har- 
yisburg, Reading and Allentown, Pa. 

No. 1230, United Air Lines Transport Corporation, Chicago, IIl.; 

amended certificate for route No. 1, to include scheduled transporta- 
tion of persons, property and mail between intermediate points South 
Bend and Fort Wayne, Ind., Lima, Marion, Mansfield and Akron, O., 
and that Williamsport, Pa., be included as an intermediate point on 
said route between Youngstown and Allentown. 
No, 1231, United Air Lines Transport Corporation, Chicago, I1l.; 
amended certificate for route No. 6, to permit scheduled transportation 
of persons, property and mail, including Mansfield, Akron and Canton, 
0., Pittsburgh, Johnstown and Altoona, Pa., Hagerstown, Md., and 
Martinsburg, W. Va., as intermediate points on such routes. 

No. 1222, F. S. Wiley Co., Inc., Laconia, N. H.; scheduled and non- 
scheduled transportation of persons, property and mail by helicopter 
and regular passenger and/or cargo planes (also gliders if conditions 
warrant the use of such equipment), between Laconia, N. H., and 
Laconia, via intermediate points in New Hampshire and Vermont; 
between Laconia and Boston, Mass., via New Hampshire and Massa- 
chusetts intermediate points, and between Laconia and New York, 
N. Y., via intermediate points in New Hampshire, Massachusetts, Con- 
necticut and New York. 


AIR YOUTH EDUCATION TROPHY AWARD 

The newly established Frank G. Brewer Trophy for out- 
standing contribution to the education of youth in aviation was 
presented to William A. M. Burden, special aviation assistant 
to the Secretary of Commerce, representing the Civil Aero- 
nautics Administration, by Vice President Wallace, December 
17, in ceremonies. at the Capitol in Washington, Frank G. 
Brewer, businessman of Birmingham, Ala., who established the 
trophy in honor of his two sons serving in the armed forces 
overseas, Frank, Jr., a bombardier,. and Robert, a paratrooper, 
was present. Committees of the National Aeronautic Associa- 
tion designated the recipient of the award and special mention. 
The committee citation to the C. A. A. said the latter was in- 
strumental through its civilian pilot training program in pre- 
paring for the air services thousands of young men at a time 
when they were badly needed. 


ALL-CARGO AIR SERVICE IN THE CARIBBEAN 


Air clipper all-cargo service in the Caribbean area was 
begun December 10 with the flight of a four-motor Pan 
American World Airways airplane, carrying 8800 pounds of 
emergency and commercial express from Miami, Fla., for 
Puerto Rico. The airplane stopped over at San Juan, Puerto 
Rico, December 11 for inspection by government officials and 
shippers, and made the return trip, loaded, to Miami on De- 
cember 12. No fixed schedules for the all-cargo airplane are 
planned at present. In addition to the Miami-Puerto Rico 
_ hi will make cargo flights to and from Barranquilla, 

umbia. 


AMERICAN AIRLINES EXPRESS TO MEXICO 


_American Airlines announce the establishment of inter- 
national air express service between points in the United 
States and forty cities in 21 states in Mexico. Shipments will 
move through American Airlines gateways at Monterrey and 
Mexico City. Where shipments are unrouted beyond those 
points, they will be forwarded by “the most effective form of 
transportation,” says the airline. This may be by air, rail, or 
motor carrier, it says. 


— -————— 


PRIVATE MOTOR TRUCK MEETING 


_ The fifth annual meeting and war conference of the Na- 
tional Council of Private Motor Truck Owners, Inc., Washing- 
ton, D. C., will be held January 27 and 28 at the Stevens Hotel 
in Chicago, Ill., A. M. Grean, Jr., president of the council, has 
announced. Problems that will confront private motor truck 
Owners in the remainder of the war and in the postwar area 
will be discussed. Director Eastman, of the Office of Defense 

nsportation, is scheduled to attend the meeting and speak 
at one of the luncheons. 


Rail Strike Date Set 


Presidents of five railroad operating brotherhoods: issued 
a statement in Cleveland, O., December 15, setting the time 
for the beginning of a nationwide strike of the 350,000 members 
of their unions at 6:00 a. m. December 30. They announced 
that the result of a strike ballot, mailed early in November 
(see Traffic World, October 30, p. 1067) was 97.7 per cent in 
favor of striking. 

Immediately, the National Board of Mediation, at Wash- 
ington, D. C., issued an invitation to the heads of the brother- 
hoods and to the railroads’ conference committee to attend a 
joint meeting in Chicago, December 20. Brotherhood heads 
said they would attend and J. J. Pelley, president, Association 
of American Railroads, said members of the conference com- 
mittee would also be present. At the Mediation Board’s offices 
it was announced that Chairman Leiserson and board members . 
— A. Cook and Harry H. Schwartz would attend the con- 

erence. 

Chairman Leiserson said that the Mediation Board’s inter- 
vention was under section 5 of the railway labor act, authoriz- 
ing it to proffer its services, and that the offer meant that 
automatically the “status quo” of the operating employes would 
have to be maintained pending settlement of the dispute, with 
no change in existing rates of pay and no strike by the workers. 

In a joint statement announcing the calling of the strike, 
the brotherhood heads said that operating workers on a quarter 
of the railroad mileage of the country would cease work at 
6:00 a. m., December 30, with workers on the remaining three- 
quarters quitting at 6:00 a. m. on the succeeding three days. 
Detailed instructions were being printed and would be sent to 
the workers within a day or two, they said. 

The statement said the union leaders were fully aware of 
the immediate effects of such a strike but that, “in the long 
run” it would “redound both to the military success of the war 
and the present and postwar welfare of the common people of 
this nation.” The strike, it added, would be “a strike against 
inflation for the privileged few and deflation for the many.” 

The statement attempted to place the responsibility for 
the strike on the railroads and on Congress. Members of the 
brotherhoods, it said, did “not believe that swollen railroad 
earnings, larcenous profiteering, soaring prices and depressed 
real wages” were necessities of the war effort. 

“They inhere in the nature of things only when Congress 
passes bad laws and administrators interpret good ones wrongly 
and execute them badly,” it said. “All the frantic and cheap 
appeals to patriotism issued by the offices of war mobilization 
and war stabilization cannot obscure this issue. If there is any 
lack of patriotism in this country the public may look for it, 
not among war workers in industry and transnortation. but in 
Washington and in the swivel-chair propagandists of the gov- 
ernment itself.” Continuing, the statement said: 


It is a matter of official record that the basic wage rates of all but 
substandard wage earners have been practically frozen for more than 
a year. It is a further fact that prices have continued upward. 

This state of affairs cannot be permitted to go unchallenged. If 
labor does not challenge it a complete demoralization of the home front 
will be the result. 

The members of these five railroad operating brotherhoods are now 
issuing the challenge with firm resolve. We share with all patriotic 
citizens the view that a strike is to be deplored, but we assert that the 
underlying causes which move hundreds of thousands of loyal citizens 
to vote a strike are also to be deplored. We hope responsible govern- 
ment officials will attend to the causes before they go too far in con- 
demnation of the effect. 

We do not believe that American boys are fighting to defend poli- 
ticians in office and profiteers in business and industry who are plun- 
dering their fathers and mothers and wives and children while they 
are away in uniform. When they return and find that this is what they 
have been fighting for, they will express their anger and resentment 
in a manner that will make any strike in protest now, look like a 
minor incident. 


The five organizations involved are: 


Brotherhood of Railroad Trainmen, A. F. Whitney, president; 
Brotherhood of Locomotive Firemen and Enginemen, D. B. Robertson, 
president; Brotherhood of Locomotive Engineers, Alvanley Johnston, 
president; Order of Railway Conductors, H. M. Fraser, president, and 
Switchmen’s Union of North America, T. C. Cashen, president. 


The dispute is over demands of these unions for an increase 
in pay of 30 per cent with a daily minimum money increase of 
$3. After negotiations between the unions and the railroads’ 
conference committee failed, an emergency panel recommended 
an increase of 4 cents an hour. This was rejected by the unions 
separately and jointly at the meetings which resulted in the 
decision to take the strike vote. The strike vote resolutions of 
some of the unions included demands for changes in working 
rules.(see Traffic World, November 13, p. 1204). The statement 
setting the strike date said nothing about the rules issue. 

Chairman Leiserson, of the Board of Mediation, declined 
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to say whether or not the board, if mediation failed, and 
the parties rejected arbitration, would report the dispute to the 
President with a view of having an emergency board appointed 
to investigate and report under section 10 of the railway labor 
act. If such a board were appointed, it was pointed out, the 
strike of the operating employes would have to be postponed 
in accord with the provisions of section 10, providing 30 days for 
the board to report and 30 days after the filing fo the report, 
for maintenance of the status quo—that is, no cessation of 
operations. 

J. J. Pelley, president of the Association of American 
Railroads, asked about the action of the operating brother- 
hoods, said the outcome remained to be seen, of course, “but 
I’m an optimist—I just can’t see a nationwide railroad strike.” 

Director Eastman, of the Office of Defense Transportation, 
previous to the fixing of the strike dates, said he did not 
believe the railroad employes would cripple their country in 
time of war by stopping railroad transportation. 


Non-Op. Wage Case 


The railroads had planned to carry into effect the sliding 
scale wage increases recommended for their non-operating em- 
ployes by the President’s special emergency board, after Stabili- 
zation Director Vinson had approved the board’s report, but 
payment of the increases had been forestalled by a notification 
received by the railroads from the National Mediation Board 
that its services had been invoked for the handling of the 
“non-op” wage demand as a new dispute, it was stated in a 
hearing, Dec. 14, before the House interstate commerce com- 
mittee on two identical resolutions—S. J. Res. 91 and H. J. 
Res. 187—to validate the rail labor-management agreement of 
Aug. 7 for an 8-cent increase in hourly wages of the non-oper- 
ating employes. Director Vinson had stated the sliding in- 
creases would become effective Nov. 19 (see Traffic World, 
Nov. 13, p. 1201). 


The statement that the National Mediation Board had as- 
sumed jurisdiction of the case and that the railroads could not 
pay the sliding scale increases of 4 to 10 cents an hour proposed 
by the special emergency board, because of a provision of the 
railway labor act prohibiting any change in the status of em- 
ployment of the employes while mediation is in progress, was 
made by Jacob Aronson, vice-president of the New York Cen- 
tral Railroad and chairman of the carriers’ conference com- 
mittee in the “non-op” wage case. The executive order estab- 
lishing the special board provided that its recommendations 
should become effective 15 days after the filing of its report 
(see Traffic World, Oct. 23, p. 1002). 


Thus, said Mr. Aronson, the railroads had been ordered by 
one agency of government to carry into effect the recommenda- 
tions of the special emergency board, and by another agency 
they had been told not to place those sliding scale increases 
into effect. 

“I wish somebody would tell us whom we should obey,” 
said Mr. Aronson. ; 

Mr. Aronson was the second witness heard by the com- 
mittee. The first witness was B. M. Jewell, president of the 
Railway Employes’ Department, A. F. L., and spokesman for 
the non-operating unions. 


Mr. Jewell told the committee that he and other chiefs of 
the non-operating unions had been told by President Roosevelt, 
on May 27, that he would cooperate with them in correcting 
what Mr. Jewell described as “the discrimination” against rail- 
way employes as to the length of their work week. According 
to Mr. Jewell, the President had said he would undertake to 
correct the situation with respect to the employes’ demand for 
a 40-hour week instead of a 48-hour week after the wage in- 
crease question had been settled. 

The ballots cast by the union members on the question of 
a strike were in his room at the Hamilton hotel in Washington 
and had not yet been opened, Mr. Jewell said. He said he did 
not know what the result of the strike vote was. He pledged 
that the union leaders would not call a strike while the con- 
sidered legislation was pending. 

Mr. Jewell reviewed the history of rail labor legislation and 
rail wage controversies, and said that the non-operating em- 
a had received a net increase of 15 cents an hour since 

Asked whether the President favored the 8-cent increase, 
Mr. Jewell said he thought that that would be “obvious” and 
that “he urged us to accept it.” 

In the steel industry, with respect to which the Little Steel 
formula was developed, said Mr. Jewell, the employes had re- 
ceived wage increases amounting to about 31 per cent, while 


the non-operating railroad employes had received less than 
15 per cent. 
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Representative Halleck, of Indiana, said he thought Decembe 


gress would be faced with a difficult situation if it could he gj 
on enactment of the considered legislation, that Congress ‘ 
stepped in and granted wage increases to one group of worke 
superimposing its judgment over that of the agency change; 
under general law with making the decision. 

Mr. Jewell said that the parties to the dispute h 
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that if Congress passed the legislation the increase would }, when it be 
paid. Under the Smith-Connally act, he averred, Dj sion shoul 
Vinson had no right of review except in the event price in on 
creases would be the result of wage increases. In the “non-op § iat event 
wage case, he said, the increase would not result in any increas . agreem 
ef freight rates or passenger fares. into operat 
Later in the hearing, committee members took up that 
question with Mr. Aronson. The latter took the position that Mr. f 
the wage increase would become an integral part of the Operat. & 2 Nationa 
ing expense of the carriers, and that the question whether it | done und 
would lead to a petition for an increase in rates would de nd “under t 
on volume of traffic and other factors. He said the railroads order. 
did not want to be foreclosed against seeking rate increases o : tbe 
to have it assumed that they regarded $170,000,000 or $199. rail labo! 
000,000 as “chicken feed.” From their point of view, he gaiq | WUst™eS: 
this was a sizeable item. He suggested that members of Cop, § th¢F cla 
gress had access to the monthly reports on the financial staty islation; 
and earnings of the railroads. The railroads would make no industry 
stipulation to the effect that the wage increase for the non. | 4 ae 
operating employes would not constitute a basis for increase that e 
in transportation charges, he said. act 7 
Asked whether he was advocating passage of the resol. ot 
tion, Mr. Aronson said he was not. wee le 
“We feel it our duty to respond as best we can in the Perel I 
matter of giving you a factual predicate,” he said. = Me 
Mr. Jewell said that attorneys for the non-operating unions than the 
had been unable to determine how the non-operating employes } the 8-cc 
could proceed in court to challenge the authority of Director serving 
Vinson. week.” 
On that point, Mr. Aronson, in his testimony, said that if } be cash 
the controversy were taken to court by the unions, he could § selves | 
envisage ‘‘a good deal of delay and complication.” He said he } fair lab 
didn’t know what court would have jurisdiction to take over To 
a case involving all the railroads of the country. He added that, | would « 
while the proceeding would be pending in court, “Rome is Cae 
burning.” make tl 
Representative Hinshaw, of California, in the course of § js not | 
Mr. Jewell’s testimony voiced the opinion that, “regardless of § should 
any law in the matter, it seems to me a question of gross § spondin 
inequity.” He said that in his part of the country there was § ‘fusal 
a deficiency of about 50,000 rail workers and that labor de- M 
ficiencies in other fields of industry were much smaller. ' Bes 
Mr. Jewell said that up to Aug. 7, the handling of the stabil 
“non-op” dispute had been strictly in accordance with the pro- stabili: 
visions of the railway labor act. ote i 
Representative Priest, of Tennessee, noted that in the § partie: 
President’s executive order No. 9299 it was provided that recom- § out go 
mendations by emergency boards should become effective 30 § by em 
days after the filing of a report by such a board, unless and § zation 
except to the extent the Director of Economic Stabilization } betwe 
should otherwise direct. Mr. Priest said it seemed to him that § requir 
this conferred jurisdiction on Direct Vinson. appro 
Representative Wolverton, of New Jersey, said -he was not Panel 
willing to assume that it did confer jurisidiction. He said that R 
when Congress passed the railway labor act it did so with the J ager 
object of stabilizing the railroad industry. The law had been put 
regarded as a “model law” and it was “as little as Congress | that 
can do... to recognize that fact,’”’ he said. When an agree I 
ment was reached in accord with that act, said he, it was ex- Presi 
tremely regrettable that any situation occurred that made it ] exect 
necessary for any organization to come to Congress and ask that 
for legislation. actio 
Mr. Hinshaw asked for comment by Mr. Jewell on the 
declaration by Mr. Vinson that the straight 8-cent increase befor 
for the “non-op” employes would necessitate an upward re by t 
vision of wages for all the operating employes. Mr. Jewell } Will 
said he did not know enough about that situaton to discuss it. Nati 
If this bill is passed, will it weaken our efforts to combat Tepo 
inflation?” asked Mr. Priest. Po 
“T think it will strengthen them,” said Mr. Jewell. “J had 
don’t think that, in a democracy, we can freeze inequities.’ effe 
R. V. Fletcher, vice president of the Association of Amer- und 
ican Railroads, presented Mr. Aronson as the next witness, J 414 
explaining that Mr. Aronson had served as chairman of the boa 
railroads’ conference committee in the non-operating wage 
negotiations. ter 
Mr. Aronson read a short statement in which he noted J jy, 
that the railroads had submitted their detailed reasons for 


believing that the agreement of Aug. 7 was justified and within 
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the limitations of the stabilization policy, as that policy had 
been administered. The statement included the following: 


We made the agreement of Aug. 7 in the utmost of good faith 
and ever since the making of that agreement, in equal good faith, we 
have been and now are prepared to put it into operation, if and 
when it becomes legally permissible to do so. Whether that permis- 
sion should come from administrative approval or the enactment of 
this resolution is not for us to say. 

The enactment of this resolution would produce a solution and in 
that event there would remain no impediment to the performance of 
the agreement of August 7 and we would thereupon proceed to put it 
into operation. 


Mr. Aronson pointed out that the President had appointed 
4 National Railway Labor Panel. Asked whether this had been 
done under the railway labor act, he said it had been done 
“ynder that act supplemented by the President’s executive 

hag 
ae an inquiry as to how the wage increase claim of the 
rail labor groups differed from that of employes in other in- 
dustries, Mr. Aronson replied that he did not recall that any 
other class of employes had been separately dealt with by leg- 
sation; that wages and working conditions in the railroad 
industry had been singled out by Congress for legislation “for 
a generation or more,” and that “it might be soundly argued 
that it was Congress’ intention not to have the railway labor 
act superseded or supplemented by other acts.” 

Representative O’Hara, of Minnesota, wondered if an 8-cent 
wage increase coupled with the higher pay growing out of the 
possible shortening of the workweek to 40 hours would result 
in freight rate increases. 

Mr. Aronson said he thought Mr. O’Hara was “going faster 
than the fact warrant.” He said it was the railroads’ idea that 
the 8-cent increase found “some measure of justification” in 
serving as an offset to ‘‘the disparity in the case of the 40-hour 
week.” He said he did not think that the same check should 
be cashed twice. He added that the railroad employes them- 
selves had asked not to be included in the provisions of the 
fair labor standards act. 

To a question by Mr. Halleck as to whether the resolution 
would clarify the intent of Congress, Mr. Aronson said, in part: 


You are not voting any wage increase. . . . You are voting to 
make the agreement (of Aug. 7) an operating document. Congress 
is not passing on whether 8 cents or 3 cents or some other amount 
should be the increase. It’s something altogether different from re- 
sponding to demands of employes for an increase, notwithstanding the 
refusal of the employers to concur. ... 


Mr. Halleck wondered if “good legal minds” differed as 
to whether the railway labor act had been superseded by the 
stabilization laws. Mr. Aronson said he understood that the 
stabilization act of Oct. 2, 1942, was superimposed on the other 
acts and it “took up where the other acts stopped,” leaving the 
parties to price and wage increases no longer free to act with- 
out governmental approval. He observed that recommendations 
by emergency boards were subject to approval by the stabili- 
zation director, but that voluntary wage increase agreements 
between railroad employes and employers, other than those 
requiring increases in transportation charges, were subject to 
— only by the chairman of the National Railway Labor 

anel, 

Representative Boren, of Oklahoma, said he was “deeply 
aggrieved, hurt and angered” because the railroad unions had 
“put over our heads the threat of a strike.” He said he felt 
that threat had done great injury to the railroad employes. 

Representative Wolverton said he could not see why the 
President had not taken a “shortcut” by issuing a directive or 
executive order to “clear the situation up.” Mr. Halleck said 
that Congress was constantly being faced with demands for 
action that stemmed from administrative failure to act. 


When advised about the statements Mr. Aronson had made 
before the House interstate commerce committee as to action 
by the National Mediation Board in the “non-op” wage case, 
William M. Leiserson, chairman of the N. M. B. and of the 
National Railway Labor Panel, said that this information as 
reported to him embodied “the facts of the case.” He said the 
railroads had intended to put into effect the sliding scale in- 
creases, that the non-operating unions had protested that they 
ad not _agreed to such increases and had argued that the 
effectuation of the new wage schedules could not be made, 
under the railway labor act, in the absence of an agreement, 


ta — the unions therefore had invoked the services of the 
rd. 


Thus the “non-op” wage situation became the subject mat- 
ter of a new dispute, with the National Mediation Board taking 
jurisdiction of it, and under the terms of the railway labor act 
there could be no change in the existing wage rates and no 
strike by the workers while mediation of the dispute was in 
Progress, Mr. Leiserson pointed out. He said one of the mem- 
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bers of the board would serve as mediator in the controversy, 
but he indicated that the fate of the legislation to validate the 
agreement of Aug. 7, providing for an 8-cent increase in 
straight hourly rates would be awaited before the taking of 
any further steps by the board. 


Letter from Roosevelt 


Testifying before the House interstate commerce commit- 
tee as it resumed hearings Dec. 16 on S. J. Res. 91 and H. J. 
Res. 187, Director Vinson, of the Office of Economic Stabiliza- 
tion, read a letter addressed to him by President Roosevelt, 
dated Nov. 4, calling attention to the recommendations of the 
special emergency board whose report was enclosed and sug- 
gesting approval of those recommendations and of a proposal 
by the special board that wages of the lower-paid operating 
employes be increased to the same extent as those of the 
higher-paid non-operating employes, “to avoid maladjustment.” 
Mr. Vinson read that letter atter having referred to testimony 
by George M. Harrison, president of the Brotherhood of Rail- 
way and Steamship Clerks, etc., before the Senate committee 
that, as Mr. Vinson put it, ‘the President had made certain 
statements about the 8-cent wage increase in May, 1943.” 

Director Vinson said that, by the President’s “hold-the- 
line” order and the May 12 directive issued by Justice Byrnes 
as stabilization director, six standards under which wage in- 
creases might be in consonance with the wage stabilization 
program had been established. The Little Steel formula was 
the only one of those standards that permitted ‘a general 
across-the-board industry-wide wage increase,” he said. The 
other standards in question, he explained, were: Correction of 
sub-standards of living; promotions, reclassifications, merit in- 
creases or incentive wages, if production costs or prices were 
not increased; the minimum sound and tested going rate of 
comparable labor in similar plants in the particular labor mar- 
ket area; increases to a point between the minimum and max- 
imum going rate for comparable labor in similar plants in the 
particular labor market area if the critical needs of war pro- 
duction made such an adjustment imperative; increases in in- 
terrelated job classifications to the minimum extent necessary 
for maintaining productive efficiency in cases where certain 
other adjustments had been made. 

The only permissible adjustment with respect to the “non- 
op” rail workers, under those standards, was the substandard 
test “with its corollary of tapered increases in the inter-related 
job classifications,” he asserted. He added that it was under 
this standard that a wage adjustment of 10 cents for the lowest 
paid workers and smaller increases for the higher paid workers 
had been approved. 


Question of Inflation 


Discussing the contention of proponents of the considered 
legislation that, since the general 8-cent increase meant only 
$18,000,000 more a year than the sliding increases he had ap- 
proved, the 8-cent boost would be non-inflationary, Director 
Vinson said: 


In dealing with this problem, I did not undertake to determine 
exactly how many dollars in themselves would be inflationary. I was 
governed entirely by the simple, all-important issue that the first 
recommendation did not meet the standards of the law and that the 
second recommendation did. 


Director Vinson reviewed the provisions of the stabiliza- 
tion act of Oct. 2, 1942, and the President’s executive orders 
from which the Office of Economic Stabilization derived its 
authority to approve or disapprove wage increases. He said 
there was a question as to the effect of the “hold-the-line” 
order, executive order No. 9250, on rail wage cases, and that 
railroad management wanted to bring such cases before the 
National War Labor Board, but that the rail workers did not 
want to go before that board. Thereafter, said Mr. Vinson, 
executive order No. 9299 was issued by the President, making 
subject to approval by the Stabilization Director the recom- 
mendations of the emergency boards in rail wage controversies. 

He pointed out, with emphasis, a provision of executive 
order No. 9299 that “unless and except to the extent that the 
Economic Stabilization Director shall otherwise direct, the rec- 
ommendations of the emergency board in regard to proposed 
changes affecting wages and salary payments shall, upon the 
expiration of 30 days after the report is filed with the President, 
become effective.” 

The stabilization act did not alter the procedure under the 
railway labor act, but merely required that if an agreement 
involving a wage increase was reached, the proposed increase 
be submitted to the appropriate administrative agency for ap- 
a the standards of the wage stabilization program, 
he said. 

“This point, I believe, has been overlooked by those who 
stress the railway labor act,” he said. “They assume that if a 
wage increase proposed at some stage of the procedure must 
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be presented for approval to those responsible for adminstering 
the wage stabilization program, the railway labor act has been 
thereby overrdiden or altered. This, of course, is not so. 

“The stabilization act does not amend the railway labor 
act. Conversely, the railway labor act has absolutely nothing 
to do with wage stabilization. 


“Laws... Must Be Harmonized” 


“The railway labor act was on the books long before there 
was a war and I hope it will be there long after wage and 
price control have passed from the scene. I helped put it 
through. The simple point is that under present abnormal con- 
ditions it is imperative to control wages. And so we have two 
laws which must be harmonized. A wage recommendation of 
an emergency board created under the railway labor act must 
be squared with the wage control standards prescribed under 
the stabilization act... .” 

Under questioning by committee members, Mr. Vinson said 
that the railway labor act never settled wage disputes and 
that recommendations by emergency boards were not binding. 
He recalled the negotiations that followed the recommendation 
of a 9-cent increase by the “Morse board” in 1941. 

“It’s just simply not so that when you go through the pro- 
cedure of the railway labor act the dispute is settled,” said 
Director Vinson. 

“Sometimes,” he said, “I covet the simple faith of some 
that this wage case can be isolated and made to set no exam- 
ple, the simple faith that in one case out of the beneficence of 
the legislative heart an alleged inequity can be corrected with 
a guarantee to quarantine the ultimate effect of the action. 
One who has had the experience which I have had for the past 
six months can understand that while such simple faith may 
be refreshing for the soul it is a retreat from reality.” 


Effect on Freight Rates 


Concluding his prepared statement, Director Vinson said: 


Those who support this legislation assert confidently that no in- 
crease in freight rates is involved. Unfortunately, the Interstate Com- 
merce Commission and not the proponents of this legislation is 
responsible for fixing freight rates. 

Even if the Commission should determine that no increase was 
necessary, the railroads might with some propriety urge that the 
Congress do for them that which it had so generously done for their 
employes. In view of the precedent set by this legislation, there is no 
guarantee that their plea would fall upon deaf ears. Therefore, this 
legislation not only threatens the stability of our wartime wage struc- 


ture, it threatens as well the stability of our rate structure and our 
price structure. 


Every consideration of prudent statesmanship, of the separation of 
powers, of general legislative policy, of constitutional propriety, of 
economic wisdom, and above all, of equal justice under law, dictates 
the rejection of this unprecedented proposal. Only a misunderstanding 
of the issues involved or the political power and might of those who 
demand it can dictate a contrary view. 


Representative Halleck wanted to know Director Vinson’s 
reaction to the suggestion that the stabilization act might be 
amended so as to exclude rail employe wages from its purview. 

“If Congress desires to amend the stabilization act to pro- 
vide a formula or formulae,” said Mr. Vinson, “as long as I 
am in my present position I’ll do what Congress tells me to do.” 

He said, in answer to a further question, that unquestion- 
ably it was within the province of Congress to exclude rail 
wages from the provisions of the stabilization act. 


Mine Wage Increase “Procedure” 


Representative Wolverton, of New Jersey, called attention 
to the approval by the President of wage increases for mine 
workers, under a contract between Solid Fuels Administrator 
Ickes and John L. Lewis as president of the United Mine Work- 
ers of America, following approval of the contract by the War 
Labor Board. Mr. Wolverton wondered how that wage in- 
crease was accomplished without approval by Director Vinson 
or any change of law by Congress. 

Director Vinson said that the war labor disputes act, known 
also as the Smith-Connally act, passed after the stabilization 
act of Oct. 2, 1942, provided that a wage contract affecting 
employes in a plant seized by the government had to be ap- 
proved by the President after the War Labor Board had ap- 
proved it, and that the President had not delegated his author- 
ity in that respect to the Economic Stabilization Director. Mr. 
Vinson said he was not sure that the law permitted the Pres- 
ident to delegate that power. 

Mr. Wolverton said it was difficult for him to understand 
how it was possible for Mr. Vinson to accomplish his program 
when he did not have jurisdiction over all wage increase cases. 
Mr. Vinson said his job was a difficult one. Mr. Wolverton said 
he could not see why the President could not have issued an 
executive order exempting rail labor disputes from the opera- 


.announcement of the preceding day, “would it not be possihh 
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tion of the stabilization act machineery. If the President 
the power to create, he had the power to impose limitati.. 
Mr. Wolverton contended. 


Handling of Rail Strike 


Representative Harris, of Arkansas, aSked whether 
gress had set up machinery “to handle the situation” jp the company’s 
event the rail workers went on strike. Mr. Vinson said be set asi 
employes were excluded from the operation of the Smith policy: 
Connally act, “‘so you don’t have to be worried about that cq, On Sé¢ 
sideration.” panies of 

“then there is no machinery to handle the rail situation» for driver's 
asked Representative Harris. ‘ B rates abor 

“Oh yes—I don’t like to think of that—the President Would & were orde 
have the same powers as he had with respect to plants Seized paid by ¢ 
prior to the Smith-Connally act,” said Mr. Vinson. same kine 

“In the event the strike should go through on Dec 30° § internatio 
said Mr. Wolverton, referring to the operating brotherhoody § housemen 
: ent 
for the President to seize the railroads and fix wages as he ¢ij a 
in the miners’ case?” 

Mr. Vinson limited his answer to the statement that “ty 
power of seizure is lodged in the President.” 

Mr. Wolverton contended that, with Congress having pro. 
vided the means for avoiding strikes, through enactment of the 
railway labor act, there was an obligation on the President t) 
reserve for himself the right of approval or disapproval by name 
wage increase recommendations by emergency boards, befor that the 
the occurrence of a strike, rather than afterward. Mr. Vingop regional 
was silent on that point. rts on 

Mr. Vinson said he thought the “non-op” controversy wa AD T.. c 
“resolved in conformance with the rules laid down,” but that Tenn. bl 
the brotherhoods did not want to accept the decision. ‘ 
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has appeé 
to work, | 
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was as f 
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Track Wage Adjustments te 
In approving wage rate increases for employes of over. § "2, T™ 
the-road trucking companies represented by the Southeastem § 
Area Employers’ Negotiating Committee, the board correcta pong wl 
rates that were lower than corresponding wage rates in all § gfort. 1 
other parts of the country, the War Labor Board said in mak- § southeas 
ing public an opinion by it dealing with the issues involved in § lines. T 
the southeastern states truck wage case. Its order granting § Already 

wage increases to the employes involved in the case had been § ‘tke. 
issued Nov. 2 (see Traffic World, Nov. 6, p. 1135). oth 
About 7,500 drivers employed by 57 companies in six states en 
in the southeastern area were covered by the order, said the & are pow 
board in a “press release” attached to the opinion. duty it 


“The board ordered rates of 75 cents an hour and 2% §& versies 
cents per mile in the case, an increase of 10 cents an hour and & thing p 
one-quarter cent per mile,” it said. ‘Four cents an hour ani § ‘rivers 
one-tenth of a cent a mile were due the employes under the pongo 
Little Steel formula to compensate for the maladjustment in peo Bh 
the cost of living while the balance was granted by the board 


to bring the southeastern rates to a minimum of the sound ani oe 
tested going rates for the over-the-road trucking industry. The § you m: 
over-the-road drivers are paid an hourly rate for short trips § compar 
and mileage rate for louger hauls. . . . If price relief is sought § ‘ghtin 
by any company which is a party to the order, the wage i- yd 
crease becomes effective in that company only after approval § ** ‘™ 
by the Economic Stabilization Director.” 

The board announced that its Trucking Commission had 
ordered a general 5-cent hourly increase for about 500 workers T 
involved in a dispute between New Orleans, La., drayage colt nati 
panies and local No. 206 of Transport Workers of Ameri § yihjj, 
(C. I. O.). The increase would become effective, it said, om) F gucti 
when the Office of Price Administration decided that it would } jo15 
require no change in price ceiling, or when approved by the 
Economic Stabilization Director. It stated that other issues f 4, ; 
dispute, including vacations, hours, and call-in pay, were set priva 
tled by an order of the Eighth Regional War Labor Board, U.S 
issued Sept. 16. The new wage rates, said the board, would be purp 
as follows: as ¥ 

Helpers, loaders, unloaders, warehousemen aand day laborers, 5 mote 
cents an hour; drivers of trucks carrying 3-ton Louisiana license plates, tribe 
or smaller, 60 cents; drivers of trucks carrying over 3-ton Louisiam 


license plates, 65 cents; lift truck operators, 75 cents; loaders of cotton, pass 
loaders and tierers of tobacco, 65 cents; coffee handlers and scale me 

of Brazils up to 135 pounds, 65 cents, and coffee handlers and 

men of Milan 140 pounds and over, 75 cents. 


The board said the following companies were involved: an 


the 
Acme Transfer Company, Crescent Forwarding & Transportation § Dec 


Co., Ltd., Dupuy Storage and Forwarding Corporation, Ernst Brothets, Ser 
Film Delivery Service, George J. Hefler, S. Jackson & Son, Inc., Letel- 
lier Transfer, Inc., Maloney Trucking & Storage, Inc., Riverside Tran* 
fer, Inc., Service Drayage Co., Inc., Thomas Trucking & Freight For pre 
warding. the 


A wage increase of 10 cents an hour awarded by the Ne rj 







r 18, 1943 





Decembe 


onal War Labor Board Trucking Commission to approxi- 
is tely 500 truck drivers, employed by the Colorado Transfer 
re Warehousemen’s Association, Denver, Colo., was ordered 


ot into effect by the W. L. B., Dec. 17. 



































































ther (Cy, The board, with industry members dissenting, denied the 
n” in the company’s appeal that the trucking commission’s wage award 
d pe set aside as contrary to the W. L. B. wage stabilization 
1¢ Smith #& policy. aoe , 
that oop, On Sep. 7, the commission directed the 17 member com- 
ies of the association to increase the basic minimum rate 
tuation» B for drivers and. helpers to 70 cents an hour, and to increase all 
rates above this classification by 10 cents. These adjustments 
ent would & were ordered to bring the association s rates into line with rates 
Nts seize H paid by other trucking companies engaged in essentially the 
ame kind of work in the area, said the board, and that the 
Dee, 30” § international Brotherhood of Teamsters, Chauffeurs, Ware- 
herhoody # jousemen and Helpers of America, A. F. L., was the bargain- 
> Possible § ing agent for the companies’ employees. 
a8 he dij Southern Truck Strikes 
that “the Director Eastman, of the Office of Defense Transportation, 
. has appealed to striking truck drivers in the southeast to return 
Div § to work, saying they owed it to their country and to themselves 
nt of th § as good citizens. 
Sident ty The appeal does not mention other points than Atlanta, Ga., 
roval of F hy name, and at the National War Labor Board it was said 
S, befor § that the situation at Atlanta was being handled by the board’s 
°. Vinson regional director so that the board has only “second-hand” re- 
ports on the situation. Discussions at the N.W.L.B., and at 
eTsy Wa 8 D,T., originally dealt with situations at Atlanta and Memphis, 
but thet Tenn., but the Memphis drivers having returned to work, refer- 
, ence to that city was stricken from Mr. Eastman’s appeal, which 
was as follows: 
The truck drivers and other employes who are on strike at Atlanta 
and other points in the southeast are hurting their country in time of 
Of over. @ wat. They are good Americans, and I am sure they do not realize the 
heastem effect of what they are doing. The fact is that our railroads and trucks 
orrected are carrying much traffic directly for the army or navy, and most of the 
er traffic which they carry is essential in one way or another to the war 
S in all effort. It must be moved, and moved promptly. These strikes in the 
in mak- § southeast are crippling truck lines, and indirectly they are clogging rail 
Olved in & lines. This effect will grow worse continually, if the strikes keep on. 
granting Already 4,300 tons of freight have been immobolized in Atlanta by the 
iad been & strike. 
In know there have been annoying delays in deciding wage con- 
ix states troversies, but there are a multitude of these controversies, unfor- 
said the tunately, all over the country, and they are not easy to settle. Delays 
are bound to occur. I know, also, that those in the government whose 
duty it is to decide such questions are working hard at the contro- 
ind 2.75 & versies which are at the bottom of these strikes. They will do every- 
Our and § thing possible to reach a solution, and as quickly as possible. The 
our and @ drivers will gain not a thing by striking. In fact they will lose, be- 
der the @ cause no final action will be taken so long as they are on strike. They 
ment in @ ™ the risk, also, of putting some of the trucking companies per- 
e board manently out of business, because of financial losses. 
und and To all on strike I make this direct appeal. Go back to work. You 
owe jt to your country and you owe it to yourselves as good citizens. 
ry. The You may believe that you are being treated unjustly, but how does that 
rt trips # compare with the supreme sacrifice which many of the boys on the 
5 sought fighting front are called upon to make Your duty now is to keep the 
7age in trucks rolling at all costs. If you think it over, I am confident you will 
pproval § se that this is so. 
— TRAINING MOTOR WORKERS 
ya The Federal Security Agency has announced that infor- 
imerica | Mation received by the U. S. Office of Education indicates that 
id, only public vocational schools in approximately 100 cities are con- 
- would § @ucting short, intensive courses under the program of voca- 
by the } “nal training for war production workers for men and women 
sues in | ‘CTuited for jobs in the motor transportation industry. It said 
re set § {he training was being given in cooperation with members of 
Board, § PMvate industry, the Office of Defense Transportation, and the 
suld be § U: S. Office of Education of the Federal Security Agency. The 
purpose of these courses, it said, was to train men and women 
rers, ® | °S Workers in mechanical occupations necessary to maintain 
> plates, § Motor truck equipment that was essential in the wartime dis- 
ouisiam § ‘Tibution of both war materials and consumer goods and in 
t cotton, § Passenger transportation. 
ale men a ee een eee a 
a TRUCK MANPOWER CONFERENCE 
: Approximately 200 motor carrier representatives attended 
ved: § an O. D. T.-sponsored conference on manpower problems at 
ortatin § ‘the Hotel Sherman, Chicago, December 16 (see Traffic World, 
rothers, § Dec. 11, p. 1461). Representatives of the Commission, Selective 
, Lete- § Service, the Army, and the O. D. T. took part in the discussion. 
Trans Frank Corcoran, O. D. T. district director at Chicago, who 
ht For § presided, said that a recent survey by his office had disclosed 
that approximately 6 per cent of the vehicles of 753 Wisconsin, 
he Ne Inois and Indiana trucking companies was idle due to lack 





of drivers. One Chicago trucker, he said, had contacted 12 
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other truckers in an unsuccessful effort to find a driver for 
equipment for moving a 1,300-pound shipment. He said the 
“Selective Service has advised us the truck industry has been 
delinquent in using replacement schedules.” 

Lt. Col. George A. Irwin, officer for the Illinois region, 
Selective Service, said service board members had been in- 
structed to give deferments to drivers of trucks containing war 
materials and foods. He admitted that some boards erred in 
calling some drivers for induction. He urged truck officials to 
redouble their efforts to obtain deferments for men whom they 
honestly believed to be essential to the industry. 

Others speaking in a general discussion of truck driver and 
mechanic shortages agreed that the induction of some men 
into the armed forces was only one of several causes for the 
shortages. They urged that new workers be recruited among 
older age groups and women. 


Discrimination in R. R. Employment 


Railroads accused by the President’s Committee on Fair 
Employment Practice of discriminatory employment practices 
and directed to cease such practices in a letter dated December 
13 told the committee they could not comply with its directives 
(see Traffic World, Dec. 4, p. 1397) regarding the hiring and 
promoting of Negro railroad workers, and declared that the 
committee “was and is wholly without constitutional and legal 
jurisdiction and power to make and issue the directives which 
it made and issued, and for this reason the said directives are 
without legal effect.” In their letter the railroads and terminal 
companies involved said: 


These railroads have no response to make to your findings and 
directives addressed exclusively against various railway labor organiza- 
tions and dealing with their practices concerning failure to admit 
negroes to their membership, or to consult them in representation of 
employes, etc. 

These railroads are engaged, with all their energies and abilities, 
twenty-four hours a day and seven days a week, in carrying on the 
most vital business of transportation in the public service and in the 
prosecution of the war effort. They are contributing their part to the 
total war effort of the railroads of the country, which has been ac- 
claimed as an unprecedented accomplishment by all branches of the 
government and of the armed services. The manpower situation on 
these railroads is not preventing their most excellent accomplishment 
in this regard. This accomplishment has been achieved by peaceful 
and harmonious relations with railway labor and by patriotic and whole- 
hearted cooperation between these managements, labor, and the ship- 
ping and traveling public. We wish it to be clearly understood that 
any disruption of these peaceful and harmonious relations and of this 
patriotic cooperation which may result from your committee’s directives 
is not the responsibility of these railroads. 

The employment relations of these railroads are governed by col- 
lective bargaining agreements reached under the controlling procedures 
of the railway labor act. Any change in those agreements is a matter 
of immediate and vital concern to our employes of various crafts and 
classes and to their organizations and representatives, as well as to 
these railroads. Railroads are forbidden by law to interfere in any 
way with the self-determination or self-organization of their employes 
and are entirely without power to dictate to their employes, or to 
affect by unilateral action, any changes in such agreements. Such 
changes are controlled by, and can only be accomplished by, the pro- 
cedures of the railway labor act. 

It is wholly impracticable, and indeed impossible, for these rail- 
roads to put into effect your committee’s directives addressed against 
them. Any attempt on their part to comply with those directives, for 
instance, to promote Negroes to locomotive engineers or train con- 
ductors, would inevitably disrupt their present peaceful and cooperative 
relations with their employes, would antagonize the traveling and 
shipping public served by them, would substitute conditions of chaos 
for the present condition of harmony, would result in stoppages of 
transportation, and would most gravely and irreparably impair the 
whole war effort of the country. These railroads cannot assume the 
responsibility for precipitating such disastrous results. 

These railroads are ready at any time to confer with their em- 
ployes of various crafts and classes to ascertain whether, under the 
orderly and controlling procedures of the railway labor act, any more 
generally satisfactory solution of the racial problems of employment 
can be worked out by mutual agreement. However, frankness compels 
these railroads very respectfully to state to your committee that it is 
utterly unrealistic to suppose that these railroads and their employes 
can agree to comply with the breadth of your directives or that prob- 
lems of such delicacy, controlled and governed by a special act of 
Congress, can be solved out-of-hand by the fiat of your committee’s 
directives. 

A number of your findings and directives against some of these 
railroads undertake to deal with classes and crafts of railway em- 

ployes which were given no notice of your charges or hearings, which 
were not represented, and which were given no opportunity to be heard, 
and with practices concerning such classes and crafts as to which those 
railroads were given no hearing. Manifestly, such findings and direc- 
tives are wholly lacking in due process of law and for that reason are 
without legal effect. 


The railroads filing the response were: Atlantic Coast 


Line; Atlanta Joint Terminals; Central of Georgia; Georgia 
Raliroad; Jacksonville Terminal; Louisville & Nashville; Nor- 
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folk Southern; Frisco; Seaboard; Southern; Chesapeake & 
Ohio; Gulf, Mobile & Ohio; Norfolk & Western; Illinois Cen- 
tral; Yazoo & Mississippi Valley; and Gulf & Ship Island. 
Among other railroad unions against which the directives were 
issued were: Brotherhood of Locomotive Firemen and Engine- 
men; Brotherhood of Railroad Trainmen; International Asso- 
ciation of Machinists; International Brotherhood of Boilermak- 
ers, Iron Shipbuilders and Helpers of America Order of Rail- 
way Conductors; and Brotherhood of Railway Carmen. 


Comment by Ross 


Commenting on the letter from the carriers, Malcolm Ross, 
chairman of the Fair Employment Practices Committee, said: 


The question of preventing Negro railroad workers from being 
used by the carriers at their top skills is a war problem of the first 
order. Evidence at the F. E. P. C. hearing showed a shortage of 850 
firemen on American railroads, this at a time when trained and experi- 
enced Negro firemen were unemployed and the carriers were prefer- 
ring to take on green hands, simply because there has been for years 
a sometimes tacit and sometimes formal agreement between the rail- 
roads and the railrad unions to decrease the number of Negro firemen 
and give their jobs to white workers. This is no question of Negroes 
seeking to displace whites. Negro firemen were the aecepted majority 
for 50 years on southern railroads, until automatic stokers and Diesel- 
powered engines changed the dirty, heavy work into desirable jobs. 
Racial prejudice is not at issue here. White southern engineers have 
for decades had decent working relationships with Negro firemen. 
Sidney Alderman, counsel for the railroads at the F. E, P. C. hearings, 
stated: ‘‘I certainly do not mean to contend that anything in the 
south would interfere with the employment of Negroes as firemen on 
locomotives.”’ 

The fireman problem, and the problem of upgrading, job assign- 
ments and seniority rights of Negroes in the operating divisions and 
the shops were the subject of four days of F. E. P. C. hearings in 
September. The railroad unions chose to ignore the hearings. The 
carriers made a perfunctory appearance. Their letter now makes a 
bid for public disapproval of F. E. P. C. by viewing with alarm alleged 
pretensions of Negroes to be engineers and conductors. The plain 
fact is that this issue—necessarily covered because complaints were 
received and no rebuttal offered—is dormant and could remain so if 
the railroads offer justice to Negro railroadmen in the classifications 
where reason and public policy both urge it. Certainly it is not the 
part of candor to seize upon the most delicate issue in order to avoid 
the many basic problems squarely placed before the railroads. 

The Southeastern Carriers’ Conference Agreement, which the com- 
mittee found in violation of executive order 9346, was concerned with 
the hiring and use of Negroes as firemen and not with their promotion 
from firemen to engineers. The railroads now advance obligations 
under the railway labor act as barriers to changing the discriminatory 
Southern Carriers’ Conference Agreement. There is no conflict of 
jurisdiction here. The agreement was reached with the brotherhoods 
in 1941, and by mutual agreement it can be altered or discarded. In 
asking both parties to make this move, the F, E. P. C. is not suggest- 
ing anything which cannot be done in conformity with the railway 
labor act and the procedures adopted by the National Mediation Board. 
There are extremely serious Negro problems on American railroads. 
The F. E. P. C. did not invent them. It tried, honestly and with the 
war need for railroad workers in mind, to find out what is wrong and 
to direct remedial action. 

The carriers complain that its directives were too broad—branding 
them as ‘‘impossible and impracticable.’’ Yet no carrier’s move to 
remedy discrimination was made until these matters were publicly 
examined. The chance to talk this dilemma through with F. E. P. C. 
has been present ever since the hearing. Four railroads did so. The 
Virginian Railroad complied, and relieved itself of a complaint against 
it, before the hearings began. The Union Pacific did so during the 
hearing. The Pennsylvania Railroad and the New York Central are in 
amicable and cooperative discussion with the F. E. P. C., looking 
toward solutions. The way is open for the remaining sixteen carriers. 

The F. E. P. C. is an American committee, trying to help fight an 
American war. Its duty is to prevent discrimination against any 
worker, whatever his or her race, creed or nationality, who would be 
an acceptable war worker were it not for preconceived prejudice. We 
may not be able to wipe out discrimination overnight, but where war 
manpower needs are at stake we can and shall try. 

To change bad practices now is not ‘‘impossible and impracticable.”’ 
Secretary McAdoo, in 1918, equalized the pay of white and Negro fire- 
men as ‘‘an act of simple justice.’’ A like need for war manpower 
inspired that change. The rails today are giving extraordinarily fine 
service to war-time America. The F. E. P. C. believes that the 
granting of over-due rights to Negro railroad men, far from being a 
cause for disorder, could be so managed as to improve service and to 
raise the morale of tens of thousands of Negro Americans who have 
their own stake in winning this war quickly. 

The committee’s directives are described as being broad. They 
extend no further than the problem raised, not by F. E. P. C., but 
by complex economic and human agencies groping through prejudice 
and intolerance toward a working democracy of which we need not 
be ashamed either at home or abroad. It will take time to raise the 


structure laid down by the committee’s blueprint. Not to start now is 
to acknowledge defeat. 


Threat of Government Operation 


A threat that the federal government might have to take 
over operation of railroads that refused to employ Negro 
workers for available positions they were competent to fill 
‘was expressed in a letter to Ernest E. Norris, president of 
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Presidents’ Conference, by Representative Marcantonio its, fr 
New York City. Mr. Marcantonio inserted the text of his le : cerroleurn é 
in the Congressional Record of Dec. 14, with the comment = ver serv! 
the railroads’ letter to the Fair Employment Practice ' 


‘ Dag Fray: e ducts. 
mittee constituted, in his judgment, a “sneak attack” os hal No bet 


committee. On that transportat! 
“Continued refusal on the part of your roads to emplo two —~ 
Negro railroad workers for positions where there js std : — It 
for additional manpower and for which they are competent 2 in lar: 
can lead only to endangering our war effort,” said Mr. Maran, vould in le 
tonio in his letter to Mr. Norris as chairman of the rajlroaa§ jambs. W' 
presidents’ conference. “If such becomes the case, it ig Clear § of 228 = 
that the President of the United States will either haye to dealers. 2 
take over the operation of your roads in the interest of the ther 
security of our country or the Congress of the United States Te king 
will have to take appropriate legislative. action. Not even Together 
—_ companies are bigger than the safety of the United | were mon 
de joaded in 
Representative Rankin, of Mississippi, said he hoped the | }s¢4 ° 
President, on his return, would “clean out this bunch Pa pe a. 
radicals down here known as the Fair Employment Practios wag 0 
Committee, which is assuming dictatorial powers never gt. trict in th 
tempted by anybody in this country.” gauge lin 
He said that the committee’s “unlawful meddling with } finances. 
the railroads” was “threatening to paralyze our transportation og 
system.” save 
“As I have said before,” he continued, “this F. E. P.¢ (am gray 
is a rump organization. It really has no legal existence. It was - lbeon é 
set up by executive order without authority of Congress and The 
never was endowed with the tyrannical powers it now attempts § different 
to assume over the railroads and the brotherhoods and other § tively s™ 
private establishments throughout the country. large an 
“It is really hurting our war efforts. What they are doing | _ 
is merely bringing about dissension and disunity in times of war, een 
hampering our transportation system and threatening the coun. § ire can 
try with race riots all over the nation.” have a. 
less thal 
Jearn th 
e Robert 
Transportation Performance dustry. 


In an address before the Central Western Shippers Ad- Mi 


visory Board and the Colorado Motor Carriers Association at achieve 
Denver, Colo., December 15, Director Eastman, of the Office J ance “ 
of Defense Transportation, said that no railroads in the coun § Plowm 
try had had a harder war job than the transcontinental rail § war W 
roads. Pointing out that traffic had shifted to the rails from § stant s 
the Panama Canal route and that the war with Japan had § He sal 
greatly increased westbound movements, he said that never in § ver en 
their history had the transcontinental lines been put to any § the v 
such strain. severa 
“It goes far beyond anything for which they were designed § it had 
and built,” said he. “Any major reconstruction or enlargement — were 
of these railroad systems was out of the question. They have, — an aw 
however, been expanded at critical points. Important terminal 
and junction yards have been and are being enlarged mate. 
rially. Numerous passing tracks and sidings have been built. 
Centralized traffic control has been installed in troublesome has is 


sectors. Considerable new motive power has, I am glad to say, 
been provided. The army and navy have created, at strategic 
interior points within reach of the coast, extensive storage next 
facilities for use in regulating the flow of traffic to the ports, r 
and this traffic has been kept under constant control by the | 


s 

Transportation Control Committee, working through my Office a , 

but made up also of representatives of the Army, the Navy, } don 

the War Shipping Administration, and the British Ministry of May 
War Transport. Also new storage facilities of large capacity 

have been and are being constructed at the ports.” avai 

Commending the railroads for cooperation among them} i, 


selves Mr. Eastman said that they had removed restrictions for 
designed to return cars, both passenger and freight, to home 
roads where that was necessary to meet traffic needs. Railroads 


with locomotives to spare were lending them freely to roads = 
that were short of power, said he. Shippers had contributed 
notably to freight car performance by heavier loading, and 
prompt loading and unloading of cars, said he. 

Motor Transportation tito 


Motor trucks in the western area, he continued, had had an it 
experience like that of the railroads but in some respects woTsé, : 
due to the rubber and manpower shortages. In that connection 
he said: bee 

ass 
Along with these shortages, the trucks, like the railroads, have had 
a tremendous increase in the demand for their services. This has wh 
reflected the rise in the productive activity of the country, but there pre 
have been many extraordinary demands incident to the war. Some day wi 
I hope that a full and accurate story may be told of the new and 
special services which the army and navy have sought and got from 
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the trucking industry, particularly in this western territory. We know 
at these services have been very extensive. We also know of the 
w demands which have come in the west from the opening of ore 
-~ osits, from the logging and lumber industries, for the hauling of 
roleum and its products to release tank cars for the eastern sea- 
sea service, and for the hauling of live stock and other farm 
Hee better illustrations can be found of the flexibility of truck 
transportation and its ability to give quick relief in emergencies than 
two which have come to my attention from your own state. This fall 
a bad fire blocked a tunnel on the Denver & Salt Lake for several 
weeks. It was at a time when cattle and sheep were due to move by 
rail in large volume into the Denver market. The cattle movement 
could in large part be deferred, but not the movement of sheep and 
jambs. We have, with respect to the trucking of live stock, the aid 
of area and local committees representing the producers, haulers and 
jealers. In each O. D. T. district office, we also have a man specializ- 
ing on farm vehicles. Our Denver representative, working with the 
appropriate committees, enlisted the aid of the Rio Grande Motorway, 
a trucking subsidiary of the Denver & Rio Grande Western Railway. 
Together they all worked out a plan whereby the sheep and lambs 
were moved by rail to the mouth of the blocked tunnel and there un- 
loaded into pens. ‘Thence they were hauled to Denver in trucks 
jeased to the Rio Grande Motorway, with the routing and dispatching 
in charge of our Denver representative. All told, more than 300,000 
animals were so moved, and the situation was saved. 

The other case had to do with the movement of beans from a dis- 
trict in the southwestern part of your state served by a little narrow- 
gauge line, the Rio Grande Southern, which is in trouble with its 
finances, motive power, and facilities generally. This railroad was un- 
able to handle the beans satisfactorily, and again the situation was 
saved by the organization, along the lines followed in the sheep and 
lamb case, of a special truck movement under the auspices of the 
Rio Grande Motorway to Durango, which is served directly by the 
Denver & Rio Grande Western, 

The trucking of the country is, of course, carried on in a very 
different way from its railroading. The latter is handled by a compara- 
tively small number of common carrier railroad systems, most of them 
large and well organized. It may interest you to know that of the 
four and a half million or so trucks in the nation only about 150,000 
are operated by for-hire carriers under the jurisdiction of the Interstate 
Commerce Commission. Not more than 700,000 are operated by for- 
hire carriers of any character. The great bulk are in private hands and 
have a very large and diversified ownership. The average owner has 
less than two trucks. This being the case, I was interested and glad to 
learn that the president of the Colorado Motor Carriers Association, 
Robert S. McIlvaine, is a private trucker engaged in the baking in- 
dustry. I am also told that he has done a mighty good job. 


Mr. Eastman said the idea of putting on the campaign to 
achieve a 10 per cent improvement in overall railroad perform- 
ance “came to us first from a Denver man. I refer to Grover 
Plowman of the Colorado Fuel & Iron Co., who has been doing 
war work in Washington for some time and has been a con- 
stant source of encouragement and effective help to my staff.” 
He said he had been told that there was a large plant in Den- 
ver engaged in assembling and fabricating parts for ships that 
the Weicker Transfer & Storage Co., serving that plant in 
several ways, had received an “E” award because of the fine help 
it had thus rendered in the building of ships. No doubt there 
were many other trucking companies that would receive such 
an award also, if they were eligible, said he. 


Oo. D. T. FLORIST DELIVERY ORDER 


Director Eastman, of the Office of Defense Transportation, 
has issued a general permit allowing retail florists to use rental 
cars (drive yourself cars) in delivering flowers for Christmas 
J year and St. Valentine’s Day, Easter and Mother’s Day 
next year. 

The permit (General Permit O. D. T. 26A-2) exempts retail 
florists from the provisions of the O. D. T. order banning the 
use of rental cars for commercial deliveries on the dates De- 
cember 23-25, 1943; February 14, 1944; April 7-9, 1944, and 
May 12-14, 1944. 

The action was designed, the O. D. T. explained, to make 
available additional equipment to meet traditional holiday needs, 
although no additional mileage or gasoline would be authorized 
for this purpose. 

The general permit, however, does not exempt retail florists 
from the provisions of General Order O. D. T. 17, as amended, 
Prescribing the frequency of deliveries. 


TRUCK EQUIPMENT SHORTAGE 


_ Director Eastman, of the Office of Defense Transporta- 
titon, said this week that the nation’s truck transportation sys- 
tem would be faced with serious equipment shortages in 1944. 
His statement follows: 


Although production of 123,000 new commercial vehicle units has 
been approved for the coming year, truck operators should not now 
assume that the replacement equipment problem is solved. 

Reports reaching the O. D. T. indicate that a great many operators 
who read the announcement approving the new replacement vehicle 


Program were apparently convinced that their equipment problems 
will shortly be over. 
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This is not so. For, of the 123,000 new vehicles approved, only 
about 80,000 will actually be for civilian use. The remainder are for 
the U. S. Maritime Commission, the U. S. Foreign Economic Adminis- 
tration, the Dominion of Canada, and other non-civilian purposes. And 


- this 80,000 may be compared to normal pre-war replacement production 


of 450,000 vehicles annually, to realize that the number approved is 
very small indeed when probable demands are considered. 

It should also be noted that the bulk of this 80,000 are scheduled for 
delivery during the last half of 1944. Thus even when the whole 80,000 
trucks approved for civilian use are finally produced—and of 17,500 
approved fer production in the third and fourth quarters of 1943 less 
than 250 have been delivered to date—they will be sufficient to take 
care of only ‘the most urgent applications. These trucks will go into 
the civilian truck pool, which is now virtually exhausted, and will be 
doled out only for needs directly relating to the war effort or uses 
necessary to the civilian economy. 

For this reason, I urge all truck operators to redouble their main- 
tenance efforts and to regard their present vehicles as probably the 
last which they will be able to obtain until the end of the war. Pre- 
ventive maintenance and careful driving habits should be particularly 
emphasized by truck drivers. 


Motor Conservation 


Director Eastman, of the Office of Defense Transportation, 
has congratulated dairy farmers and milk processors and haulers 
of Wisconsin on their accomplishments in conserving vital 
motor transport equipment. Five new dairy industry transporta- 
tion plans for that state, said he, would save 1,252,353 truck 
miles a year and would increase to 11,656,223 truck miles the 
annual mileage conservation in the transportation of milk from 
farms to plants brought about by the Wisconsin dairy industry. 
These plans, said he, also would save 750,000 man-hours an- 
nually. They affect 91,111 producers, 1,324 processors, and the 
motor carriers serving them. 

The Office of Price Administration has announced a plan 
of double-checking truck tire inspections to see that every tire 
in service gives its last possible mile of wear to essential com- 
mercial transportation before being replaced by a new tire 
drawn from dwindling stocks. The Rubber Director, the 
O. D. T., and the tire industry are assisting the O. P. A. in 
setting up the plan. Central truck tire inspection stations are 
to be designated throughout the country in areas where truck 
registrations are heavy. The plan is based on a similar plan 
that has been in operation in Minneapolis and St. Paul for 
some time. It provides for the charging of fees from 25 cents 
to a dollar, according to tire size and service involved, for 
the inspection service, including changing of tires where neces- 
sary. Nationally, said the O. P. A., stocks of truck tires 
amounted to less than a minimum two-month working inven- 
tory. 

The O. D. T. reported that sharing taxicabs had the stamp 
of public approval as a wartime conservation measure. It 
said a recent survey in 45 cities indicated that as a result of 
taxicab group riding nearly 250,000,000 additional riders were 
carried in 1943, with a substantial reduction in taxicab mileage. 

Additional common carrier joint action plans approved in 
supplemental orders to Revised O. D. T. 3 are indicated in 
the following: 121, household goods motor carriers, Newburgh, 
N. Y.; 129, coordinated operations between Dallas, Tex., and 
Oklahoma City, Okla.; 130, coordinated operations between 
Chicago, Ill., and Elkhart, Ind.; and 131, coordinated opera- 
tions between Cincinnati, O., and points in Kentucky. 

The O. D. T. also has announced approval of coordinated 
operations in the Tacoma, Wash., area in O. D. T. 6A, supple- 
mentary order 12, and coordinated operations in Joplin, Mo., 
area in O. D. T. 6A, supplementary order 13. 


PETROLEUM TANK CARS 


The Petroleum Administration for War having certified 
to the Office of Defense Transportation that the west Texas 
“sour” crude oil field constituted the only large supply of oil 
in this country which had not been utilized in the movement 
to the east coast, the O. D. T. has assigned “some 3,000” tank 
cars for movement of the “sour” crude to eastern refineries. 

The O. D. T. said, also, it had been informed that, in the 
light of the recently ruling of the secretary of commerce that 
those oil companies whose taxable income did not place them 
in the excess profits bracket might be reimbursed by the gov- 
ernment for the added transportation of the west Texas crude 
when it was shipped by tank car to district 2 refiners, a move- 
ment of 40,000 barrels a day from Midland, Tex., to about 
20 midwestern refiners was now under discussion by interested 
government agencies. If the movement materialized, O. D. T. 
said, it was estimated that ‘some 2,000” tank cars would have 
to be added to the 3,000 cars as aforementioned. 

The construction of railroad loading racks at Midland, and 
the building of two new pipelines from the west Texas field, said 
O. D. T., made this supply available. The so-called “sour” 
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crude of west Texas contained a high percentage of sulphur 
and must be moved to certain refineries equipped to handle the 
sulphurous crudes, said O. D. T., and that this necessitated 
long rail hauls as most of such refiners were located in district 
No. 1, the east coast areas. 

Present plans called for the movement of about 39,000 
barrels daily from Midland, the point on the Texas & Pacific 
to which the oil was brought by pipe line, to various east coast 
refiners, it said. On the basis of an 18-day turn-around time 
for the cars, O. D. T. officials estimated that about 180 tank 
cars a day would be needed to carry the oil, or approximately 
3,000 cars to preserve the continuity of the movement, adding 
that the cars would be operated in a pool in order to insure 
their most efficient utilization. 


Petroleum Transportation 


The Petroleum Industry War Council has protested against 
the plan announced by Secretary of Commerce Jones for reim- 
bursement of oil refiners not in the “excess profits bracket” 
for the difference between railroad freight and pipeline tariffs 
on West Texas crude oil moved by tank car to District Two 
oy on and after December 4 (see Traffic World, Dec. 11, 
p. : 

The council pointed out that District Two embraced a mid- 
dle western area where a serious shortage of petroleum and its 
products prevailed, and asserted that limiting the reimburse- 
ment of excess transportation charges to refiners not in excess 
profits brackets, would result in discriminatory treatment of 
competing members of an industry and be ineffective in meet- 
ing the emergency situation. 

Petroleum Administrator for War Ickes was asked by the 
industry committee to “exercise energetic efforts to obtain a 
more equitable and effective compensation plan.” 

Chairman William R. Boyd, Jr., of the council, voicing the 
objections to the plan, said: 


This discrinmiation to companies will fail to accomplish the de- 
sired results of getting large volumes of crude transports since no 
company will be able to tell until the end of each year, if then, whether 
it will be in the excess profits brackets. 

The proposal of the Defense Supplies Corporation is unworkable 
and impracticable. Many oil companies, large and small, are engaged 
in supplying war products and cannot in some cases determine their 
status in relation to excess profits until long after the need for move- 
ment of petroleum products has passed. 

The need for added compensation has been fully demonstrated, and 
if put into practice, will stimulate the movement of petroleum and its 
products. No limitations or restrictions which result in discrimination 
should be permitted. 


Chairman Boyd said that the middle west area of the 
United States with its heavy war production program was con- 
fronted with a shortage of about 200,000 barrels a day of crude 
oil to meet military and rationed civilian demands for petro- 
leum products. He explained this shortage was largely a result 
of diversion of crude from other areas to meet war demands. 
He said that the only practical method of making up any sub- 
stantial part of the middle west deficiency promptly was to 
move crude oil from supplies now centered in the Gulf Coast 
area, particularly from West Texas, by tank car until adequate 
pipe line facilities can be completed. 

“But accomplishment of this requires equitable compensa- 
tion for the excess cost of bringing in the crude to the middle 
west by tank car,” said he. 


Petroleum shipments in rail tank cars to the east coast 
area the week ended December 11 averaged 729,780 barrels a 
day, as against 694,602 barrels a day the preceding week, 
~—e to reports made to the Petroleum Administration 
or War. 


Deputy Petroleum Administrator Davies, in a statement 
relating to the production of 100-octane gasoline, said that 
65 per cent of the total tonnage of overseas shipping for the 
prosecution of the war consisted of petroleum products, much 
of it 100-octane gasoline. 

Petroleum Administrator Ickes, December 16, announced 
allocation of automotive gasoline supplies as certified to the 
Office of Price Administration for the first quarter of 1944. 

After farm and other non-highway requirements are met 
the motor fuel available for trucks, busses and passenger cars 
will be, according to the announcement: District 1. 341,000 
barrels a day; District 2, 374,000 barrels a day: District 3, 
123.000 barrels a day; District 4, 28,000 barrels a day, and Dis- 
trict 5, 118,000 barrels a day. 

“Since these amounts represent the total O. D. T. claims 
made for these districts,” said P. A. W., “the equalization of 
basic allowances for all motorists in all sections will be met 
because O. D. T.’s claims are based upon an equalization for- 
mula, under which due consideration is given to differences in 















TRAFFIC WoR Bomber 1 


local conditions, such as availability of mass transport, € 
facilities, distances to be traveled, etc.” —_ sev tg 

For District 1 the allocation represents a cut of 7 seenbers of 
rels a day in the total for all purposes, compared with that Mm caring f¢ 
the last quarter of 1943. P. A. W. said O. D. T. haq "Bo, Travelers 
comparable reduction in its claim for that region, bagu; embracing 2 
usual curtailment of car use in the peak winter months. — gv"! oe 


workers. 


Wartime Passenger Travel “The ¢ 
ed in th 


____The Office of War Information has issued a review of wy.§* 1 
time passenger travel, based on information obtained from thy of Perhert 
War Department, Association of American Railroads, Nation me! 
Travelers Aid Society, United Service Organizations, Office y ihe oe u! 
Defense Transportation, Air Transport Association, Nati build, qt 
Association of Motor Bus Operators, Interstate Commerce Com. illiam 
mission, and Civil Aeronautics Board. counts, 

Military and civilian travel on trains, busses, and Planes 
reached record heights in 1943 and was expected to increase 
in 1944, said the O. W. I., adding in part: 


(1) Solid-troop rail transport (trains carrying only troops) with 
continental United States increased about 50 per cent in 1943 Over 194) 

(2) About 85,000,000,000 passenger miles were rolled up by yg 
railroads in 1943, as compared to 54,000,000,000 passenger miles in 194 : 
and 29,000,000,000 passenger miles in 1941. This figure includes both Offici; 
solid-troop transport and individual military and civilian travel, J were a li 
B. Eastman, director of the Office of Defense Transportation, predic, Bequipmen 
that 1944 will see a still further increase in total military and civilin #having UI 
passenger mileage of about 15 per cent over 1943. the out-o 

(3) Inter-city motor passenger carriers (busses) totaled approx. 0. D. T 
mately 31,000,000,000 passenger miles in 1943, as compared with 230.8... al. 
000,000 passenger miles in 1942. The 1943 increase over 1942 js est. approval, 
mated at 44.1 per cent of passengers carried and 33.5 per cent of a truck q 
senger miles and revenue. The 31,000,000,000 passenger miles rolled w for servic 
in 1943 included inductees transported to induction centers, members §e made 
of the military traveling under individual orders and on furlough, ani The 
civilian travelers. the qual: 


(4) The Air Transport Association of America estimates that i, while th 
1943 1,560,000,000 passenger miles will be flown by domestic airline, Bstill larg 
This figure compares with 1,481,976,329 passenger miles for 1942 and dealers. 
with 1,496,734,631 for 1941. On the outbreak of war, the government 
requisitioned nearly 50 per cent of the commercial airlines’ 350 planes, 
and instituted what is the only priority system obtaining on any fom 
of U. S. transportation. Military personnel and civilians on war mis 
sions have first choice of reservations. Whatever space remains, within 
the safety range of weight of vehicle, freight, passengers, and fuel, js 
available to travelers on ordinary business. 


(5) Despite steadily increasing civilian, business, and _ individu than Six 
military passenger travel, practically no new passenger-carrying equip the Pub! 
ment is being manufactured, and equipment in use is rapidly wearing § reportec 
out. In addition, the manpower shortage continues, and terminal ani ® lation o: 
servicing facilities are limited. Railroads are handling today’s vastly Fed 
increased traffic with actually one-fourth fewer cars, one-third fewer in the a 
locomotives and nearly one-third fewer employes than they had in th tories te 
last war. The 


The burden on travel facilities will be greater during the comin United 
Christmas-New Year’s holiday season because of heavy furlough ani lic Ri | 
week-end pass passenger traffic for service men and women. However, c pai 
the Office of Defense Transportation has been assured by the armei ™ Motor-\ 
services that they will limit the number of furloughs granted at al of Colu 
camps and stations to not more than ten per cent of the personnel at § furnish 

busses 


any camp or station. 
Non-Essential Travel Th 


The Office of Defense Transportation estimates that in 1943 one out has bee 
of every five trips by rail travel was unnecessary, and for bus trav § %t inc 
one out of every three trips was unnecessary. these h 

Director Eastman said: ‘‘It is easy to see where the principal prob- Reg 
lem lies. If, instead of crowding into trains and busses, these not Ten 
essential travelers had stayed home, most persons who must travé years 1 
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would have seats. The problem is just as simple as that.’’ The 
In view of the heavy and still increasing passenger load, travel B the tw: 
rationing, according to the Office of Defense Transportation, is still not popular 


an impossibility. But both O. D. T. officials and railroad and bus exett- Pra 
tives are agreed that it is not likely, and should be employed only 854 & ang q | 
last resort. or buta 

Dr. Morris Fishbein, editor of the Journal of the American Medical Th: 
Association, told O. W. I.: ‘It is a well established fact in medicine & service 
that overcrowding such as now occurs on trains, busses, planes, and cent of 
other forms of transportation is conducive to the spread of infectiouw Bu 


diseases of all types and particularly to the spread of epidemic respitt depend 
tory diseases like coughs, colds, and pneumonias such as prevail arouni busses 
the Christmas holiday season.’’ The se 
Servicemen’s Families peg 

A serious and delicate problem is the one of traveling ‘‘GI’’ wives, Tv 
children and babies. Brides want to spend some time with their hus ® unifor 
bands before their departure overseas or transfer to another station W 


young mothers want to give soldier fathers a few days’ acquaintance & 138 11: 


ship with their offspring, or want to settle down near their husbands eight 
in camp. Fathers and mothers want to visit their sons in service. § are in 
travelers are not likely to believe any tales of travel hardships which & bus r 


their kinsmen in the service tell them; and they often undergo It R 
credible difficulties for a farewell glimpse of a man in uniform. four ; 
During the first nine months of 1943, Travelers Aid field officé % state; 
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ed more than 18,000,000 travelers—twice as many as in the entire 
a of 1942. Eighty-one per cent of these, or about 14,500,000 were 
il of the armed services. 
Caring for the 18,000,000 were 95 Travelers Aid societies, 152 U. S. 
0, Travelers Aid services, and 126 U. S. O. troops-in-transit lounges, 
embracing 955 cities in 43 states. Some 720 full-time and 100 part-time 
workers served at this staggering job, aided by 18,000 volunteer 
workers. 


Passenger Carriers in the War 


“The carriers have more than justified the confidence re- 
ed in them by army men,” said Maj. Gen. C. P. Gross, Chief 
of Army Transportation Corps. 

“There could be no Navy without transportation to move 
the tremendous quantities of men and materials required to 


William B. Young, Chief of the Bureau of Supplies and Ac- 
counts, U. S. Navy. 








Oo. D. T. MOTOR CARRIER COMMITTEE 


The for-hire motor carrier advisory committee of the Office 
of Defense Transportation has made an informal report to 
Director Eastman of the results of its survey of the industry’s 
problems, and will make a formal report to H. C. Arnott, di- 
rector of O. D. T.’s motor transport division, later. 

Officials of the O. D. T. said the members of the committee 
were a little more optimistic about the outlook for tires and 
equipment, and that they were in agreement with the idea of 
having unit replacements made in trucks in order to reduce 
the out-of-service time. Under this plan which, it was said, 
0, D. T. was offering to the War Production Board for its 
approval, a new motor or other assembly would be installed in 
atruck needing repairs, thus releasing the truck more quickly 
for service, while the repairs to the motor or other unit would 
be made in the shop. 

The committee, it was said, had expressed concern over 
the quality of replacement parts and had pointed out that, 
while there had been improvement in the parts, there were 
= large stocks of the less desirable parts on the shelves of 
dealers. 


Bus Survey Results 


About two-thirds of 128,483 busses accounted for in a 
nation-wide, War Department-sponsored inventory were less 
than six years old and had been driven less than 80,000 miles, 
the Public Roads Administration of the Federal Works Agency 
reported December 15, following near-completion of the tabu- 
lation of findings. 

Federally owned busses, which total 932, are not included 
in the above figures and bring the grand total of busses inven- 
tories to 129,415. 

The inventory gives a statistical picture of busses in the 
United States in the last normal year before the war, the Pub- 
lie Roads Administration points out. It was completed by the 
motor-vehicle administrators in the 48 states and the District 
of Columbia as of December 31, 1941, with owners voluntarily 
furnishing detailed facts on approximately 97 per cent of all 
busses in the country. 

The following summary of information from the inventory 
has been prepared by the Public Roads Administration. It does 
not include any of the findings on federally owned busses as 
these have not yet been summarized. 


Registered busses included year modles as old as 1910. 

Ten to twelve per cent of all busses were made in each of the 
years 1936-41. 

The 10 most popular makes account for 94 per cent of all busses; 
the two most popular makes, 40 per cent; and the next two most 
popular, 27 per cent. 

Practically all busses use gasoline. Two per cent are diesel fueled, 
and a total of less than one-half of one per cent are gasoline-electric 
or butane operated. 

Thirty-eight per cent of all school, and 95 per cent of all local 
service and intercity busses are garaged in urban areas. About 93 per 
cent of all busses in rural areas are school busses. 

Busses are used with varying intensity from one season to another, 
depending on the type of service. As would be expected, most school 
busses were reported least used during the three summer months. 
The same report was made for about 15 per cent of all local busses. 
Reports for intercity busses, on the other hand, gave the months of 
least use as February, March and April. 

Twenty-five per cent of all busses were reported as being used 
uniformly throughout the year. 

While all busses number 128,483, total registrations numbered 
138,113. Of the latter, 16,105 are for 6,475 busses registered in two to 
eight states. Of these busses registered in more than one state, 4,707 
Pi in intercity service. The average number of registrations for each 
us registered in more than one state is 2.5. 

‘“ Registrations in two states total 4,424 busses, three states 1,302, 
pe 571, five states 88, six states 38, seven states 17, and eight 
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Percentage of busses registered in more than one state range from 
59 per cent in the District of Columbia, 54 per cent in Nevada, and 45 
per cent in Rhode Island to 4 per cent in Texas, 5 per cent in New 
Jersey, and 6 per cent in Minnesota. 

School busses were most nuemorus among vehicles classified as 
busses—those designed to carry nine or more passengers. The total of 
74,547 accounts for 58 per cent of all busses. 

States with the largest number of school busses are: Ohio 6,500, 
Indiana 5,600, Texas 5,400, and North Carolina 5,300. States with the 
fewest are: District of Columbia 4, Nevada 65, Vermont 86, and North 
Dakota 90. : 

Thirty-eight per cent of all busses are in local and intercity 
service. 

States with the largest number of local and intercity busses are: 
New York 6,628, New Jersey 4,243, Pennsylvania 3,402, Michigan 3,029, 
and California 2,995. Those with less than 100 are Nevada, North 
Dakota, Idaho, Wyoming, Vermont and Delaware. 

Thirty per cent of all busses are publicly owned, including 26 per 
cent by local units of government such as school districts and 2.5 per 
cent by such cities as Detroit, Brooklyn and Seattle, which operate 
transportation facilities. Vehicles of the school districts account for 
89 per cent of all publicly owned busses. 

Of the 90,257 privately owned busses, 57,011 are in fleets. 

States with the largest number of privately owned busses are: 
New York 7,122 in fleets and 650 others, Ohio 4,086 in fleets and 2,802 
others, Indiana 1,456 in fleets and 4,933 others, Pennsylvania 4,473 in 
fleets and 1,823 others, and New Jersey 4,796 in fleets and 600 others. 
The District of Columbia has 1,141 in fleets and only 8 others. 

States with the smallest number of private busses are: Nevada 45 
in fleets and 7 others, North Dakota 65 in fleets and 53 others, Ver- 
mont 109 in fleets and 70 others, South Dakota 98 in fleets and 83 
others, and Wyoming 89 in fleets and 118 others. 

States with the largest number of public busses are: North Caro- 
lina 5,249, Texas 5,064, Michigan 3,521, Ohio 2,422, and New York 
2,416; and those with the smallest number are: Vermont 2, New 
Hampshire 3, Delaware 5, New Mexico 5, and Maryland 13. 

Busses having seating capacities of 30 or more comprise 82 per 
cent of school busses and 50 per cent of local and intercity busses. 
Local busses carrying 55 persons or more totaled 758. These are 
double-deck busses, most of which are used in New York City. They 
have seating capacities of 60 to 75 persons. The average seating 
capacity of all busses is about 37. 

Thirty-six per cent. of all school busses carry 35 to 45 students. 
States with the largest number of school busses with a reported 
capacity of 55 or more are: Ohio 915, Virginia 717, Texas 692, Pennsyl- 
vania 533, and Georgia 531. Only 44 school busses in the country have 
a capacity as low as 9. 

Nearly half of all busses registered in 1941 had been driven over 
50,000 miles—nearly a fourth over 150,000. Nearly another fourth had 
been driven less than 20,000 miles, 

All busses are operated on the average 19,600 miles a year. Busses 
in private fleets roll up 33,000 miles annually, and account for 77 per 
cent of all bus mileage. Private busses not in fleets average only 
8,700 miles in 12 months, or 12 per cent of total bus mileage. Public 
busses travel 8,100 miles a year. 

About one-half per cent of all busses are driven over 150,000 miles 
a year. School busses average 8,000 miles a year. 

In the largest cities busses are only one of several highly developed 
forms of mass transportation. Their average annual mileage in cities 
of 1,000,000 and over is 30,500, and in cities of 500,000 to 1,000,000— 
34,600 miles. 

In somewhat smaller cities busses provide the principal form of 
mass transportation. Their mileage is therefore higher, averaging 
35,700 in cities of 250,000 to 500,000 and 36,200 in cities of 100,000 to 
250,000. 

In cities under 100,000, private automobiles supply proportionately 
more transportation than they do in the larger cities. The average 
annual mileage of busses in this group of cities declines with the size 
of the city, as follows: Cities of 50,000 to 100,000, 34,900 miles; cities 
of 25,000 to 50,000, 30,100; 10,000 to 25,000, 22,400; 5,000 to 10,000, 14,500; 
and 2,500 to 5,000, 11,600. 

Cities with 100 or more busses total 118. Average number in each 
of these cities is 319. 

Cities with 50 to 100 busses total 141. The average is 69. 


REVENUE TRAFFIC STATISTICS 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, totaled 
62,545,917 in September, 1943, as compared with 58,156,035 in 
September, 1942, and 541,346,587 in the nine months ended with 
September, 1943, as against 463,894,789 in the like 1942 period, 
according to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics of revenue traffic statistics 
of those roads, statement M-220. 

Revenue tons carried in September, 1943, amounted to 
268,980,549, as against 261,541,183 in September last year, and 
2,267,963,832 in the nine months ended with September, 1943, 
as against the corresponding 1942 figure of 2,049,796,417. 
Freight revenue totaled $576,344,580 in September, 1943, as 
compared with $547,025,982 in September, 1943, and $5,052,- 
207,790 in the nine months ended with September, 1943, as 
against $4,292,564,542 for the corresponding 1942 period. 

Revenue passengers carried total 74,494,242 and passenger 
revenues amounted to $146,676,686 in September, 1943, as 
against 61,553,015 revenue passengers and revenues of $104,909,- 
738 in September, 1942. For the nine months ended with Sep- 
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tember, 1943, revenue passengers carried totaled 663,080,235, 
and passenger revenues amounted to $1,214,564,442, as against 
478,439,337 revenue passengers and $692,765,468 in revenues for 
the same 1942 period. 

Freight traffic averages for September, 1943, compared with 
September, 1942, respectively, were reported as follows: 

Miles a revenue ton a road, 234.4 and 214.5; revenue a ton- 
mile, 0.945 cents and 0.961 cents; revenue a ton a road, $2.22 
and $2.06. 

For the nine months ended with September, 1943, compared 
with the like 1942 period, freight traffic averages were, respec- 
tively: 

Miles a revenue ton a road, 237.4 and 220.9; revenue a ton- 
mile, 0.951 cents and 0.942 cents; and revenue a ton a road, 
$2.26 and $2.08. 





Analysis of Rail Dividends 


Though railroad stockholders were optimistic about the 
outlook for dividends, there was not much evidence to indicate 
that the presently improved earning position of the railroads 
would continue after the war, the Commission’s Bureau of 
Transport Economics and Statistics declared in a 103-page state- 
ment constituting an analysis of steam railway dividends for the 
_— 1890 to 1941, inclusive, and identified as statement No. 

The study was prepared by W. H. S. Stevens and E. S. 
Hobbs. The bureau said it was issued as information and 
had not been considered or adopted by the Commission. 

“The recent large increases in rail revenues, following the 
lean earnings of the 1930’s,” said the bureau in introductory 
paragraphs of the study, “have tended to render the railroad 
stockholder somewhat more optimistic with regard to the divi- 
dend outlook than he has been for many years. But the great 
improvement in earnings is attributable chiefly to the defense 
and war programs. Nor is there very much evidence to indi- 
cate that the railway business will not return to lower levels 
than the present with the passing of the volume of both freight 
and passenger traffic attributable wholly or in part to the war. 
These conditions appear to render pertinent some examination 
of railroad dividend payments over a period of years and this 
study is intended to present such a discussion.” 

First, the bureau compared net railway dividends (inter- 
company dividends eliminated) and industrial production by 
years from 1919 to 1941, inclusive. It said the dominant feature 
of this comparison was the fact that prior to 1932 the indexes 
of the dividends were greater than those of production, but that 
since 1931 the relative positions had been reversed, and the 
production indexes had not only been greater, but also progres- 
sively greater. The implication appeared to be, said the bureau, 
that the earning power of the railroads, as measured by divi- 
dends, had been declining since 1931 in relation to industrial 
production. In a tabulation, the bureau compared the indexes 
of industrial production derived from the Federal Reserve Board 
Series with the index of net railway dividends in each of the 
years from 1919 to 1941, showing the relationship of the yearly 
indexes to the average for those years, the average representing 
100. The industrial production indexes, the bureau noted, were 
arrived at by conversion of the 1935-1939 average of 100 to the 
1919-1941 basis. The tabulation showed that the industrial 
production and the net railway dividends, by years, bore per- 
centage relationships to the base period averages as follows: 

Year 





Production Dividends 
I haere oc aa ect haty sie: oius orcas 79 95 
NN gee gh Slat Wi, soy redhay a iene ei ako 6rd 64 137 
Se oe 91 114 
| eee 105 170 
hc en tea Dig ce ab cies ee can 100 184 
ER a re eee eee ne 76 44 
Ra Atlas. baa Sa tdiavearsias skeib okie 125 69 
Re cece re rane ee see 119 53 
a pee SON ee Pe Pea ey ee 172 74 


In a discussion of the relative trends of rail dividends, all 
dividends, and national income, the bureau said: 


In general the trends of all three series are quite similar but cer- 
tain differences may be noted. The first of these is that up to 1917 the 
railway dividend index was very much above and after 1931 very much 
below the other two indices. Starting from only a slightly higher level 
than the other two indices in 1899, the rail dividend index rose .much 
more rapidly than either of the other two until 1915 and in fact was 
not overtaken by either of the other two until 1917. From 1930 to 1932 
the rail dividend index fell much more precipitously than either of the 
others and failed through 1941 to recover as much as the other two. 
In the intermediate period between 1917 and 1930 with the exception of 
1921 and 1927 the rail dividend index was lower than the index either 


of all dividends or of national income and in five years lower than 
either. 


With respect to an analysis of ‘net income retained in the 
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business” by railroads, the bureau said that in 34% years y 
the end of 1941 the roads reported a total net income in Prd 
of 15 billion dollars. Initially they distributed through 
and asset dividends charged to income a little 


















































































































: Over $7,000. ma 
000,000, thus transferring about $8,000,000,000, or more ‘th. 
half of the net, to surplus, it said. However, it added, th 
roads paid out of those initial transfers an aggregate of nea 
$5,000,000,000 in cash and assets dividends charged to surplus 
“Out of the more than $15 billion of net for the Periog 
therefore,” it continued, “the total retentions aggregatey ;| @ Th 
little over $3.28 billion or about 21.7 per cent. The average to! 
annual retention for the entire period 1908-1941 was then aboyt ments in 
$95.2 million. number 
“It must be recognized that this relatively poor showin, is empowel 
due to the high proportion of depression years included in the sociation 
period for which these data are available. . . . In nine of the portatior 
ten years from 1930 through 1939 the total cash and assets in Natio 
dividends declared exceeded the net income for those years study ar 
+s F : | ownersh 
The total excess of these dividend declarations was more than . h 
$1.3 billion over the net income earned for these nine years for : 7 . 
or an average of over 148 million dollars per annum, Hag . 
there been no dividend withdrawals in excess of the net income 1, De 
earned in any year, therefore, the net total retentions for the § tion prot 
entire period 1908-1941 would have been about $4.6 insteag | the Unit 
of about $3.3 billion, an increase of over 40 per cent... .” 2, 0 
The study included a tabulation showing, by specifieg policy 
periods of years, the total capital stock of railroads, the stock The 
held by “nonrail” owners (the public), the percentage relation. tions an 
ship of the latter to the former, and the rates of dividends paid portatic 
in those periods. ship, it 
The stock held by the public and its percentage relationship form of 
to the total for each of various periods included the following, If 
according to the tabulation: 1898-1902, $4,260,647,000 or 7455 policy 1 
per cent; 1910-1912, $5,743,336,000 or 68.36 per cent; 1926-1930, ] is best 
$7,105,233,000 or 72.52 per cent; 1931-1935, $7,165,895,000 or # the fre’ 
71.15 per cent; 1936-1940, $7,126,074,000 or 70.73 per cent, and | so fort 
1941, $7,078,276,000 or 72.14 per cent. to earn 
Rates of dividend in those periods on (a) all stock, and } the ass 
(b) stock held by the public, according to the table, were: 18%. | mote e 
1902, (a) 2.41 per cent and (b) 2.75 per cent; 1910-1912, (a) | costs; | 
5.02 per cent and (b) 5.13 per cent; 1926-1930, (a) 5.54 per cent | sible e: 
and (b) 6.08 per cent; 1931-1935, (a) 2.23 per cent and (b) 2.4 | develo) 
per cent; 1936-1940, (a) 1.97 per cent and (b) 2.22 per cent; | compe’ 
1941, (a) 2.44 per cent and (b) 2.82 per cent. TI 
Among other subjects covered in the analytical statement | tive.” 
were: Average gross capitalization and earning power; stock § challer 
dividends declared by individual Class I roads; estimates of } about 
unrecorded depreciation and the effect on net income after § proble 
deducting all cash and asset dividends; regular and extra or § for al! 
unusual dividends declared; comparative dividends on dividend } structi 
paying preferred stock and common stock; maximum percentage T 
decreases in stock and dividends for specified subclasses of } under: 
dividend paying preferred and common stock. ae 
cubidiheiiieaitnanddemeniininsias mem 
NORTH-SOUTH SUPERHIGHWAY PLAN — 
A system of “superhighways” over which heavy tanks and | which 
other machines of war could move without damage to the C 
road, with two main routes connecting the Alaskan Highway, | mend 
on the north, with the Pan-American Highway on the south, | perm 
was recommended by Representative Hare, of South Carolina, } social 
in an address in the House in support of H. R. 56, a bill he had } conti 
introduced to provide for construction of such a highway system. } condi 
Contemplated under provisions of the bill, he explained, was | inevi 
the construction of a military highway from the Canadian line qi 
near Minot, N. D., southward to points near St. Paul, Chicago, | follo 
Cincinnati, Knoxville, Birmingham and thence to the Mexican 1 
border near El Paso, Tex, “thence northward through New } tia) ¢ 
Mexico, Arizona, Nevada, Utah, Idaho and Montana to the § eithe: 
Canadian line near Glacier Park.” ment 
“The idea is,” he said, “to extend the Alaskan Highway } for t 
from near Minot, N. D., to connect with the Pan-Americat % 
Highway at or near El Paso, Tex., and from there northwari | (2° 
to the Canadian border with the hope that the Canadian gover § |,,,, 
ment will extend the highway from there to Edmonton, Canada, : 
to connect with the Alaskan Highway. tatio 
“In addition to the main road there will be at least three J not | 
auxiliary highways, possibly more on the east; one running § Petit 
from near Cincinnati, O., to Columbus, Cleveland, Buffalo, 
Albany and Boston; another from near Knoxville, Tenn., t iia 
Charleston, S. C., and a third from near Birmingham, Ala., t0 
Pensacola, Fla. On the west there would be three such high 
ways, one running from Los Angeles, another from San Frat § mon 
cisco, and a third from Seattle, all connecting with the mail § tion 
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highway.” 

He said his proposal had not been submitted to the army 
engineers and that whatever route was decided on would 
by and with the advice and consent of the army engineers. 
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T. A. of A. Policy 


Booklet Issued by Transportation Association Sum- 
marizes Researches and Considerations Lead- 
to Its Recommendation for Integrated 
Transportation Systems 


The Transportation Association of America began distribu- 
® tion this week of a booklet summarizing facts and argu- 
ments in support of its policy for the formation of a limited 
number of integrated competitive transportation systems, each 
empowered to use all types of transportation facilities. The as- 
sociation says the booklet, entitled “Statement of the Trans- 
portation Problem in the United States and Suggested Changes 
in National Policy,” is the result of more than eight years of 
study and research by the association. Preservation of private 
ownership in the field of transportation, it says, 1s the reason 
for the existence of the association. Its activities, it adds, are 
twofold: 


1, Development of a better public understanding of the transporta- 
tion problem and the importance of this industry to. all the people of 
the United States. 

2. Determination and adoption of a sound national transportation 
policy. 


The association has a membership composed of corpora- 
tions and individuals in agriculture, industry, finance, and trans- 
portation. Shippers make up over two-thirds of its member- 
ship, it says. It is “not concerned with the advancement of any 
form of transport against another.” 

If private ownership is to be preserved, it says, “future 
policy must be determined solely from the viewpoints of what 
is best for the interests of shippers and consumers who pay 
the freight, and how the credit position of the industry can be 
so fortified as to offer an opportunity for the private investor 
to earn a fair return.” Those are the objectives to reach which 
the association has adopted a long-term policy that will “pro- 
mote economies in operation resulting in lower transportation 
costs; support the security of investment by the broadest pos- 
sible earning base; offer every inducement for the technological 
development of all types of facilities; encourage constructive 
competition, and assure equality of regulation.” 

The association describes its recommendation as “tenta- 
tive.’ It is submitted at this time “to stimulate debate; to 
challenge the cooperation of business leadership in bringing 
about an appreciation of the magnitude and importance of the 
problem and its implications to the future of private enterprise 
for all elements of the country’s economy, and to evoke con- 
structive action from Congress.” 

The introduction to the booklet says that “it should be 
understood that this summary does not attempt to reflect the 
opinions and attitudes of all groups within the association’s 
membership.” Many may “agree with the factual presentation 
of the problem and the broad principles set forth for its solu- 
tion and yet not be wholly in accord with every conclusion 
which is reached or every step which is advocated,” it says. 

One of the reasons for disseminating its findings and recom- 
mendations at present, it says, is because “it will not do to 
permit the problem to become entangled in the economic and 
social readjustments of the post-war period.” If that is done, it 
continues, “hasty or ill-considered action might well lead to 
oor so intolerable as to make government ownership 
Inevitable.” 


a The booklet summarizes the association’s: conclusions as 
ollows: 


1. Common carrier transportation is a public service and its essen- 
tial facilities cannot be discontinued at will. They must be maintained 
either under private ownership with public regulation, or under govern- 
ment ownership. When private ownership continues to be unprofitable 
for too long a period, government ownership is inevitable. 

2. The benefits flowing from the government’s development of the 
waterways, highways and airways should be made available on impar- 
tial terms to the entire common carrier industry as well as to private 
transportation. 

3. Fair and equitable regulation of the common carrier transpor- 
tation industry, as it is now physically and financially constituted, is 
not possible under the present policy of enforcing the principle of com- 
petition between modes of transport. 


The association’s recommendation for a permanent national 
transportation policy is based on those conclusions. 


To the end that private ownership may be preserved in the com- 
mon carrier transportation industry of the United States, the associa- 
tion recommends a revision of national policy which will encourage and 
sanction the organization, over a reasonable period of time, of a limited 
humber of competitive transportation systems, each authorized to de- 
velop and furnish all types of facilities and services (or combinations 
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thereof) which are most adaptable for the efficient, economical and 
orderly transportation of persons and property. 


The Problem 


“With isolated exceptions, there is in peacetime a vast over- 
supply of basic facilities for the transportation of persons and 
property in the United States,” says the statement. “For this 
country as a whole, this is true even in time of war. At no 
period during the peak of emergency traffic of the past few 
years have we approached maximum use of all railroad road- 
beds, water, highway and air routes. Even assuming an opti- 
mistic forecast for the post-war economy, the association can- 
not visualize sufficient peacetime traffic volume to enable the 
hundreds of competitive, privately owned companies now en- 
gaged as common carriers to operate on a profitable basis.” 

Much of the domestic traffic is water-borne, and there will 
be a tremendous post-war surplus of vessels, it points out; 
common carrier highway transportation will “show a substan- 
tial recovery;” the extent of the development of air transporta- 
tion will depend on “how much the American public is willing 
or able to pay for speed, and the extent to which it deems it 
prudent to subsize air operations.” As for the railroads, it says, 
they will emerge from the war “with an improved balance sheet 
position but with their physical plant badly worn.” The govern- 
ment is at present “siphoning off, through taxation, that portion 
of their present earnings which should be set aside for neces- 
sary and deferred reconstruction of plant and equipment after 
the war,” it says, adding that “their anticipated earning posi- 
tion in the post-war era is uncertain.” 

In the fact of these conditions, it says, the public will 
have to make a choice among several alternatives, including a 
continuation of the present policy of compelling competition 
among modes of. transportation, which may lead to bankruptcy 
of so many units of the industry as to result in government 
ownership of all of them; of enacting legislation for government 
purchase of all common carriers at fair value, which would 
eliminate all competition except that between common and 
private carriers; of consolidation of all modes of transportation 
into regional systems on the principle of regulated monopoly, 
thus eliminating common carrier competition within regions; 
or of providing for a limited number of competitive transporta- 
tion companies under private ownership, each to foster and 
render all types of services under proper regulation. 

The association advocates the last policy. In order to 
effectuate it, the association advocates the removal of legal 
barriers; delegation to the Commission of powers necessary to 
bring about such integration and to recommend necessary 
legislation; permission to common carriers to plan and carry 
out their own ideas for competitive integrated transportation 
systems, “through common ownership, by contractual arrange- 
ments or by other effective means,” subject to the approval of 
the Interstate Commerce Commission; according to the inte- 
grated transportation system the right to use waterways, high- 
ways and airways “on the same terms and conditions extended 
to other common and private carriers’; and the centralization 
of all federal transportation regulation in the Commission, 
which would mean the abolition of the jurisdiction of the Civil 
Aeronautics Board over domestic air commerce. 

It will not be necessary at the outset to determine the 
specific number of competitive integrated systems, says the 
association. That should be a long-term policy to be worked 
out gradually with the preservation of competition and equality 
of opportunity in view. It would be unwise for the government 
to pre-determine and require the adoption of a specific plan, 
it adds, nor should the object be to include all common carriers 
in the integrated systems. 

“No hard and fast rule should be adopted at the outset,” it 
says. “Rather, national policy should authorize and encourage 
the orderly and natural development of such competitive sys- 
tems as its ultimate objective. Investigation may well reveal 
that some can best serve the public interest as now constituted. 
However, their sources of private capital should not be re- 
stricted. Common ownership with other forms of transport 
should be encouraged, or every possible inducement be afforded 
to them to effectuate joint arrangements with other forms of 
transportation which would result in improved services. 
strengthen credit structures of the carriers involved, avoid 
wastes and decrease costs. In this respect, present regulation 

is restrictive rather than promotive.” 
Labor and Integration 

Formation of a limited number of integrated competitive 
transportation systems, the statement says, will not only benefit 
investors, shippers and consumers, but will also benefit labor. 
Labor in transportation, it says, is entitled to ‘the highest 
standards of compensation and the best working conditions 
which it is practicable for the system of private enterprise to 
provide.” Continuing on that subject, it says: 


Transportation is a public service which cannot be discontinyed at 
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will. It is not comparable to the average enterprise, for the essential 
instrumentalities of transportation cannot go out of business; they must 
be operated either by private ownership under regulation, or by the 
government. And, labor is affected by the same play of economic 
forces and by the same frailties in national policies as are investors, 
shippers and consumers. 

By taking time and adopting orderly processes for bringing about 
competitive transportation companies, there would be little disturbance 
to the long-established organizations of labor and management. Wher- 
ever plans for consolidations and*common ownership are consummated, 
labor and management personnel should find themselves in a position 
no less favorable with respect to terms and conditions of employment. 
Employees and officers should be fully compensated if subject to change 
in the character or place of employment. 

The services of labor and management personnal should not be ter- 
minated (solely for the purpose of consolidations or common owner- 
ship) until the retirement age is reached. We believe that the statute 
which embodies the legislative procedures necessary to effectuate such 
a policy should include a provision of this kind. The time required to 
bring about the gains and savings contemplated will approximate the 
trend of normal annual retirements. For example, deaths and retire- 
ments in the railroad segment of the industry average about 2 per cent 
each year. In peace time there was an annual turnover of about 14 
per cent of all railroad employees. 

We propose a long-term national policy. If it is properly designed 
and carried out, a decade. or more may be required for its effectuation. 
If such a policy had been adopted in 1930, as we believe it should have 
been, it is doubtful whether even today, 13 years later, the entire 
program could have been perfected and completed in all sections of 
the country. 

Necessarily labor and management must act in accord, if any sound 
national policy is to be determined which will preserve the industry in 
private ownership. True, they may entertain honest differences relative 
to other relationships, but this is expected in all fields of private enter- 
prise. However, as to the destiny of the industry, whether it shall 
operate under private or government ownership, there should be no 
disagreement whatever. 

Attention is also directed to the ‘‘good will’’ values built up over a 
long period of time by many of the transportation agencies. It becomes 
extremely important to preserve such assets in developing the frame- 
work of competition between systems rather than modes of transport. 


The Question of Credit 


The transportation industry “will require immense sums of 
new capital for replacement, construction, equipment and neces- 
sary improvements as the economy of the country develops,” 
the statement says, and one of the most important requisites of 
a national transportation policy based on private ownership and 
management is that it invite private investment. Investors gen- 
erally, it adds, “are not concerned whether their returns come 
from water, rail, bus, truck or air services.” 

Legislation designed to further private ownership in trans- 
portation “must offer the future investor reasonable security 
for the investment he is asked to make and assurance of such 
yearly returns on his money as will induce him to enter the 
field.” Savings to be derived from railroad consolidations are 
important, the statement says, but “are not so controlling as 
the necessity of fortifying the financial structure of competitive 
transportation companies so that the revenues derived from 
equitable and compensatory rates, applicable over wide eco- 
nomic areas of the country, will result in an adequate return 
to such carriers and enable industry to withstand acute changes 
in business cycles and the repercussions of unforeseen depres- 
sions.” 


Findings 


The results of the association’s rsearches and studies are 
summed up in the statement in the following findings: 


1. The transition within the industry during the past twenty years, 
caused by the expansion of waterway facilities and the development of 
highway, air and pipeline services, has created an entirely different 
problem from any that has ever before confronted the American people 
in their attempts to devise a sound national policy. Few of the his- 
torical legislative precedents are applicable to these present-day condi- 
tions or to the foreseeable future. A new and broader solution becomes 
necessary. 


2. Sources and volume of private credit will be greatly restricted 
after the war. Common-carrier transportation should be in no less 
favorable position to attract such investment than any other private 
enterprise. The security for investment in transportation should be 
supported by the earnings from all types of facillities—rather than de- 
stroyed by wasteful competition between them. 


3. The effectuation of such necessary consolidations and coordina- 
tions as may be deemed necessary by the Interstate Commerce Commis- 
sion in the furtherance of a long-term policy of bringing about ‘‘trans- 
portation systems’’ should be exempt from the provisions of the Sher- 
man anti-trust act. 


4. The relative fitness and efficiency of the several types of trans- 
portation facilities cannot be determined by regulatory procedure. 
Neither can regulation compel the maximum use of any facility. These 
aims can only be attained through common onwership or contractual 
agreements and centralized management. 

5. Within their respective economic limits, the facilities of each 
form of domestic common-carrier transportation compete for the same 
traffic. The same principles of treatment (equality of regulation as to 
both costs and rates) should be accorded all types of transportation 
















facilities. From a practical viewpoint this can only be ACCOMPlishs 
by centralizing federal regulation in a single competent Authority Senat 
6. There has been never-ending controversy between the aig, 














modes of transportation as to the extent of government saat “Our 
common-carrier companies. Claims and counter-claims are spread equipmen 
fore the public. Government agencies have also reached tentative far enoug 
clusions. All parties of interest differ radically in their findings, t wi 
have never been able to agree upon any formula by which govye ed of 
expenditures on the public domain may be allocated to (1) the lan Mead, 
owner; (2) private transportation, and (3) common carriers, a report 
7. The Inland Waterways Corporation should be dissolved ang ,,§ mittee 1 
facilities sold at fair (not salvage) prices to privately-owned ¢ Senator | 
tation companies. The declared purpose of the Inland Waterways ; “Suk 
poration, which was to provide a demonstration of what could be done ially 
has long since been accomplished, and therefore there is no need fo; ttentior 
continuing it. : a “Ma 
8. An original aim of regulation is to prohibit discrimination jy ; 
rates. This cannot be accomplished so long as government itself “deserve 
upon enjoying preferred treatment. Land grant rates in their entirety stretchir 
should be abolished. load. Tt 


9. Enforced competition between modes of transportation invites sible bef 
one form of transport, in self-protection, to seek the erection of | “Ou 
and economic barriers against others whose services might otherwiy develope 
be developed more intensively in the public interest. 

10. The genius and promotional ability of private manufa 
of transportation equipment and supplies, and competition between tl 
them, should be encouraged. They have made outstanding contriby. capacity 
tions to the progress and development of all forms of transportation and equ 
facilities. loads ar 

11. There is great need for uniformity and standardization of th “Ti 
laws of the several states affecting common-carrier transportation, Also, # have CO 
state legislation should be reconciled with the primary pattern of m. serious 
tional policy. 

12. Competitive transportation systems, effectuated either th resultec 
common ownership of all types of facilities, or through joint operations to take 
whereby earnings, expenses and facilities of all forms of transport May ficiency 
be treated in the aggregate will: (1) permit equality of regulation, x5, 
(2) reduce wastes and duplicates to a minimum; (3) afford the lowes § the SUS 
basis of rates for the shippers ani consumers; (4) result in a maximum § ment 
degree of support for the security of private investment; and (5) pn use of 
vide for the constructive application of the competitive principle, 


Track Earnings 
Expenses of reporting motor carriers of property in October § and ut 


absorbed 96.5 per cent of their revenues, says the American§ mittee 
Trucking Associations. always 
“Based on reports from 250 Class I carriers of property i 


in 42 states and the District of Columbia, the report showei§ port ¢ 
that October revenues were 2.3 per cent more than those of and i 
September while expenses increased 1.8 per cent,” it added § Tanst 

“October revenues represented a decrease of 0.7 per cent a§ be ex 
compared with October of last year while expenses were in§ °Onge: 


creased 6 per cent. The ratio of expenses to revenues was %5 would 
per cent in October as compared with 97 per cent in September § syster 
and 90.4 per cent in-October, 1942. exper 
“Seventy-three of the 250 reporting carriers, representing § ment 
30.4 per cent of the aggregate revenues, suffered operating § tion | 
losses in October. Seventy-eight of the reporting carries The | 
showed losses for September, and thirty-four showed losses for § cre: 
October of last year. Any 


“October revenues of the carriers in the Eastern District § mcte 
increased 2.2 per cent over September, but decreased 0.4 prg ™ re 
cent under October, 1942. The October expenses increased ll be 1 
per cent over September and increased 0.8 per cent ove woul 
October of last year. of ev 

“The carriers in the Southern Region had revenues in Octo 
ber 3.7 per cent less than in September and 14.9 per cent les} Weal 
than in October, 1942. October expenses of the southem} Port 
carriers were down 1.4 per cent under September and 5.3 per to th 


cent under October of last year. jot 

“The October revenues of carriers in the Western District | 1944 
represented an increase of 5.3 per cent over September ani estir 
an increase of 11.8 per cent over October, 1942. Their | 1 
penses increased 4.3 per cent over September and were 20 pt and 


cent over October of last year. 
‘The eastern carriers showed operating ratios of 96.3 prg Mme 


cent in October; 97.4 per cent in September, and 91.6 per cetl be 1 
in October, 1942. meé 


“Operating ratios of the southern carriers were 100.9 pf poet 
cent in October; 98.4 per cent in September, and 90.6 per cell ne 
in October, 1942. 

“The ratios of the western carriers were 94.9 per cent 
October; 95.8 per cent in September, and 88.5 per cent IF ,,, 
October of last year.” 194 

coneieementnasechedianhamiieeeteneees it : 
CONTROL OF EXPORTS AND IMPORTS wh 


The current export bulletins, formerly published by t#§ to’ 
Office of Exports, will henceforth be published by the requilt 
ments and supply branch, Bureau of Supplies, Foreign 
nomic Administration, it is announced in current export bul- 
letin No. 136. 





Senate Transport Report 


“Our transportation system requires new facilities and 
equipment, and it is extremely important that action be taken 
far enough in advance to insure that the new facilities and equip- 
ment will be available when they will be required,” said Senator 
Mead, of New York, in submitting to the Senate, December 15, 
a report on transportation prepared by the Senate special com- 
mittee investigating the national defense program of which 
Senator Truman, of Missouri, is chairman. f 

“Sybstantial progress has been made in this direction, es- 

ially during the last few months, but further and constant 
attention to the problem is required.” ie 

“Management and labor,” said the committee in its report, 


on inf “deserve commendation for the record they have achieved in 


sretching our transportation facilities to meet the increased 
load. The volume of traffic has exceeded anything thought pos- 
sible before the war.” 

“Our transportation system is the best in the world and was 
developed through competition to furnish excellent service,” said 
the committee under the heading, “The Record Achieved.” 

“We entered the war with a substantial surplus of reserve 
capacity in the form of equipment which was in need of repairs 
and equipment which had been retained to carry seasonal peak 
loads and to serve as a standby. : 

“The managements of companies engaged in transportation 
have constantly had in mind the experience of the last war when 
serious congestions of traffic and break-downs in transportation 
resulted in government operation. Such experience enabled them 
to take promptly a number of steps which increased the ef- 
ficiency of transportation operations. 

“Cooperation by shippers and transportation companies, 
the suspension of some competitive practices and the establish- 
ment of more centralized control resulted in a more effective 
use of existing facilities with the same result as if more equip- 
ment had been added.” 


Replacements Needed 


Despite the splendid job that had been done in conserving 
and utilizing our existing transportation facilities, said the com- 
mittee, “we must recognize that the transportation system has 
always required extensive and regular replacements.” 

“Any policy which fails to provide for maintenance of trans- 
port capacity in excess of anticipated demands is shortsighted 
and invites disaster,’ said the committee. “If we permit our 
transportation facilities, for any substantial period of time, to 
be exceeded by transportation needs, we are face to face with 
congestion and break-down. In such a case, our only recourse 
would be for the government to take over the transportation 
systems or the establishment of a priority system, or both. The 
experience of the last war should be forever before us. Govern- 
ment operation leaves much to be desired. Shackling transporta- 
tion by rationing and priorities would also be unsatisfactory. 
The flow of traffic must remain free and rapid if we are to 
increase, or even maintain, our production and combat tempo. 
Any other course means the postponement of victory and the 
increased expenditure of lives and material. A margin of safety 
in reserve capacity over any foreseeable demand must always 
be maintained. Transportation is so vital and a break-down 
would be so disastrous that we cannot afford to run the risk 
of even approaching the breaking point. 

“The transportation burden is increasing. Equipment is 
wearing out. Manpower is growing scarcer. Good as our trans- 
portation system is, it is folly to assume that there is no limit 
to the strain it can withstand. An indication of the seriousness 
of the situation lies in the fact that experts in forecasting the 
1944 transportation burden have based their figures, not upon 
estimated demand, but upon estimated maximum capacity as 
to the following: Air transport, trucking, rail-passenger traffic, 
and pipelines. 

“If we act now, an impending crisis may be avoided by 
means much more satisfactory than any measures which could 

taken once the crisis is actually upon us. Essentially, this 
means that we must either reduce the burdens upon our trans- 


portation system or provide new equipment, or adopt a combi- 
nation of both.” 


Traffic Forecasts 


The committee said that rail revenue ton-miles for 1943 
Were now estimated to be between 13 and 14 per cent above 
142, OF approximately 732 billion ton-miles. The year 1944, 
it said, was expected to exceed 1943 by from 2 to 5 per cent 
Which would mean between 750 billion and 770 billion ton-miles 
to be handled by railroads in 1944. 

“It is estimated that the 1943 traffic handled by intercity 

will be around 47 billion ton-miles, and the estimates for 
1944 forecast no increase,” said the committee. “This is not 
use there will not be an increased demand for truck haul- 
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ing in 1944, but because it is now estimated that the capacity of 
the trucking industry will decrease, if anything, because very 
little new equipment will be available to truck operators during 
1944 and present equipment is getting older and, therefore, less 
serviceable. In the past two years, the volume handled by 
trucks has been going down steadily.” 


Material and Equipment 


The committee said the railroads had received in 1942, and 
would receive in 1943, only a part of the equipment they esti- 
mated they. would require. The Association of American Rail- 
roads, it said, had furnished the following comparison of re- 
quests and deliveries of the three principal items covering Class 
I railroads only: 

1942———_—_—_ —1943 (estimated)— 


Requested Delivered Requested Delivered 
Locomotives 1,436 680 11,878 


Freight cars 113,000 62,378 180,000 
Rail (net tons) 1,600,000 1,260,000 22,100,000 
Maintenance material, other than rail, has been adequate. 


1Based on Oct. 1, 1942, to Oct. 1, 1943. 
?Reduced by Office of Defense Transportation to 1,800,000. 


“This presents a dangerous situation, and steps should be 
taken now to remedy it,” said the committee. “The committee 
has been assured that this will be done.” 


Asserting that the shortage of locomotives was one of the 
most serious limiting factors on railroad traffic, the committee 
recommended that immediate attention be given to increasing 
the production of locomotives required for our domestic rail- 
road systems. ’ 

Freight Car Ages 


Of 1,742,322 freight cars in service, said the committee, 
227,069 were one to five years old, 142,138 were six to ten years 
old, 197,428 were eleven to fifteen years old, 434,262 were six- 
teen to twenty years old, 204,623 were twenty-one to twenty-five 
years old, and 536,802 were over twenty-five years old. 

“The amount of time required for freight-car repairs in- 
creases with age,” said the committee. “Older equipment re- 
quires more repair materials and manpower. If we expect to 
maintain present operating efficiency, replacement of much of 
this older equipment will be necessary.” 

The committee said the War Production Board had taken 
action to improve the situation with respect to production of 
equipment. 


Circuitous Routing Found 


A great deal had been said about the wasteful use of rail 
facilities through circuitous routing, said the committee, adding 
that many startling examples of long, roundabout itineraries 
of a particular shipment had been discovered in the investiga- 
tion. In some instances, shipments had traveled more than twice 
the distance that would have been traveled if the most direct 
route had been used. Government agencies, continued the com- 
mittee, including the army and the navy, had also been offenders 
in this nespect. 


“Some railroads,” said the committee, “are still soliciting 
shipments for circuitous routes over roads already congested. 
Interlocking ownership has sometimes occasioned a roundabout 
routing so that a railroad in which a particular shipper has a 
financial interest may participate in the division of the freight 
charges. It is obvious that it would be impossible to make a 
separate examination of each circuitous shipment, determine its 
necessity and total the excessive miles so found in order to 
make an appraisal of the waste resulting. Nevertheless, these 
points seem clear: 


1. A direct waste results from miles unnecessarily traveled. This 
waste is in the form of wear and tear on the rails, the cars, and the 
locomotives, consumption of extra fuel, increased man and equipment 
hours, longer turnaround time, expenditure of a certain amount of over- 
head, etc. 

2. The extent of undue circuitous routing has probably been exag- 
gerated. The Office of Defense Transportation made way bill studies 
of shipments on May 27, 1942, which showed that the total miles trav- 
eled by all the cars on that date was only 11 percent more than if only 
direct routes had been used. The same study also showed that 15 per- 
cent of the traffic handled by the railroads moved by routes that were 
more than 25 percent longer than direct routes. 

3. A limited amount of circuity is highly desirable. It creates 
flexibility and permits the flow of a larger volume of traffic than if 
direct routes only were available to the shipper. 

4. Solicitation of traffic for a congested circuitous route where a 
direct route is not congested is to be condemned. Continuous vigilance 
by the appropriate agencies should be exercised to the end that indi- 
vidual cases of flagrant disregard for the conservation of rail facilities 
in this war emergency can be dealt with appropriately. 

The Interstate Commerce Commission has power to minimize undue 
circuitous routing through service orders and the power to suspend, 
for the duration, its Fourth Section Orders. These powers, however, 
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should be exercised only with extreme care, to avoid resulting in a 
rigidity of routes which might have unfavorable repercussions. 

Such drastic action should not be necessary. The shippers and the 
railroads well know when a shipment is sent over an unduly circuitous 
route. Their patriotic conscience should be sufficient to overcome nap 
considerations of immediate and temporary self-interest. The railroads 
in seeking to avoid governmental operation and to improve on the job 
which, by and large, they have done so well, should devote greater 
attention to this phase of conservation. 

The committee recommends that the Interstate Commerce Commis- 
sion and the Office of Defense Transportation conduct test checks from 
time to time for the purpose of ascertaining the extent to which the 
railroads and shippers have made progress in minimizing excessively 
circuitous routing, so that the Interstate Commerce Commission can be 
informed as to the extent of the voluntary cooperation of the railroads 
and shippers and can determine whether any further substantial benefits 
can be obtained by issuing orders and regulations designed to limit un- 
duly circuitous routing. 


Cross Hauling 


The committee discussed at length the waste of transporta- 


tion through cross hauling, making the following general ob- 
servations: 


The theory of eliminating or reducing cross hauling is that the 
transportation involved in moving an article from the point where it is 
produced to the point where it is consumed is wasteful if that article 
or a similar one can be obtained near the point of consumption. It is 
based upon the maxim that we should not ‘‘carry coals to Newcastle.”’ 

In developing our national economy, in which an excellent transpor- 
tation system has played a major part under free and open competition, 
the geographical area of markets has been continually expanding. 
Nation-wide advertising through magazines, newspapers, radio stations, 
and billboards has also played a great part. 

This free use of transportation facilities has resulted in a high de- 
gree of specialization so that from the raw materials stage to the final 
delivery of the finished product in the hands of the ultimate consumer, 
there is a complicated and intricate maze of back-and-forth movement. 
As individuals, we would probably be astonished if we were able to 
total up the miles traveled by the many simple articles that we use 
daily, from the mine, farm or forest, to the mills, to the factories, to 
the wholesalers, to the retailer and thence to us, and in that process 
we would usually find that the components of that article had at one 
or several points doubled back. 


Reference was made to O. D. T. inquiries as to cross haul- 
ing, these having revealed some excessively long hauls in the 
opinion of the O. D. T. investigators. One of the commodities 
investigated was standard Portland cement. The matter was 
referred to the War Production Board which, August 25, 1943, 
extended its Haulage Conservation Order T-1 to include cement 
and provided that it would become effective September 24, 1943. 
In essence, said the committee, the W. P. B. sought to diminish 
this allegedly wasteful use of transportation facilities by estab- 
lishing 93 zones and prohibiting the shipment of cement from 
one zone to another without first getting permission from the 
W. P. B. on a form it prescribed. 


The committee said it was interested in this subject for the 
purpose of making an appraisal of this method of attempting to 
reduce the wasteful use of transportation facilities. It said the 
W. P. B. division of stockpiling and transportation estimated 
that the order would result in a savings of 500,000,000 ton-miles 
of transportation annually. The committee, however, said that 
on inquiry it was unable to find that the facts and studies fur- 
nished justified that figure, and, indeed, the committee was told 
that it was only advanced as a rough estimate. After giving 
other information as to lack of support for contentions as to 
great savings that might materialize under the order, the com- 
mittee said it was apparent that it was impossible, on any evi- 
dence now available to the government agencies, to establish 
that the cross haulage order issued with respect to cement “will 
substantially reduce the equipment needs of the railroads.” 


On the other hand, continued the committee, by the estab- 
lishment of artificial zone barriers, the order did require the 
cement industry to adjust its methods of operation and its 


marketing and distribution practices. Continuing, the committee 
said: 


The zoning itself results in some of the absurd and ridiculous pro- 
hibitions which are attendant upon any such artificial arrangements. 
For example, a mill in Virginia may ship to Charlotte, N. C., a rail 
haul of 456 miles. A mill in Georgia, however, may not ship to Char- 
lotte, although the railhaul is only 349 miles. A mill in Alabama may 
ship into Mobile County, although a Georgia mill 85 rail miles nearer 
may not ship there. In some instances, the order permits a mill located 
in town A to ship to town B, but prohibits the mill at B from shipping 
into A. The freight rates as well as the mileage are the same in either 
direction. In others, shipments by established routes would pass 
through a city to which the shipment from that mill would be pro- 
hibited. 

Rigid artificial barriers also encounter the fact that, to a certain 
degree, the demand for cement is ‘‘ambulatory’’ in character, i. e., 
the peak of demand shifts because of important projects requiring 
‘cement being located in different areas in different years. It is entirely 
possible that in one zone there may be practically no demand in a cer- 






TRAFFIC Wort) 


be! 
tain year whereas in another zone the demand may be so Decem 


hi 
to exceed the total capacity of the producing plants therej e EVEN ag 


Using the order with respect to cement as an example, “it ts to the Wa 
apparent that the subject of cross-hauling should be studied thera transport 
before orders are issued. It is estimated by the Office of Dee committee 
Transportation that a rigorous application of zoning, baseq entirely new truck 
transportation conservation factors, would decrease the total tang on iso inqui 
load on the railroads by not more than 4 percent, which, although a ficiency © 
percentage-wise, would assist the transportation situation. At the SMall F sombat Pt 
time, the detriment and shock to our domestic economy and dlstrin: Also, 
tion and marketing system would, as to many items, outweigh I spect to 
transportation savings resulting from the elimination of cross-haulin: que to th 

In many instances, there are no such economic hardships, been new truck 
the expense of a long haul practically counterbalances the benefit t neavy du 
the shipper of reaching the distant market. In such instances it is cord is u 
possible that most of the benefits could be obtained by a volunta presents 
campaign against long hauls. In those cases where such campai. mendatio: 
are not feasible or successful and where a sufficient backgroung o requirem 
study has been made to warrant an order, an appropriate order could 
be issued. 

The difficulties surrounding this subject are such, however, that it “Sit 
would be much better to make increased efforts to extend and improve § ment,” 5 
the facilities of the railroads rather than to attempt to cope with the : 
situation by cumbersome artificial restrictions, the benefits from which In M 
are limited and difficult to predict. the 324 D 

Voluntary reduction.—A much more practical and sensible approach efficiency 
to conservation is the campaign recently inaugurated by the Office of arrying 
Defense Transportation with the cooperation of the War Production ficencies 
Board and the War Food Administration. It seeks, through plans t) § MY 2° 
be devised by the Industry Divisions and largely by means of vyolyp. a far BT 
tary action of the shippers and transport agencies, to achieve a 10- had han 
percent improvement in efficiency of utilization of transportation facij. serve Bi 
ties. . tional ai 

It is, of course, too early to make any predictions as to the possijpij. § the a 
ties of success of this program. Cooperation of the shippers will be § %& TU 
vital. Their record in connection with the heavier loading of cars ani only 20 
speeding up turnaround time by faster loading and unloading leng repiacer 
encouragement that substantial progress will be made. in the [| 

The philosophy of this approach is to be commended in any event— § * is po 
for it emphasizes voluntary cooperation and teamwork rather than the the Nav 
imposition from above of unpopular restrictions—requiring the setting to them 
up of additional bureaus and resultant red tape. The choice lies with this she 
the shippers, for if the voluntary programs fail additional restrictions and shc 
may have to be imposed. In this connection, it should be noted that § _ 
the failure of the cement industry to police itself in conserving trans. tially 1 
portation facilities during this war emergency gave rise to the regula 
tion by the haulage conservation order above described. 

This program ought to be extended to include governmental agen In 
cies such as the Army and Navy, the Treasury, Department of Agri- that t 
culture, Defense Plant Corporation, Metals Reserve Company and others indust 
using transportation extensively. This campaign is an intensification ilros 
of the voluntary cooperation which has consistently been employed by Tal p 
the Office of Defense Transportation on the theory that more could be 
achieved through the stimulation of an attitude of teamwork on the flect 


artificial restrictions and orders. The record of the volume of traffic 


age Yi 
handled under war emergency conditions is ample proof of the sound rails < 
ness of this approach. servic 
Motor Transportation = 

er ‘ ppre 

In reviewing the report in the Senate, Senator Mead mate rail s 

the following statement with respect to motor transportation: § jnfre; 
Practically no new trucks have been produced for our trucking in freig! 
dustry since 1941, and the need for repair parts as vehicles wore out freigl 
became very great. The committee found that adequate supplies of 
parts were not being produced because of the low priority assigned to § conve 
them as compared to the priority for production of military materiel. comp 


This has now been changed, and parts for medium and heavy civilian 


trucks are given the same priority as parts for military trucks, although _ 
parts for light trucks and passenger cars still have an inferior priority. e 

Similarly, the committee found that even the small quantities of and 
new trucks authorized for replacement purposes were not being manu — I SU 
factured because of the higher priorities assigned to trucks for military J case; 
use. In 1941, 576,000 new trucks were required for replacement needs § able. 
alone. Only 7500 trucks were to be manufactured for civilian use during 
the last half of 1943, and only 19,218 during the first half of 1%4. situa 
Despite these small numbers and the great need for replenishment, the bn 
committee found that unless prompt action was taken the manufacture pe 
of the 7500 trucks for 1943 would not be completed until June, 1944 and 
that it was doubtful that the 19,218 trucks would be completed by the 
end of 1944. 

At the same time, the War Department, for our armies and thos § exp 
of our allies, had requested the production of 742,000 trucks in 19441 8 maq 
addition to the more than 600,000 trucks estimated to be produced in ferr 
1943 for military service and the additional hundreds of thousands of agr 
military trucks produced for us and our allies in prior years. ft 

Lend-lease had requested over 52,000 trucks and the Office of Ect Or t 
nomic Warfare asked for 15,000. The committee called attention to the alth 
serious situation with respect to trucks for our motor transport industty § pra 
and on November 2, 1943 Lend-Lease requirements were reduced by ov & roa 
50%, and the Office of Economic Warfare by 36%, the War Department “th 
by 3%, and the 1944 truck production for domestic use was incre alo 
from 19,218 for the first six months to 81,000 for the entire yea! gen 
Priority equal to military production was accorded to civilian trucks. 

This is an improvement. Still production will not be sufficient to fur 
nish needed replacements. The committee does not want to take eV@B jury 
the slightest risk of impeding the progress of the war by insisting uD" ® jza; 


the reduction of what might prove to be unnecessarily large requests 


tion 
by the War Department for trucks. But the committee has pointed out 
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to the War Department the great need for trucks in the domestic motor 

sport industry, which is so essential to military production. The 
rmittee has reqpested that the War Department, itself, subject its 
= truck program to the most rigorous scrutiny. The committee will 
iso inquire as to the War Department’s plans for improving the ef- 
gciency of utilization of the trucks it has already acquired for non- 
combat purposes. 

Also, trucks cannot run without tires, and the situation with re- 
spect to heavy duty truck and bus tires is extremely critical. This is 
jue to the constantly increasing requests of the War Department for 
new trucks and to the fact that we have not yet learned how to make 
heavy duty truck tires of synthetic rubber, whether rayon or cotton 
cord is used, equal in performance to natural rubber truck tires. This 
presents an additional and formidable reason for the committee’s recom- 
mendation that the War Department subject its estimates of truck 
requirements for 1944 to the most rigorous scrutiny. 










Air Transportation 


“Similarly, the air lines are suffering from lack of equip- 
ment,” said Senator Mead, adding: 


In May, 1942, the military services acquired approximately half of 
the 324 planes then owned by the air lines. The air lines increased their 
eficiency by operating planes over 11 hours a day instead of eight and 
carrying loads more nearly approaching total capacity. These ef- 
feencies enabled the air lines in the year ending June 30, 1943, with 
nly about 170 planes, to handle almost as many passenger miles and 
afar greater quantity of mail, express and excess baggage than they 
had handled in the preceding year with 324 planes. The airlines de- 
grve great credit for this magnificent achievement. However, addi- 
tional air transportation is needed, and the committee has recommended 
to the army and navy that some of the planes taken from the air lines 
be returned to them as rapidly as possible. Up to December 1, 1943 
oly 20 planes had been returned to the air lines, six of which were 
replacements for destroyed planes. Seven acditional planes are now 
in the process of being returned. More should be returned as soon as 
itis possible to do so, especially as neither the War Department nor 
the Navy Department can show a record of using the planes allocated 
to them’ with efficiency comparable to that of the air lines. Although 
this should not be the sole or controlling factor, it is very important 
and should be given most careful consideration before transport planes 
are assigned to other uses where the efficiency factor will be substan- 
tially less. 































Motor Traffic 


In its comment on motor transportation the committee said 
that the volume of traffic carried by the for-hire trucking 
industry was relatively small compared to that handled by the 
railroads, measured in ton-miles. 

“The ton-mile standard, however, does not accurately re- 
fect the relative service rendered by trucks and railroads 
because the average truck haul is much shorter than the aver- 
age rail haul,” it said. ‘Although in some classes of haulage, 
rails and trucks compete, trucks render an essentially different 
service, being more adaptable to the short, rapid shipment of 
relatively smaller lots and furnishing a store-door delivery. 
Approximately 54,000 communities in the United States have no 
rail service at all. In many others, rail service is so slow and 
infrequent that it is suitable only for the movement of heavy 
freight and has to be supplemented by trucks to handle light 
freight on fast schedules. 

“In addition, trucks in a very real sense form a part of the 
conveyor belt of industry in conveying parts in process and 
components from one factory to another in the mass production 
of military and civilian goods. During the past twenty years, 
some factories have been located with respect to raw materials 
and markets for finished products in reliance upon the truck 
In such a way that operations would be hampered and, in some 
oa made impossible if truck transportation were not avail- 
able.” 

The committee reviewed the inland barge transportation 
situation, particularly with reference to the transportation of 
petroleum, as well as the petroleum pipeline situation. 


Wasteful Labor Practices 
































In a section on transportation manpower, the committee 
expressed disappointment that more progress had not been 
made in the elimination of wasteful labor practices. After re- 
ferring to Commission action suspending state laws and labor 
agreements limiting the length of trains and the total number 
of tons on double-header freight trains, the committee said that 
although considerable progress had been made in eliminating 
practices and regulations which restricted the full use of rail- 
toad equipment or interfered with the full utilization of labor, 
there is no question but that more can and should be done 
along this line to relieve the labor shortage in the war emer- 
gency.” Continuing, it said: 















A great deal has been said about these restrictions, which are 
lumped together under the popular and somewhat inaccurate character- 
zation of ‘‘featherbed rules,’’ such as full crew laws, mileage limita- 
tions, and rules preserving specialization of work as between employe 
classes or crafts. Many of these rules do not require pay for work not 
done, as is generally implied in the term ‘‘featherbed.’’ Similar re- 
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strictions are to be found in the trucking industry where over-the- 
highway operators have been compelled to employ a local driver upon 
entering a municipality and have been prohibited from leasing outside 
equipment as long as the operator has trucks of his own available for 
use, sometimes resulting in operating a vehicle empty over some part 
of a trip. Similar rules are also found in the local transit industry 
where some agreements prohibit employment of operators on trips 
additional to their regular runs and other rules limit the number or 
percentage of so-called ‘‘swing’’ runs, which may be scheduled. Some 
seniority rules discourage recruiting of new employes, and sometimes 
assign the easier tasks to the older employes leaving to the new em- 
ployes, many of whom are now women, the more arduous and un- 
pleasant jobs. 

A few of these rules, as noted in the instances cited above, have 
been formally suspended. Many others are not being observed or are 
being less rigidly enforced. 

The elimination of many of these rules hampering the full use of 
labor has been opposed by the labor unions. Most of them were 
developed over a long period of time, when employment was relatively 
scarce, and had as their objective the spreading of the work available 
among a greater number of employes. They represent from the point 
of view of the employes’ unions, a tremendous investment in time and 
effort. The unions naturally are loath to give up these rules, because 
they feel that they would have difficulty in reestablishing them after 
the war when the demand for transportation will be less and a surplus 
of labor is expected to exist again. Some progress has been made but 
not enough. It is not possible to estimate any more accurately the 
savings that could be made through the elimination of wasteful labor 
restrictions than it is to estimate the savings expected to result from 
the reduction of other wasteful practices such as circuitous routing and 
cross-hauling. However, it may be stated that the savings would be 
substantial and well worth attempting to achieve. Probably the major 
portion of the savings could be made through the voluntary action and 
cooperation of the unions without resorting to regulatory orders. 

The committee was hopeful that the establishment of labor manage- 
ment committees in the transportation industries would accomplish 
substantial results in eliminating wasteful labor practices and aid in 


solving other labor problems arising from time to time. It is dis- 
appointed that more progress has not been made. Efforts to continue 
and intensify labor-management cooperation are called for. Voluntary 


and willing action and team work produce better results than attempted 
enforcement of unpopular regulations which are resisted at every point. 
The committee believes substantial dividends can be achieved in the 
very worth-while program of labor-management cooperation designed 
for the purpose of more effectively utilizing transportation labor. 


Unnecessary Troop Movements 


The committee said the War and Navy Departments should 
eliminate unnecessary movements of troops in training and cut 
down their frequency and distance where possible, as approxi- 
mately 36 per cent of the passenger coaches and one-half of the 
Pullman sleepers and chair cars were used solely for troop 
movements. : 

The committee made a point of the use of United States 
freight cars in Canada and Mexico, suggesting that perhaps a 
too liberal use of U. S. cars was being permitted in those 
countries. It said there were approximately 18,000 more U. S. 
cars now in those services than there were foreign-owned cars 
in service in the U. S. This might be desirable for war pur- 
poses, it said, “but it constitutes a most generous loan to 
other nations at a time when our own railroads have a great 
need for these cars.’”’ It pointed out that full and indiscriminate 
use of foreign freight cars was prohibited by our tariff laws, 
although loading cars in the direction of the return movement 
was, in general, permitted. Section 308, paragraph 6 of the 
tariff act of 1930, as amended, it said, permitted the Commis- 
sioner of Customs to relax these prohibitions in specific emer- 
gency cases. 

Conclusions 


“Our wartime experience indicates the importance of main- 
taining a sound and healthy railroad system as an instrument 
of national defense,” said the committee in its conclusions. 
“The production of adequate numbers of locomotives, freight 
cars, rail and other railroad facilities is, therefore, imperative. 

“Motor transport has grown into our economic life in such 
a manner that our entire national effort depends upon the 
soundness and vigor of these arteries of commerce. . . . These 
obstacles (rubber, petroleum and equipment shortages) must 
be overcome and adequate replacement parts, new vehicles and 
tires must be supplied.” 

The committee also commended airline and water opera- 
tions in the war effort. Much had been achieved by all concerned 
but more could and must be achieved in efficient utilization of 
transportation facilities and in reducing unnecessary and 
wasteful uses and practices. 


Address by Ferguson 

Senator Ferguson, of Michigan, in an address in the Senate 
Dec. 15, commented on the report Senator Mead had sub- 
mitted and stressed recommendations for speeding up the 
flow of replacements of motor carrier equipment. Senator | 
Ferguson was a member of the subcommittee of which Senator 
Mead was chairman. 

He said that tremendous saving and economy could be. 
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achieved “through closer coordination of our various forms 
of transportation, through such measures as unit packaging, 
trans-shipment, and the establishment of joint rates.” 

“The problems to be solved in achieving this improvement 
are tremendous but not insuperable,” he continued, “and they 
must be solved with fairness and equity to all concerned, and 
in such a way as to preserve in its full vigor our competitive 
system of free enterprise.” 

He advocated, also, return to the air lines of more of the 
planes taken from them for military uses “if the need for 
military transport planes will permit it.” 

“Soon the rate of plane production will be such that two 
weeks production of transport planes of the type used by the 
airlines will be sufficient to double their present equipment,” 
he said. “The air services ought to consider seriously whether 
the general transportation benefit that would result from add- 
ing this much, or some smaller amount, of equipment to the 
airlines would be sufficiently valuable to the war effort to 
justify modification of their procurement program so as to ob- 
tain it.” 

Senator Ferguson said the committee had been told that 
the army could have saved a billion dollars annually by buying 
spare parts for its motor vehicles directly from their actual 
manufacturer rather than through the assembler of the vehicle. 

“Motor carrier transportation is essential to the war pro- 
duction of Detroit and other Michigan cities, primarily be- 
cause the industries in the city use a type of operation called 
‘progressive manufacture,’”’ said Senator Ferguson. “By that 
it is meant that raw materials are shunted around from one 
subcontractor to another until finally fashioned into a finished 
product.” 

Following this method of manufacturing, the senator 
pointed out, Detroit had to have truck transportation and 
that was why, said he, he was so concerned about the slow- 
ness of the program to provide replacements of equipment 
for the motor carriers. 

The committee report recommended that if it could be de- 
termined with substantial accuracy that raising the maximum 
speed limit for trucks and busses from 35 to 40 miles an hour 
would not result in an appreciable increase in the amount of 
tire rubber consumed, the O. D. T. should permit the higher 
speed. Senator Ferguson, supporting that view, said slowing 
speed in “our rubber-borne commercial transportation arteries 
limits the service they can render.” 


Cc. OF C. AND TRANSPORTATION 


Members of the transportation and communication depart- 
ment committee of the Chamber of Commerce of the United 
States have had under consideration proposed aviation legis- 
lation, highway policies, transport conservation, legislative rate- 
making, and integration of all types of transportation, and will 
consider these matters further at a meeting scheduled for 
January 26, two days before the next meeting of the Chamber’s 
board of directors. The committee may make recommendations 
at that time. At a two-day closed session last week the com- 
mittee discussed transportation problems with Director East- 
man, of the O. D. T.; Thomas H. MacDonald, commissioner 
of public roads of the Federal Works Agency, and Charles B. 
Stanton, administrator of civil aeronautics of the Department 
of Commerce. Powell C. Groner, of Kansas City, Mo., is chair- 
man of the committee. 


Allegheny Board CarloadingForecast 


Reports of commodity carloading committees received at 
a meeting of the executive committee of the Allegheny Re- 
gional Advisory Board at the Hotel Roosevelt, Pittsburgh, Pa., 
December 16, forecast an increase of 2.5 per cent in the loadings 
in the area for the first quarter of 1944 over the actual loadings 
of the first quarter of 1943. The estimated total for the first 
quarter of 1944 was 1,093,789’ cars. The report of the coal and 
coke committee predicted loadings of 722,980 cars in the first 
quarter of 1944, 3.5 per cent over the 698,531 cars loaded in 
the first quarter of 1943. 

F. M. Russell, traffic manager, General Fireproofing Com- 
pany, Youngstown, O., chairman of the executive committee 
of the board, presided. E. C. Jepson, general traffic manager, 
Wheeling Steel Corporation, Wheeling, W. Va., general chair- 
man of the board, reported on the annual meeting of the 
National Association of Shippers’ Advisory Boards in St. Louis 
in October. Other committee chairman reported as follows: 


W. W. Larkin, traffic manager, Continental Roll and Steel Foun- 
dry Company, Wheeling, car efficiency committee; J. W. Swoger, 
traffic manager, Knox Glass Associates, Inc., Oil City, Pa., freight 
claim prevention committee; C. A. Carpenter, district manager, Bureau 
of Foreign and Domestic Commerce, Pittsburgh, manufacturers’ com- 
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mittee; A. A Matson, commerce council, Koppers Company, 


Pi 
legislative committee. ‘tsburgh, 





There was considerable discussion of means of attaj 
the 10 per cent increase in car efficiency cited by Dj 
Eastman of the Office of Defense Transportation as nece 
in order successfully to move the winter’s traffic. C, R, Megee 
manager, open top car section, car service division, Association 
r American Railroads, spoke on national transportation con. 

itions. 


















Ohio Valley Board Meeting 


The Ohio Valley Transportation Advisory Board observe 
its twentieth anniversary at its annual meeting at Cincinna} 
December 14. Maurice T. Otto, general chairman of the b 
presided. At a luncheon, sponsored by the Cincinnati Traffc 
Club and the Cincinnati Chamber of Commerce, Donald p 
Conn, executive vice-president of the transportation Associa. 
tion of America, spoke on “Endorse Government Ownership of 
Revise National Policy.” 

Reports of commodity carloading committees made at the 
business session forecast a decline in loadings in the first quar. 
ter of 1944, under cars actually loaded in the first quarter of 
1943, of six-tenths of one per cent. Expected decline in the 
loadings of building materials accounted for most of the pre. 
dicted decline. 

The following officers were elected: 
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General chairman, H. M. Baker, general traffic manager, Andrews 
Steel Company, Newport, Ky.; alternate general chairman, Mende 
A. Keith, general traffic manager, International Stacey Corporation, 
Columbus, O.; general secretary, C. W. Memke, traffic manager, Ei. 
wards Manufacturing Company, Cincinnati; field secretary, G. H, 
Koesterman, district manager’s office, car service division, Associa- 
tion of American Railroads, Cincinnati; chairman of the executive 
committee, H. A. Hollopeter, traffic: director, Indiana State Chamber 
of Commerce, Indianapolis; vice-chairman of the executive committee, 
S. C. Higgins, secretary, New River Coal Operators’ Association, New 
River, W. Va. 


Committee meetings were held December 13. On that day, 
also, Mr. Otto, and C. R. Megee, manager, open top section, 
car service division, A. A. R., participated in a radio program 
broadcast over station WKRC, Cincinnati. 


































PAPER INDUSTRY AND TRANSPORT 


The pulp and paper industry is expected to reduce its over- 
all transportation ton requirements in 1944 by a reduction in 
cross hauling and excessive hauling, as well as by heavier car- 
loading and quicker turn arounds, F. E. Hufford, transportation 
consultant of the W. P. B. forest products bureau, has an- 
nounced. 

The transportation situation affecting the pulp and paper 
industry was reported as critical by Mr. Hufford, government 
presiding officer of the Pulp and Paper Transportation Industry 
Advisory Committee, who said: 


The load on transportation facilities has increased tremendously but 
facilities have not been expanded in proportion. Weekly carloadings 
are running ahead of last year, and revenue ton-miles for the first ten 
months of 1943 have increased 15 per cent over the same period last 
year. Some shortages of box cars were reported, and daily surplus tr 
ports of cars indicate that a practical working surplus no longer exists. 


The pulp and paper industry must conserve every truck ani 
tire it had, the Industry Advisory Committee was advised by 
Mr. Hufford, who stated that the industry had been requested 
to reduce its over-all ton requirements for 1944. The pape 
industry, it was pointed out, had done a good job in conserving 
transportation so far by ‘heavier carloading and faster tum 
around of cars; however, it was the consensus that more could 
be accomplished in these fields. It was also the opinion of the 
committee that cross hauling and excessive hauling by the pulp 
and paper manufacturers must be reduced. Methods by which 
this can be accomplished are being carefully considered by the 
interested divisions of W. P. B., and will be relayed to the com 
mittee members shortly, according to Mr. Hufford. 





REVENUE FREIGHT LOADING 
Loading of revenue freight for the week ended Deceit 
ber 11, 1943, totaled 823,211 cars, according to the Associatio 
of American Railroads. This was an increase above the col 
responding week of 1942 of 79,028 cars, or 10.6 per cent, and al 
increase over the same week in 1941 of 15,986 cars or two pé 
cent. 
Loading of revenue freight the week ended December ll 
decreased 39,548 cars, or 4.6 per cent under the preceding 
week. 
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Multiple Car Service Order 


Secretary Bartel, of the Commission, has issued a notice 
ing that the Commission has granted an application of the 
tary of War to file a petition for reconsideration and 
modification in certain respects of service order No. 68, relat- 
ing to use of multiple cars (see Traffic World, Feb. 7, 1942, 
p. 376). The notice said the petition requested that the order, 
as amended, be set aside to the extent that it suspended, as to 
shipments made by or to any organization or installation of 
the War Department, the operation and application of section 
(a) and 6(a) of Rule 34 of Consolidated Freight Classification 
No. 14, and of similar provisions in any other tariffs or car 
grvice rules filed with the Commission, dealing with the min- 
imum weight to be used when carriers furnished closed or 
open cars longer than those ordered by the shipper. 

Secretarv Bartel’s notice said the Commission had taken 
no action on the petition for reconsideration and modification 
except to accord to any interested party the right to file with 
the Commission, on or before Dec. 29, representations either 
in support of, or in opposition to, the granting of the petition. 
It described the petition of the Secretary of War as follows: 


It is set forth that the War Department is the largest user of 
rail transportation and that petitioner is required to secure the neces- 
sary transportation services at just and reasonable rates and charges 
and at the lowest cost consistent with the furnishing of adequate and 
efficient service. It is pointed out that in emergencies when shipping 
light loading commodities the department has been compelled to use 
the cars available at a particular point regardless of the length or 
ability to utilize the full loading capacity because of the inability of 
rail carriers to furnish cars of the length required. Petitioner sub- 
mitted the results of a spot check from which it is contended that the 
department has been required to pay excessive charges on certain 
shipments. It also urges that the order has not resulted in conservation 
of equipment. 


The notice pointed out that the Commission had issued the 
original service order No. 68 on Jan. 30, 1942, “due to the 
existing emergency.” Among other things, it said, the order 
had suspended the operation of Rule 34 of Consolidated Freight 
Classification No. 14, as amended, in so far as it permitted 
freight cars to be used for the shipment of carload freight 
otherwise than subject to the carload minimum weight for each 
car used, except those portions of Rule 34 providing carload 
minimum weights graduated according to car length or capacity. 
The order, it said, had been made effective Feb. 15, 1942, and 
had since been amended in certain particulars. 


Transportation of Fertilizer 


Acceptance by farmers of immediate delivery of fertilizer— 
to avoid an acute labor, storage, and transportation shortage 
next spring—was urged by the Fertilizer Industry Advisory 
Committee in a meeting with officials of the War Food Admin- 
istration, in Washington, D. C. 

The committee also recommended a voluntary 3-point plan 
to conserve transportation used by the fertilizer industry. 
W. F. A. officials said that early consideration would be given 
to the recommendations and that any actions taken would be for 
the purpose of aiding maximum food production in 1944. | 

In urging farmers to accept immediate delivery of fertilizer, 
the committee said if there was to be any relief next spring, 
when the impact of labor, storage, and transportation shortages 
would be the greatest, it must come in the next few weeks. 
This was especially true of the heavy-using areas of the south, 
the committee added. 

The voluntary 3-point plan recommended to conserve 
transportation in the fertilizer industry follows: 


1. Transfer as much fertilizer tonnage as is practical from truck 
hauls to railroad movement. 

2. Load railroads cars to maximum practical capacity. 

3. Reduce truck deliveries from fertilizer plants to a minimum 
where the truck is loaded only one way. 


_ The committee expressed the belief that the maximum effi- 
ciency in the usage of trucks and railroad cars by the fertilizer 
industry could be accomplished best through personal contacts 
by fertilizer manufacturers with dealers and agents. 

The transportation conservation division of W. F. A. urged 
the fertilizer industry to avoid the use of excessively circuitous 
routes, and to eliminate wasteful transportation. 


TRUCK PRODUCTION INCREASE 


The War Production Board has released the manufacturers’ 
names and the number of commercial motor vehicles each will 
produce under the enlarged truck production program recently 
announced for 1944 (see Traffic World, Nov. 13, p. 1217). 

These allocations had been scheduled in and coordinated 
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with the direct military procurement program, it was announced 
several weeks ago by R. L. Vaniman, director of the automo- 
tive division of the W. P. B. This step, in addition to that of 
full scheduling of all critical component parts, would assure 
an even division of commercial motor vehicles on a predeter- 
mined ratio between the military and essential civilian users. 

The allocations announced today, which supersede smaller 
production figures previously announced are: Manufacturer— 
Autocar, 2,727; Brockway, 1,237; Chevrolet, 33,122; Corbitt, 
200; Dart, 179; Diamond T, 2,887; Doane, 1; Dodge, 10,367; 
Duplex, 10; Euclid, 522; Federal, 2,034; Ford, 28,149; F. W. D., 
297; G. M. C., 9,851; I. H. C., 19,683; Kenworth, 291; Koehring, 
59; Linn, 20; Mack, 4,505; Oshkosh, 152; Peterbilt, 317; Reo, 
1,594; Sterling, 510; Walter, 188; and White, 4,442; total, 
123,344; to be authorized, 148; 123,492. 


CAR SURPLUS REPORT 
U. S. railroads reported a daily average surplus of 15,909 
freight cars for the week ended Dec. 11, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 2,679; auto box, 171; flat, 
338; gondola, 1,758; hopper, 1,233; and miscellaneous, 9,730. 


HALF-STAGE REFRIGERATION 


By a supplemental order in No. 28994, Half-Stage Refrig- 
eration Service, in which the Commission fixed charges for 
half-stage refrigeration services at not to exceed 78 per cent 
of the corresponding charges maintained for full-tank refrig- 
eration, the Commission, division 2, has authorized the respond- 
ent carriers to publish the resulting charges in amounts of even 
dollars or half dollars. The authority granted was as follows: 


In establishing the charges herein prescribed, respondents are 
hereby authorized to drop fractions of a dollar from one cent to 24 
cents; to make the charge an even half dollar when the percentage- 
ascertained charge ends in amounts from 25 cents to 74 cents; and to 
make the charge the next higher even dollar when the percentage- 
ascertained charge ends in amounts of from 75 cents to 99 cents. Com- 
pliance with this authorization shall be made upon notice to this Com- 
mission and to the general public by not less than 5 days’ filing and 
posting in the manner prescribed in section 6 of the interstate com- 
merce act. 


7. 


RAIL HAND-BRAKE WHEELS 


Railroads can obtain malleable iron hand-brake wheels for 
freight cars only for maintenance and repair of their rolling 
stock, under Direction 1 to Preference Rating Order P-142 
issued’ by the War Production Board. 

“No longer, under terms of this code, can these wheels 
be used in converting from the old non-geared type of brake 
to the modern geared type, which is more efficient and easier to 
handle,” said W. P. B. “Action was taken because of a critical 
shortage in the supply of malleable iron castings and a mounting 
backlog of manufacturers’ orders for this material.” 


EXPORT FREIGHT 

There were 133,537 cars of export freight, excluding coal 
and grain, handled through United States ports in November 
compared with 75,767 cars in November last year, or an in- 
crease of 76 per cent, according to reports compiled by the 
a of Port Traffic of the Association of American Rail- 
roads. 

Export grain unloaded at the ports totaled 4,772, compared 
with 3,259 in November, 1942, or an increase of 46 per cent. 

In addition, the railroads handled 781 carloads of coastal 
freight in November this year, compared with 657 in the same 
month last year, or an increase of 19 per cent. 

The total of 139,090 cars of export and coastal freight, 
excluding coal, handled through the ports in November repre- 
sented an average daily unloading of 4,636 cars, the highest on 
record. It slightly exceeds the previous high average of 4,592 
cars established in September this year. 


COMMERCIAL VEHICLE RATIONING 


The War Production Board has directed all holders of cer- 
tificates of transfer or government exemption permits either 
to exercise their permission to acquire new trucks under the 
provisions of these documents by December 31, 1943, or return 
them to the W. P. B. for cancellation or revalidation. 

This action, described as Direction 1 under General Con- 
servation Order M-100, is designed to facilitate taking of a 
physical inventory of all new commercial vehicles in the pos- 
session of producers, dealers, distributors, jobbers or other 
sales agencies as of the close of business on December 31. 

No new certificates of transfer or government exemption 
permits will be issued between December 15 and December 31. 
Those permits which have been issued but not exercised prior 












TRAFFIC wort 


SUPPOSE we had 
IDEAL TRANSPORTATION! 


EVERY SHIPPER would be guaranteed the best possible service 
for his freight at the lowest possible rates consistent with 


maintaining that service. 


EVERY TRAVELER could choose his route by any type of transpor. 
tation, or combination of them, at the lowest reasonable fare. 


EVERY WORKER would receive the highest compensation under 
the best working conditions practicable under private own- 


ership and management. 


EVERY INVESTOR would have security for his investment compat- 
ible with reasonable returns thereon. 


Ideals are hard to attain: but it is 
human to strive for them. The Trans- 
portation Association of America, for 
eight years, has engaged in re- 
searches and studies preliminary to 
the formulation of a plan that will 
assure post-war America of the finest 
transportation system the world has 
ever seen—under private ownership 
and management. 


A summary of those researches and a 
description of the plan is contained in 
a new book: “Statement of the Trans- 
portation Problem in the United States 


and Suggested Changes in National 
Policy.” It discusses transportation 
from all angles, historically and fac- 
tually, and forecasts post-war prob- 


lems. 


It also shows the way out, and the 
road to a national transportation pol- 
icy that will come nearer to the above 
ideals than anything yet put before 
the American people. 


Read the attached excerpts from the 
book, and send for your copy. There 
is no charge for it. 
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Aims of National Policy 


sonal policy, under private owner- 
giatrould’ be dedicated to the following 


objectives: 

Maximum technological development and 
yse of every type of facility or combina- 
jon of facilities now in use or hereafter 


developed. 

The creation of a physical and financial 
structure of the transportation industry, 
a whole, which will assure the public 
of the most convenient, most efficient serv- 
ices—at the lowest rates consistent with: 


\)The needs of national defense and the 

" postal services; 

2)The efficient and orderly transportation 

"" of persons and property; 

3)The highest practicable standards of 

“ compensation and working conditions 
for labor; 

4)The necessary degree of support to 

' provide the opportunity for the private 
investors to earn a@ fair return, thus to 
assure a constant source of new cap- 
ital for this industry; 


(5) The preservation of constructive compe- 
tition within the industry and equality 
of regulation. 


Alternatives of National Policy 


The American public must soon make a 
choice between the following courses: 


(1) Continue present national policy of com- 
pelling competition between modes of 
transport, which may lead to bank- 
ruptcy of a sufficient proportion of the 
common-carrier industry to result in 
ultimate government ownership of the 
whole; or 

(2)Enact necessary legislation, in justice 
to private investors, for government 
purchase of all common carrier proper- 
ties at fair value prices, in which 
case all competition, except with 
private carriers, would be elimi- 
nated; or 


(3) Provide for the consolidation of 
all modes of transportation into 
single regional systems, under pri- 
vate ownership—adopting for each 
the principle of regulated monop- 
oly. “By this plan, all competition, 
except with private carriers, within a 
region, would cease; or 


(4) Provide for a limited number of com- 
petitive transportation companies under 
private ownership, each being per- 
mitted to foster and render all types of 
services under proper regulation. 


We advocate the fourth course as the 
most effective way to preserve private 
ownership with constructive competition in 
this industry. 


Findings 
) 


The transition within the industry dur- 
ing the past twenty years, caused by the 
expansion of waterway facilities and the 
development of highway, air and pipeline 
services, has created an entirely different 
problem from any that has ever before 
confronted the American people in their 
attempts to devise a sound national pol- 
icy. Few of the historical legislative 
precedents are applicable to these present- 
day conditions or to the foreseeable future. 

new and broader solution becomes 
necessary. 


II. 


Sources and volume of private credit 
will be greatly restricted after the war. 
Common-carrier transportation should be 
m no less favorable position to attract 
Such investment than any other private 
enterprise. The security for investment in 
transportation should be supported by the 
efamings from all types of facilities— 
rather than destroyed by wasteful compe- 
tition between them. 


Ill. 


The effectuation of such necessary con- 
solidations and coordinations as may be 
deemed necessary by the Interstate Com- 
merce Commission in the furtherance of a 
long-term policy of bringing about “‘trans- 
portation systems’ should be exempt from 
the provisions of the Sherman Anti-trust 
Act. 


IV. 


The relative fitness and efficiency of 
the several types of transportation facili- 
ties cannot be determined by regulatory 
procedure. Neither can regulation compel 
the maximum use of any facility. These 
aims can only be attained through com- 
mon ownership or contractual agreements 
and centralized management. 


Vv. 


Within their respective economic limits, 
the facilities of each form of domestic 
common-carrier transportation compete for 
the same traffic. The same principles of 














treatment regulation as to 


(equality of 
both costs and rates) should be accorded 
all types of transportation facilities. From 
a practical viewpoint this can only be 
accomplished by centralizing Federal reg- 


ulation through a single competent Au- 
thority. 
VI. 


There has been never-ending contro- 
versy between the different modes of 
transportation as to the extent of govern- 
ment subsidy of common-carrier companies. 
Claims and counter-claims are spread be- 
fore the public. Government agencies have 
also reached tentative conclusions. All 
parties of interest differ radically in their 
findings. They have never been able to 
agree upon any formula by which gov- 
ernment expenditures on the public domain 
may be allocated to (1) the land owner; 
(2) private transportation; and (3) com- 
mon carriers. 


VI. 


The Inland Waterways 


owned transportation companies. 


Corporation, which was 


fore there is no need for continuing it. 


Corporation 
should be dissolved and its facilities sold 
at fair (not salvage) prices to privately- 
The de- 
clared purpose of the Inland Waterways 
to provide a 
demonstration of what could be done, has 
long since been accomplished, and there- 
























































































Vil. 


An original aim of regulation is to pro- 
hibit discrimination in rates. This cannot 
be accomplished so long as government 
itself insists upon enjoying preferred treat- 
ment. Land grant rates in their entirety 
should be abolished. 


IX. 


Enforced competition between modes of 
transportation invites one form of trans- 
port in self-protection to seek the erection 
of legal and economic barriers against 
others whose services might otherwise be 
developed more intensively in the public 
interest. 

x. 


The genius and promotional ability of 
private manufacturers of transportation 
equipment and supplies, and competition 
between them, should be encouraged. 
They have made outstanding contributions 
to the progress and development of all 
forms of transportation facilities. 


XI. 


There is great need for uniformity and 
standardization of the laws of the several 
states affecting common-carrier transporta- 
tion. Also, state legislation should be 
reconciled with the primary pattern 
of national policy. 


XII. 


Competitive transportation systems, 
effectuated either through common 
ownership of all types of facilities, 
or through joint operations, whereby 
earnings, expenses and facilities of 
all forms of transport may be treated 
in the aggregate will: (1) permit equality 
of regulation; (2) reduce wastes and du- 
plications to a minimum; (3) afford the 
lowest basis of rates for the shippers and 
consumers; (4) result in a maximum de- 
gree of support for the security of private 
investment; and (5) provide for the con- 
structive application of the competitive 
principle. 


Summary of Conclusions 


1, 


Common-carrier transportation is a pub- 
lic service and its essential facilities can- 
not be discontinued at will. They must be 
maintained either under private owner- 
ship with public regulation—or under gov- 
ernment ownership. When private owner- 
ship continues to be unprofitable for too 
long a period, government ownership is 
inevitable. 

Il. 


The benefits flowing from the govern- 
ment’s development of the waterways, 
highways and airways should be made 
available on impartial terms to the entire 
common-carrier industry, as well as to 
private transportation. 


Ill. 


Fair and equitable regulation of the 
common-carrier transportation industry, as 
it is now physically and financially con- 
stituted, is not possible under the present 
policy of enforcing the principle of compe- 
tition between modes of transport. 


Recommendation 


To the end that private ownership may 
be preserved in the common-carrier trans- 
portation industry of the United States, the 
Association recommends a revision of na- 
tional policy which will encourage and 
sanction: 


The organization, over a reasonable 
period of time, of a limited number of com- 
petitive transportation systems, each author- 
ized to develop and furnish all types of 
‘acilities and services (or combinations 
thereof) which are most adaptable for the 
efficient, economical and orderly trans- 
portation of persons and property. 
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to December 31, may be revalidated by the W. P. B. for use 
within a maximum period of 60 days after January 1. 


Patterson Made Chairman 


Commissioner W. J. Patterson has been elected by the 
Commission as its chairman for the year 1944. He succeeds 
J. Haden Alldredge, whose term as chairman expires Decem- 
ber 31. 

The Commission, in announcing the election of Mr. Patter- 
son to the chairmanship, said that Commissioner John L. Rog- 
ers, who by seniority in service was next in line for election as 
chairman, was unable to undertake the added duties of the 
chairmanship since he was serving also as assistant director 
of the Office of Defense Transportation. At the time of the 
election of Mr. Alldredge last year Commissioner Rogers was 
also next in line for the office, but at that time he was serving 
as director of the division of motor transport in the O. D. T., 
and was unable to take up the added duties. 

Commissioner Patterson came to the Commission in Sep- 
tember, 1914, as a safety appliance inspector, with a back- 
ground of practical railroad experience. He was successively 
promoted to the positions of assistant director and director of 
the bureau of safety, retaining the latter position until ap- 
pointed by the President as a member of the Commission in 
July, 1939. 

By electing Commissioner Patterson chairman only for 
1944, the Commission, again, as in the election of Commissioner 
Alldredge for 1943, abandoned the plan it adopted in 1939 
under which Commissioner Eastman was elected chairman for 
a period of three years, and retained its former practice of 


electing a chairman each year (see Traffic World, Dec. 26, 
1942, p. 1530). 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Kenneth Carroad, New York, N. Y.; N. A. Cobb, 
Battle Creek, Mich.; Clarence E. Fugina, Arcadia, Wis.; John 
J. Glavin, Albany, N. Y.; Vincent Hazleton, Alexandria, La.; 
Edward A. Kiley, Oneida, N. Y.; Obel L. McAlister, Fort Worth, 
Tex.; W. T. McCaffree, Nevada, Mo.; James J. Morrison, New 
Orleans, La.; Albert Pike II, Hebron, Neb.; T. B. Thorson, 
Rapid City, S. D.; and Virgil D. Willis, Harrison, Ark. 


PRACTITIONERS TO HONOR EASTMAN 


The Washington Chapter of the Association of Interstate 
Commerce Commission Practitioners will tender a ceremonial 
dinner to Director Eastman, of the Office of Defense Trans- 
portation, at the Statler Hotel, Washington, D. C., on the 
evening of Feb. 17, in celebration of Mr. Eastman’s 25th anni- 
versary as a member of the Commission. 

George H. Muckley, general attorney of the Southern Pa- 
cific Co., chairman of the Washington chapter, has appointed 
the following committee on arrangements for the dinner: 

Edward F. Lacey, executive secretary, National Industrial 
Traffic League, chairman; Clarence A. Miller, vice-president 
and general counsel, American Short Line Railroad Associa- 
tion; J. Carter Fort, general counsel, Association of American 
Railroads; Karl L. Wilson, Middle Atlantic States Motor Car- 
riers’ Conference; and Sara F. McDonough, executive secretary, 
Association of Interstate Commerce Practitioners. 

Because of war conditions and restrictions on travel, the 
announcement of the dinner said, it would be necessary to con- 
fine the attendance at the dinner to Washingtonians, but that 
any practitioner having business in Washington on that date 
would be cordially welcome. 

Tickets must be procured from Clarence A. Miller, chair- 
man of the invitation committee, 2218 I. C. C. Building, Wash- 
ington, D. C., at five dollars each. It was requested that checks 
be made payable to Karl L. Wilson, treasurer. Tables of ten 
might be reserved in the name of one person on receipt of 
check for the full amount, the announcement said, and that 
the final reservation date would be Feb. 12. No cancellations 
or reservations will be made after that date. 


STORAGE FOR ARMY 


Temporary exemption from price control of storage serv- 
ices performed for the War Department, other than cold stor- 
age and tank storage of liquid commodities, was extended to 
February 1, 1944, by the Office of Price Administration De- 
cember 15. In a statement the O. P. A. said: 


Continuation of the exemption, which was first granted April 10, 
1943, for two months, and later extended, the last time until December 
15, 1943, is to afford O. P. A. further time in which to determine the 


propriety of rate schedules for War Department group warehousing 
plans. 


TRAFFIC WOR) December 


Previously the exemption had been extended because of the 
Department’s desire to experiment with certain types of Storage 
rangements. This experimental period has now been completed rh 
today’s extension will provide the necessary time for the making of 
final determination by O. P. A. on the rate schedules, t 

(Amendment No, 41 to Revised Supplementary Regulation No 


to the General Maximum Price Regulation, effective December } 
1943.) | 


Thirty- 


A. A. R. BEER CASE RECOMMENDATIONS 
Recommendations as to the construction and use of fib 
and wooden boxes for the shipment of bottled beer are Con. 
tained in a pamphlet prepared by the freight container bureay 
of the Association of American Railroads, entitled “A Report o, 
the Proper Construction of Beer Boxes.” The recommendations 
are the results of a survey conducted by the freight claim diy. 
sion of the A. A. R. The report contains recommendation 
for the strength of material to be used on fibre beer cases whey 
designed for one-time use and when designed for re-use, 
discusses interior packing and partitions and methods of stack. 
ing in cars. The report also covers wooden beer cases, 
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WAREHOUSING STATISTICS accordin 


J. C. Capt, director of the bureau of the census of the De TI 
partment of Commerce has issued a statistical report on public E the 
merchandise warehousing for October, 1943, showing that the |") 1 
percentage of space occupancy at the end of October was 857 5 miles- 
as compared with 85.3 per cent for September. The compilation Uy 
was made from the reports of 702 warehousing firms, which § rates—so 
reported 1,963 warehouse buildings as operated during the 4, T 
month, wiht a total of 52,637,523 square feet of occupiable § the first 
space intended for public warehousing of general merchandise, 5. T 


Of this total, the statement showed, 45,086,902 square feet were es 
reported as occupied. jet 
eee Tat 7 Od 

R. F. C. SELLS RAIL CERTIFICATES of the c 


Secretary of Commerce Jones has announced that the 
Reconstruction Finance Corporation has sold to Auchincloss, If 
Parker & Redpath $946,000 of Southern Railway Co. 4 per cent 
equipment trust certificates, series FF (subordinated) at 103.8 


and accrued interest. This price represented a premium of pn 
$36,765, Secretary Jones said. re afte 
N. I. T. L. 1944 MEETING CHANGE ial 

The 1944 annual meeting of the National Industrial Traffic § jhe int 
League will be held at the Pennsylvania Hotel, New York City, § from ¢ 


November 16 and 17, with a two-day meeting of the executive § oy not 
committee, November 14 and 15, instead of November 23 ani § jen 
24 for the League meeting and November 21 and 22 for th 
executive committee meeting as previously announced. The If 
committee, at the recent meeting of the League in Chicago, 


; unjust 
selected the latter group of dates, overlooking the fact that § prejuc 
Congress had passed a joint resolution fixing Thanksgiving § ang |< 


Day as the fourth Thursday of each November, said E. F. ff filing 
Lacey, executive secretary (see Traffic World, Nov. 20, & of inv 
p. 1279). On that basis, said he, Thanksgiving Day in 19 F quire 
would fall on Thursday, November 23. 


ARMY CARRIES CHRISTMAS MAIL 


“The Air Transport Command of the U. S. Army Ai 
Forces has come to the aid of Santa Claus, hard pressed at 1, 
the approach of America’s third wartime Christmas since Pearl 2. 
Harbor,” the War Department announced. 

“In response to a call from the Post Office Department, 
the A. T. C. is relieving congestion of Christmas gifts 
mail by flying domestic air mail on its cargo planes from 
December 10 through December 27. ; ‘ 

“Mail up to 1,500 pounds per plane is being sandwiched 6. 
in with other cargo on craft operated by the domestic trans : 
portation division of A. T. C. This is entirely apart from the 
tons of mail which are flown regularly the year round t0 
soldiers overseas on the Command’s foreign routes.” 


U. S. RUBBER CO. SYNTHETIC RUBBER BOOKLET 


The United States Rubber Company has issued the second 
in a series of booklets designed to help tire recappers and Te 
pairmen in the efficient handling of synthetic rubber. The 
booklet, entitled “Steam Supply Systems and Curing Sched: 
ules,” explains that the use of synthetics requires more exacting 
steam supply systems, workmanship and curing schedules than 
natural rubber. It describes steam systems, temperature and 
pressure indicators, pressure warning devices and minimum m6 
horsepower requirements for molds, and contains curing 
ules for recapping and repairing synthetic tires and tubes. & Sect 
The first booklet in the series was “Repairing and Recappilt _ 
Synthetic Tires and Tubes.” , 
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Common carriers subject to the interstate commerce act 
® have not only the obligation to establish and maintain 
yst and reasonable joint routes and rates, fares or charges, 
and facilities and rules for the operation of joint through routes, 
but that of arranging just, reasonable, and equitable divisions 
of the joint rates applicable via the through routes among the 
carriers parties to the routes. The divisions must not unduly 
prefer or prejudice any participating carrier.’ 

In establishing bases for the division of joint rates or fares 
ihe carriers use a number of bases that need not be described 
in this article, which is concerned primarily with the law re- 
lating to the divisions. The principal bases of divisions that 
may be mentioned include the division of the through rates 
according to: 


1, The respective mileage of each carrier participating in the joint 
haul—the mileage pro-rate basis. 

2. The respective mileage of each carrier by mileage blocks of say 
50 miles—the mileage block—pro-rate. 

3, The respective rates of each carrier in proportion to the through 
rates—sometimes called the rate—pro-rate. 

4, The respective first class rates of each carrier in proportion to 
the first class joint rates—the first class rate—pro-rate basis. 

5. The mileage or mileage block pro-rate bases subject to’ the 
deduction of terminal factors for the originating and delivering carriers. 

6. The rate or first-class rate pro-rate bases subject to the deduc- 
tion of terminal factors for the originating or terminating carriers. 

7. Miscellaneous bases reflecting the respective bargaining position 
of the carriers. 
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Powers of the Commission over Divisions 


If the carriers are unable to agree with respect to the 
divisions of joint through rates, the Commission may prescribe 
them. -It may take this action, either on complaint or on its 
own initiative. Full hearings must be had in either case. If 
it, after hearing, is of the opinion that the divisions are or will 
be unjust, unreasonable, inequitable, or unduly preferential or 
prejudicial between carriers parties to them, it is directed by 
the interstate commerce act to prescribe divisions that are free 
from these objectionable features. This it may order whether 
or not the carriers have agreed to the divisions or if they have 
been established otherwise—as, for example, by prior order 
of the Commission. 

If the divisions are found by the Comission to have been 
unjust or unreasonable, inequitable, unduly preferential or 
prejudicial, it may determine what would have been proper 
and lawful basis of divisions for the period subsequent to the 
filing of the complaints or petitions or the making of the order 
of investigation by the Commission on its own motion and re- 
quire that retroactive readjustments be made in accordance 
with its order. 

_ In determining and prescribing the lawful bases of divi- 
sions, the Commission is directed by the interstate commerce 
act to give consideration, among other factors, to: 
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1. The efficiency with which the carriers are operated. 

2. The amount of revenue the carriers require to pay operating 
expenses, 

3. The amount required by each carrier for its taxes. 

4, The amount required to yield a fair return upon the property 
held for and used in the service of the public. 

5. The importance to the public of the transportation services per- 
formed by each carrier. 

6. The status of the carriers as originating, intermediate or deliv- 
ering carriers, 

7. ‘Any other fact or circumstance which would ordinarily, without 
regard to the mileage haul, entitle one carrier to a greater or less pro- 
portion than another carrier of the joint rate, fare or charge.’’? 
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_ The act also empowers the Commission to prescribe divi- 
sions among carriers in connection with joint routes and rates, 
fares or charges that the Commission establishes after hearing 
*n complaint or upon its own motion.* 
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New England Divisions Case 


This was an appeal from a decree of the District Court 
of the United States for the Southern District of New York 


"Interstate Commerce Act, Part I, Section 1 (4); Part IT, Section 
216 (a) and (c); Part III, Section 305 (b); and Part IV, Section 404 (d). 

*Tbid., Part I, Section 15 (6); Part II, Section 216 (f); and Part EY, 
Section 307 (e). 


*Ibid., Part I, Section 15 (3); Part II, Section 216 (e): and Part 
III, Section 307 (d). 












































Traffie Law and Procedure 


[hirty-Second of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Division of 
Joint Rates Between Carriers 


refusing an interlocutory injunction in a suit to set aside an 
order of the Interstate Commerce Commission.‘ 

_ Invoking the power of the Commission to prescribe divi- 
sions, as granted to it by the interstate commerce act, as 
amended by the transportation act, 1920, the railroads of New 
England instituted, in August, 1920, proceedings to obtain for 
themselves larger divisions of the rates on the freight moving 
between that section and the rest of the United States. These 
joint rates had just been increased pursuant to the order 
entered in Ex Parte 74, Increased Rates, 1920.5 More than 600 
carriers, mostly railroads, were made respondents. On January 
30, 1922, the Commission issued an order directing that the 
divisions of the New England railroads be increased by 15 
percent. Since it did not increase any rate, it necessarily re- 
duced the amounts receivable from the rates by the carriers 
operating west of the Hudson River. The order was limited to 
the diviisons of joint class rates and those joint commodity 
rates that were divided on the same basis as the class rates. 
It related to transportation wholly within the United States 
and was to continue in force only until further order of the 
Commission. The order left the door open for correction on 
application of any carrier in respect to the rate. 

In March, 1922, suit was begun in the federal court for the 
Southern District of New York to have the order set aside as 
void. The Akron, Canton, and Youngstown Railway and 43 
other carriers joined as plaintiffs, suing for themselves and 
others similarly situated. The United States was named as 
defendant. The Commission and ten New England carriers 
intervened and filed answers. The case was heard by three 
judges and the injunction was denied. The case went to the 
U. S. Suprme Court by direct appeal. 

The Supreme Court, in the opinion delivered by Justice 
Brandeis, affirming the judgment of the court below, stating 
that the evidence was sufficient to support the findings as 
shown in the opinion of the lower court and in the reports of 
the Commission. To consider the weight of the evidence or 
the wisdom of the order entered was held to be beyond the 
province of the Supreme Court. It stated however, that the 
way was still open for any carrier to apply to the Commission 
for modification of the order, if it was believed to operate 
unjustly in any respect. 


U. S. and I. C. C. vs. Abilene and Southern Ry. Company, et al. 


This was an appeal by the United States and the Commis- 
sion from a decree of the federal district court for the District 
of Kansas, which perpetually enjoined the enforcement of an 
order made.by the Commission relating to the division of inter- 
state joint rates on traffic interchanged within the U. S. by the 
Kansas City, Mexico, and Orient System with 13 carriers 
whose lines made direct connection with it.* The order provided 
that, on all such interchanged traffic, the existing divisions of 
these carriers should be reduced by a fixed percentage and that 
the Orient should receive the amount so taken from its con- 
nections. The order also directed the Orient and the connecting 
carriers to make, at stated intervals, reports of the financial 
results of the divisions ordered. It permitted any carrier to 
except itself from the order, in whole or in part, by proper 
showing. It also retained jurisdiction in the Commission “to 
adjust on basis of such reports the divisions herein prescribed 
or stated, if such adjustments shall to us seem proper.” 

The order was entered after an investigation into the 
financial needs of the Orient System, undertaken by the Com- 
mission in April, 1922. pursuant to an application of the receiver 
of the Kansas City. Mexico, and Orient Railroad and an affili- 
ated Texas corporation. It appeared—and was not denied—that 
the public interest demanded continued operation of the rail- 
road; that’ the revenues were insufficient to pay operating ex- 
penses; that the operation was being sufficiently conducted, 
and that, unless relief were afforded by increasing the Orient’s 
division of joint rates or otherwise. operation would have to be 
suspended and the railroad abandoned.’ The 13 carriers that 
brouecht suit participated in the investigation undertaken by 
the Commission and supplied certain statistical information re- 
quested of them. The applicants introduced no evidence before 
the Commission and the case was submitted without argument. 


#(£61 U. S. 184), 1923. 
5 (55 I. C. C. 220), 1920. 
¢ (265 U. S. 274), 1924. 
™M. and O. Divisions (73 I. C. C. 319), 1922, 
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None of the connecting carriers made application to be ex- 
cepted from the order, nor did any apply for a rehearing. 
Before the effective date of the order, suit was begun seeking 
a temporary injunction. A temporary injunction was granted. 
On final hearing, the injunction was made permanent and a 
hearing was refused. 

The U. S. Supreme Court held, in the opinion delivered 
by Justice Brandeis, that, in determining just divisions, the 
Commission must consider the relative cost of service and 
whether a particular carrier was an originating, intermediate 
or delivering carrier. It must consider also the efficiency of 
operation of each carrier; the revenue it requires for operating 
expenses, taxes and.a fair return; the public importance of the 
transportation service involved; and any other facts that would 
ordinarily, without regard to the mileage hauled, entitle one 
carrier to a greater or less proportion of the rates than another. 

The court held that the Commission might, in the public 
interest, consider the financial needs of the weaker road and 
give it a division larger than justice between the parties would 
suggest “in order to maintain it in effective operation as part 
of an adequate transportation system’, provided that the share 
left = its connections was “adequate to avoid a confiscatory 
result”. 

The judgment of the district court was affirmed. 


Brimstone Railroad and Canal Company vs U. S. et al. 


This was an appeal from U. S. District Court for the West- 
ern District of Louisiana.* 

An order of the Commission reduced the divisions of joint 
rates accorded to a short line railroad by an agreement with 
its connections, and thus increased the divisions of the latter 
correspondingly, on a finding that the share of the short line 
exceeded a fair return on its property over the cost of service 
and was equivalent to a rebate to a mining company that 
owned the short line’s stock and contributed most of its traffic. 
The finding was based on a study of the short line’s property 
and affairs, the service it performed, the divisions established 
by the U. S. Railroad Administration, other divisions past and 
present, the volume and distribution of traffic, a comparison 
between the questioned divisions and those received by other 
lines in the same territory, and testimony that comptition 
controlled the agreed divisions. There was no evidence that 
the connecting carriers were in need of, or received, or would 
receive more than or less than a fair return from the agreed 
divisions, that the joint rates themselves were unfair or unjust, 
or that the agreed divisions were “unjust, unreasonable, inequit- 
able or unduly preferential or prejudicial as between the car- 
riers.” The order was made retroactive to the date when the 
investigation was instituted by the Commission. 

In its opinion, the U. S. Supreme Court, in an opinion de- 
livered by Justice McReynolds, held that inasmuch as the items 
definitely specified by section 15 (6) of the interstate com- 
merce act, as amended after 1920, were not considered, the 
order must be annulled. 

Section 15 (6) of the interstate commerce act was held 
to grant no power to require adjustments between .carriers of 
past receipts from agreed joint rates. It authorized the Com- 
mission to readjust divisions already received only when the 
joint rate was established in consequence of a finding or order 
of the Commission made under Section 15 (1)—which provides 
for the determination of rates, classifications, regulations, or 
practices, by Commission—or under Section 15 (3), which 
provides for the establishment of through routes, joint classifi- 
cations and rates, divisions, and operating conditions, after full 
hearing in respect of the specific rate. “Mere permission 
granted by the Commission to increase or diminish all rates 
according to the needs of carriers throughout the country, is 
not enough.” 

The decree of the court below was reversed and the cause 
was remanded to the district court for further proceedings in 
conformity with this opinion. 


B. and O. Railroad Company vs. U. S. 


This was a suit in equity brought bv the B. and O. Railroad 
Company against the United States seeking the setting aside 
and the permanently enjoining of the enforcement of an order 
of the Commission based on a report of 1933 and its amendment 
in 1934. The case went to the U. S. Supreme Court on appeal 
from the District Court of the United States for the Eastern 
District of Virginia.’ 

In 1928, rates were prescribed by the Commission on citrus 
fruit from places of production in Florida to points in Official 
Classification Territory... The controversy was over the pre- 
scribed division as between the southern carriers hauling from 


8 (276 U. S. 104), 1928. 

9 (298 U. S. 349), 1936. 

2 R,. R. Comm, Florida vs. A. and R. R. Co. et al. (144 1. C. C. 
603), 1928, 
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points in Florida to Richmond, Virginia, and oth 
and the northern carriers hauling to destinations." The on 
prescribed adjustments to be made by the latter. The i 
plaint was that the order was based on a misconstructi — 
the act and was confiscatory. Three judges tried the cone at 
found the plaintiff not entitled to relief and dismissed the ; be. the 
The Commission in June, 1908, found the “gathering ber agreed 
—the rates from places of shipment in Florida to places of 
tion in the northern part of that state—to be reasonable but fou go 
that the transportation charges from the junctions to the eae act, ant 
were unreasonable. Proportional rates were prescribed b “the found. 
Commission and added to the gathering rates to make jo oi 
rates applicable over through routes to destinations, In enc applica 
proportional rates were stated amounts, or “specifics” per “i court Cs 
of estimated weight of 80 pounds per box to cover hauls beyond The 
the gateways. The Northern lines received these “specifics” | thoush 
as their shares of the joint rates. In 1915 and 1917 there wa. | meomst! 
a general rate increase of 20 percent in Official Territory pe weigh a 
plicable generally to interterritorial hauls. In 1918 there bs A is opin 
a general rate increase of 25 percent and the divisions of th ge 
northern and southern lines were increased in that proportion ea! 
There were additional increases in 1920 in both territories 95 | of the © 
percent in the south and 40 percent in the north, and inter. 
territorial hauls were increased 33% percent. The northern In 
lines complained that their divisions were not raised as many § Which 
—. — ae as were their territorial rates. / Commi 
_ In July , joint rates were prescribed by the Commis. § °te?: 
sion based on 100 pound boxes of fruit. The 80 pound walle insuffic 
on which the northern carriers “specifics” were based was held § of join 
to be too low. The average, according to the Commission's would 
report was 90 pounds. The northern lines in New England below | 
and Trunk Line Territory, after the effective date of the new 
rates, took as their part a hundred pounds, 25 percent more 





than the “specifics” a box. In Central Territory, the northem Of 
lines used 90 pounds as a basis for charging the rate a box, § shipyal 
The resulting increase was slightly over 11.1 percent. explair 


These divisions were not satisfactory to either group of § but wi 
carriers. The A. C. L. and other southern carriers filed com- | produc 
plaints in 1930, asking the Commission to condemn the division } the de 
on citrus fruit to New England and Trunk Line Territory as § to Sat 
violations of section 1 (4) of the interstate commerce act; to } not me 
prescribe just, reasonable and equitable divisions in accordance | duction 
with section (15), (6); and to require adjustment and refund } tion or 
to the lines in respect of transportation subsequent to the 
complaint. 

In 1931, the Commission began an investigation. In April, T 
the northern lines filed a cross complaint. The general investi- 3602, 
gation of the divisions in Central Territory was set for hearing makes 
on the same record as the complaint of the southern lines ? 
relating to the rate divisions in Trunk Line and New England hende 
territories. report 

The order here attacked gave the appellants a division partm 
amounting to more than they accepted prior to the effective 
date of the rate order of July, 1928. The only matter before | ™ eth 
joe Commission was the division of presumably reasonable perth 
rates. . 


The U. S. Supreme Court held, in an opinion delivered by 
Justice Butler, that since the work of the Commission in pte J joy, , 
scribing divisions of joint rates under section 15 (6) of the y 
interstate commerce act was legislative, it could only exert its 
power after a full hearing, finding that the divisions did not 
or would not meet the required standards. “In determining the 
prescribed divisions, the Commission is not required or author T 
ized to find out whether the joint rates are reasonable and § $400 | 
confiscatory but to make the divisions fair regardless of the } the b 
level of the rates or revenues to be divided. The Commission's } or co 
orders, if made in accordance with the act, are tantamount {0 [ Amer 
acts of Congress”. The court found, in part, that, if an order | conta 
of the Commission prescribing divisions or continuing them in J on A 
force proved to be noncompensatory, the loosing carrier might | to usi 
permanently enjoin the enforcement of it, even though the joint § and t 
rate itself was not confiscatory. Even though an order of the § must 
Commission, sustaining divisions of joint rates as just, reason- § eral ; 
able, and equitable under section 15, (6) of the act, was based J by F 
in part on the financial needs of the carriers, it was not arbi- secon 
trary and in excess of the Commission’s power. fourt! 

It held also that the effect of an order of the Commission 
was positive even though negative in form, as when the Com- 
mission denied relief to a carrier complaining of unjust and 
inequitable divisions of joint rates the carrier was required tof, 
operate under the rates. To determine the division of joint ‘Wai 
rates on a particular class of traffic the Commission might take ra 
into consideration the reveneus, operating expense, taxes, re Shee 
turns attributable to that particular traffic, and even those that other 
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resulted from the operations of all the railroad properties of 


ier. 

° one court held that, although some of the members of the 
ission dissented from an opinion or a report and order, 
the report and order had the same legal effect as if all had 
ed on it. Even though too much weight was given to the 
financial need of the carriers, the findings of the Commission 
were conclusive in fixing divisions under section 15, (6), of the 
act, and in determining the meaning of the particular facts 
OP eyhere the question of confiscation was not raised in the 
application for just and equitable divisions the findings of the 

curt could not be held as pertaining to that issue. 









The complaining carriers must make the adjustments ordered even 
though they raise for the first time the question of confiscation and 
ynconstitutionality. The District Court and not the Commission can 
weigh all the evidence as to the constitutionality of the question and 
its opinion alone is conclusive and not that of the Commission. The 
question of whether existing revenues are confiscatory need not be 
raised in advance when a carrier is petitioning the Commission for just, 
reasonable, and equitable divisions of joint rates—the reasonableness 
of the rates themselves not being in question. 












In this case, the court found that the complaining carrier, 
which sought in vain. by petition for rehearing, to have the 
Commission inquire into the alleged confiscatory results of its 
order, was entitled to judicial relief. The evidence was held 
insufficient to prove with requisite certainty that the divisions 
of joint rates on transportation of citrus fruit had proved or 
would prove to be confiscatory. The judgment of the court 
below dismissing the complaint was affirmed. 

















NO SUNDAY SHIPBUILDING 


Officials of the Maritime Commission have announced that 
shipyards will be closed on Sundays beginning Jan. 2. It was 
explained that the yards had been operating seven days a week, 
but with one-seventh of the workers always at leisure, and that 
production on Sundays had not been up to par. For this reason 
the decision was taken to operate with all employes Monday 
to Saturday, inclusive, and officials said further that this did 
not mean, aS some reports had indicated, any cut-back in pro- 
duction. It was rather, an effort to overcome the lag in produc- 
tion on Sunday, it was pointed out. 















STOWAWAYS ON VESSELS 


The House merchant marine committee has reported H. R. 
3602, to amend the stowaway act of June 11, 1940, so as to 
make subject to its provisions stowaways who are not appre- 
hended until after disembarkation. The committee said, in its 
report, that in administration of the 1940 act the Justice De- 
partment had found that a requirement of that law that the 
stowaway should be found on the vessel made it doubtful 
whether a person who was not discovered on the vessel but 
who was apprehended after he disembarked came within the 
jurisdiction of the act. 

‘It is not felt that it was the intent of Congress in the 
stowaway act to grant immunity to stowaways merely because 
they escaped discovery until after they land,” said the com- 
mittee. 



















MISSISSIPPI CENTRAL LETTER CONTEST 


The Mississippi Central Railroad is offering prizes totaling 
$00 in war bonds to students in high schools and colleges for 
the best letters of 1000 words or less, addressed to senators 
0 congressmen on the subject: “How We Can Keep America 
American.” The circular outlining the terms of the contest 
contains seventeen quotations from the founding fathers bearing 
on American ideas and institutions. Contestants are expected 
to use as many as possible of these quotations in their letters 
and to designate the sources of all of them if possible. Entries 
Must be submitted to L. E. Faulkner, vice-president and gen- 
eral manager, Mississippi Central Railroad, Hattiesburg, Miss., 
by February 15. The first prize will be a $100 war bond; 
second prize, a $75 war bond; third prize, a $50 war bond, and 
fourth to tenth prizes, each a $25 war bond. 


















STUDEBAKER TRUCK BOOKLET 


aq, he Studebaker Corporation is distributing a new booklet, 
‘Wartime Information for the Delivery Truck Operator.” It 
contains the text of general order No. 17 of the Office of De- 
fense Transportation, dealing with delivery restrictions, and 
other information on wartime regulation of wholesale and 
retail delivery trucks. In addition, there is a section dealing 
With truck conservation and maintenance in wartime. It is a 
Companion to an earlier Studebaker publication, “Care and 
Maintenance of the Farm Truck in Wartime,” of which 200,000 
Copies have been distributed. 



















Questions and Answers 


* In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work, 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Delay—Liability of Carrier for Failure to Deliver Shipment at 
Port in Time for Transportation by Steamship 


Kansas.—Question: A:booking was made with a steamship 
line for clearance of a certain lot of flour from the port of 
Norfolk some time between February 1st and February 15th, 
1942. The steamship line advised on February 5th, 1942, that 
they had addressed us under date of January 16, 1942, that 
they expected to have a steamer loading at Norfolk on or about 
January 27th to 28th and suggested that the flour be shipped 
to arrive at Norfolk not later than January 28th. The letter of 
January 16th was never received by us. 

Not having the information relative to reaching the port 
by a certain date which the steamship line claims to have 
given us, we shipped from point A one carload of flour that 
was pulled from the plant at 10 A. M. on January 23rd by the 
switching line and delivered to the outbound line haul carrier 
at 1:16 P. M. on January 24th, which line forwarded it at 3 
A. M. on January 25th. This car arrived at Cape Charles, Va., 
at 10:30 A. M., January 29th. 

Another car was pulled from our track at point A at 5 
P. M. on January 20th, was delivered by the switching line to 
the road haul carrier at 11 A. M. on January 22nd and for- 
warded by the line haul carrier at 8:10 A. M. January 23rd. 
This car arrived at Cape Charles, Va., at 8:10 A. M. on Janu- 
ary 27th. 

The delivering line advises that failure of these two cars 
to reach Norfolk in time for loading on the steamer was due 
to adverse weather conditions which prevented the operation 
of barges between Cape Charles and Norfolk from 7 A. M. 
January 27th to 11:30 A. M. January 28th. At 2:05 P. M., Janu- 
ary 28th, they advise it was necessary to stop operation again 
due to prevailing high winds and the floating was not again 
resumed until the morning of the 29th, and that upon resuming 
operation January 29th, there was a considerable accumulation 
of cars and they were floated to Norfolk in the order in which 
they had arrived. 


Before these cars were floated across the bay to Norfolk, 
the steamer had sailed and it was necessary to divert them to 
New York, where they were loaded aboard the same steamer. 
The local rate from Cape Charles to New York was assessed 
for the movement of these cars from Cape Charles to New 
York, and we should like to inquire whether the freight charges 
from Cape Charles to New York should be refunded account 
of undue delay on the part of the carrier to move these cars 
promptly to the steamer’s berth at Norfolk, or account negli- 
gence on the part of steamship line to see that the cars were 
promptly handled, since the cars were billed to them and they 
were in possession of the inland bills of lading and necessary 
export documents giving full information of the movement of 
the cars. 

While the rail carrier was not specifically advised of the 
name of the boat and the sailing date, because such informa- 
tion was not in possession of the shipper, the billing clearly 
showed the steamship company as the consignee and the foreign 
destination, which should have raised the question of the sailing 
date and which information was readily obtainable from the 
steamship office at Norfolk, and the failure of the rail carrier 
to make inquiry of the steamship line as to the sailing date 
after delay had been occasioned by adverse weather conditions, 
it appears resulted in negligence on the part of the carriers. 

Moreover, three other cars were shipped from the same 
point on January 24th via different line haul carriers that did 
not move through Cape Charles, all of which reached Norfolk 
without delay and were loaded aboard the same steamer at 
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Norfolk for which the two cars that moved through Cape 
Charles were booked. 

Will you please advise whether, under the aforementioned 

circumstances, the line haul carrier, the steamship line or both 
are liable for damages resulting from negligence in delay in 
the movement of these cars to the extent of the additional 
expense involved in the clearance of these cars through New 
York instead of Norfolk? 
Answer: A carrier is not an insurer against delay in the 
transportation of goods. Hence the rule is one of general ap- 
plication that, in the absence of special contract binding the 
carrier to deliver within a specified time, mere delay in tran- 
sportation does not create any liability to respond in damages. 
As to the diligence and care required in completing the express 
or implied contract for transportation only, the rule is that the 
carrier is bound to use reasonable diligence and care, and that 
only negligence will render it liable, unless a stipulated time is 
fixed in the contract. 

The specification of the ship into which the shipment is to 
be loaded at the port does not, in our opinion, have the effect 
of creating a special contract obligating the carrier to deliver 
the shipment at all events at the port in time for forwarding 
via that steamship. 


The shipper assumes the risk of unavoidable accidents, and 
of usual and ordinary delays incident to the ordinary conduct 
of the carrier’s business. Nevertheless, if damage results from 
failure, without good excuse, to deliver the goods at their des- 
tination within a reasonable time, the carrier is liable for such 
damage. When a common carrier undertakes to convey goods, 
the law implies a contract that they shall be delivered at desti- 
nation within a reasonable time, in the absence of any special 
agreement as to the time of delivery. 


The fact that the time occupied in the transportation or 
delivery of the consignment is unusual is not of itself conclusive 
of unnecessary delay, unless it is so long as clearly to compel 
a conviction that it was longer than was necessary. It must be 
so unusual as to be more reasonably attributable to the negli- 
gence of the carrier than to any of the causes of delay to which 
the transportation,.by reason of the mode, time, route, speed 
of carriage, or other circumstances implying negligence is 
known to be exposed. 


If, because of unreasonable delay in the transportation of a 
shipment by a carrier, which delay is not excused by one of 
the recognized exceptions to the carrier’s liability, a shipment 
is not delivered at a port in time for deliverv to a named ves- 
sel, the carrier is liable in damages for the injury sustained by 
the shipper which is the proximate result of the carrier’s negli- 
gence and which can be said to have been within the contem- 
plation of the parties at the time the contract of shipment was 
entered into. See Butterick Publishing Co. vs. Gulf, etc., R. Co., 
88 S. W. 299. 

The Interstate Commerce Commission is without jurisdic- 
tion to award damages for delay unless the delay was the 
result of a violation of the Interstate Commerce Act, such as 
misrouting. 


Bills of Lading—Indorsement by Consignor of Order Notify 
Bill of Lading 


Connecticut.—Question: We have for some time been mak- 
ing quite a few order notify shipments made out as per the 
attached, and have the following question: 

Does shipper have to endorse the order bill of lading be- 
fore he mails it to Jones Co., who puts same through the bank 
for collection ? 

Answer: We can locate no decision of the courts in point, 
it is our opinion that the indorsement of the party shown in 
the bill of lading as the shipper is not necessary. See, in this 
connection, sections 27 and 28 of the Bills of Lading Act, which 
read as follows: 


That an order bill of lading may be negotiated by delivery where 
by the terms of the bill, the carrier undertakes to deliver the goods 
to the order of a specified person, and such person or a subsequent 
indorsee of the bill has indorsed it in blank. 

That an order bill may be negotiated by the indorsement of the 
person to whose order the goods ar deliverable by the tenor of the 
bill. Such indorsement may be in blank or to a specified person. If 
indorsed to a specified person, it may be negotiated again by the in- 
dorsement of such person in blank or to another specified person. 
Subsequent negotiation may be made in like manner. 


Section 8 of the Bill of Lading Act provides that a carrier 
is bound to deliver goods upon a demand made either by the 
consignee in the bill of lading for the goods. or if the bill of 
lading is an order bill, by the holder thereof, if such demand 
is accompanied by possession of the bill of lading, and an offer 
in.good faith to, surrender, properly indorsed, the bill which 
was issued for the goods, if the bill is an order. 

Section 9 provides that a carrier is justified, subject to the 
provisions of the three following sections, in delivering goods 
to one who is a person in possession of the order bill for the 
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goods, by the terms of which the goods are deliverable 














ns 
order; or which has been indorsed to him, or in blank - ~ lone 
consiggee, or by the mediate or intermediate indorsee of th fent to 
consignee. 

It has been held that where an order notify bill of lading bidet 
contains a provision to the effect that the surrender of th, ec. C 
original order bill of lading properly indorsed shall be'requiney} | C. C 
before the delivery of the property, the shipper’s mistake in Rolph, 
sending the original bill of lading instead of the memorandy, If 1 
bill direct to the order notify party unindorsed does not relieye js a CO! 
the carrier from requiring it to be properly indorsed befop, there ni 
delivery of the shipment to the order notify party. See, Key. § sances 
stone Grape Co. vs. Hustis, 122 N. E. 269 (Mass.); Voghel ys § in char 
N. Y. N. H. & H. R. R. Co., 103 N. E. 286; First National Bank § 993 I. | 
vs. Oregon-Washington Railroad & Navigation Co., 136 Pac Ry. Co. 
792, and Judson vs. M. & St. L., 154 N. W. 506. “Torn Ry 

As a carrier can be held liable in conversion for the ¢e. § Texark 
livery of a shipment to the notify party when the order bil] of 
lading has not been indorsed by the consignor, the indorsement 
of the bill of lading by that party may be said to be a condition Oh 
precedent to the proper negotiation of the bill of lading. under ’ 

Tariff Interpretation le 

Missouri.—Question: We have recently had a question Ar 
arise concerning the proper interpretation of the National Mo. § an opi 
tor Freight Classification and Rule 5 of this Classification, similar 

The entire question arose over our shipping essential oil Tr 
(oil of wintergreen) packed in carboys to one of our customers, § tions, 
This commodity description is named in Item 13, page 208 of § issue. 
National Motor Classification No. 6. The packing description § jn Chi 
of this item reads as follows: re. C 

Wintergreen or Essential Oils, noi, in barrels or boxes, or in & Sou 
jacketed metal cans and crates, or in copper drums—Ist class. i, 

In calculating the freight charges accruing on this ship- 15. 1 
ment, we referred to Rule 5. Paragraph F of Rule 5 states, § the Cc 
“when an article is found in transportation which is not packed § & Co. 
in accordance with the Classification provisions, it will be Liabill 
charged one class higher (greater), according to the major “ 
classes shown below, than the highest rating shown in this 
Classification or supplements, applicable to the article in the C 
quantity offered for shipment in any shipping form.” This } tothe 
goes on further to state the next major class above Ist is 14. of a I 
For this reason we insisted that the correct charges should be A 
figured on 125% of the 1st Class rate. statiol 

However, both the consignee and the carrier maintain that} “ida 
this interpretation is in error as the carboy is boxed. As men- after 
tioned before, the packing description in the Classification J Sion. 
reads “in barrels or boxes.” It is, therefore, their contention V 
that this description will include a carboy which is boxed. This} befor 
would, of course, reduce the rating to 1st Class. jad I 

All in all, the question reduces itself to this: Can carboys te : 
be included in a packing description where no specific reference was 
is made to carboys but where the description does include chain 
boxes? It is our contention that they cannot. However, we } 
can find no definite ruling to this effect. Unlike paragraph (8) | of 
of Rule 5 of the Consolidated Freight Classification, no specific r 
restriction is mentioned in the National Motor Freight Classi- bility 
fication. some 

Therefore, I will appreciate receiving the benefit of youl : 
viewpoint on this matter. tamp 

Answer: Notwithstanding the lack of a provision in Rule | guar 
of the National Motor Freight Classification similar to that of | whil 
paragraph (g) of Section 2 of Rule 5 of the Consolidated , 
Freight Classification, it is our opinion that the 1st class rating | prec’ 
on wintergreen or essential oils, published in Item 13, on page Ar 
208 of the National Motor Freight Classification will apply  } loss 
shipments in carboys in boxes. Unless these commodities are} be s 
placed in an inner container, they could not be shipped in} of tl 
boxes. y ques 

Under the rule that in the event of ambiguity, the shippet 
is entitled to the lower rate, it is our opinion that the 1st class} 4 le: 
rate is applicable. ; on 

Tariff interpretation—Application of Export Rates ag 

Ohio.—Question: Do you know of any court decision, % 
what is your interpretation of the tariffs on the following: on t 

On an export shipment moving from here to Newark, N. J. if tl 
the shipping clerk neglected to show “For Export” on the bill} and 
of lading. The carrier naturally assessed the domestic rate cont 
The consignee billed us for the difference and we contended} Var 
that an overcharge claim was in order. The carrier re ae Oil 
our claim with the notation “to be eligible for export rate it} Am 
must have been plainly marked on shipping order when ter} S. | 
dered to us for shipment.” Cot 

We did not find any qualification like this and we haveg Asp 
talked with several traffic men who thought the claim was 2§ Atl 
order. The claim doesn’t amount to very much in dollars uct 





cents but we would like to have your opinion on it. 
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Answer: In the event there are tariff provisions, the re- 
yirements thereof must be complied with as a condition prece- 
dent to the application of the export rate. See Bienville Ware- 
nouses Corp., Inc. vs. Illinois Cent. R. Co., 208 I. C. C. 583; 
Lindeteves-Stokvis vs. Director-General, 144 I. C..C.. Of; 89 
, Cc. C. 3; American Trading Co. vs. Director-General, 115 
LC. C. 223; Dill-Crossett vs. Director-General, 104 I. C. C. 48; 
Rolph, Mills C. Co. vs. Director-General, 74 I. C. C. 751. f 
If there are no tariff provisions, the compliance with which 
isa condition precedent to the application of the export rates, 
there must be an intention to export, accompanied by circum- 
stances or outward indications that the traffic was in fact export 
in character. Los Angeles Soap Co. vs. Texas & N. O. R. Co., 


93 I. C. C. 675; Sinclair Refining Co. vs. Ft. Smith & R. G. 


Ry. Co., 169 I. C. C. 421, 148 I. C. C. 675; Whitehead vs. South- 
em Ry. Co., 163 I. C. C. 405; Port Arthur Rice Milling Co. vs. 
Texarkana & Ft. S. Ry. Co., 28 I. C. C. 697. 


Storage—Strikes 


Ohio.— Question: Please refer to your answer to New York, 
under the above caption, on page 171 of the Traffic World of 
July 18th, 1942, and advise if you can cite any court decisions 
supporting your opinion in this matter. 

Answer: We are unable to find decisions of the courts or 
an opinion of the Commission in which a question entirely 
similar has been considered. 

The Commission has had before it somewhat similar situa- 
tions, in which the applicability of the demurrage tariff was at 
issue. See, in that connection, the reports of the Commission 
in Chronicle Publishing Co. vs. Great Northern Ry. Co., 243 
LC. C. 279; National Cooperage & Woodenware Co. vs. Alton 


& Southern R. R., 241 I. C. C. 183; Balfour, Guthrie & Co., 


Chicago, M. St. P. & P. R. Co., 235 I. C. C. 437, 233 I. C. C. 
441; Chrysler Corp. vs. New York Central R. Co., 234 I. C. C. 
5. Your particular attention is called to the statements of 
the Commission on page 446 of its report in Balfour, Guthrie 
& Co. vs. Chicago, M. St. P. & P. R. Co., 223 I. C. C. 441. 


Liability of Carrier for Loss from Tank Car Furnished by 
Shipper 

Canada.—Question: We should appreciate your opinion as 
to the question of liability of carriers for loss of liquid contents 
of a privately owned tank car while in their possession. 

A loaded tank car was forwarded from a United States 
station to a Canadian destination. The shippers have given 
affidavit as to proper inspection of equipment both before and 
after loading. The carrier agrees that the fittings were in po- 
sition. 

While in the railway break up yards at destination and 
before switching to our private siding, the carriers noted that 
the load had been draining on to the ground both in transit 
and in their yard; that the car was practically empty; and that 
the outlet pipe safety cap with special cockvalve attached to it 
es disconnected and hanging suspended on the retaining 

ain. 

No question of failure of equipment, of proper adjustment 
or of rough handling in transit is involved. 

_. The carriers contend that they are relieved of responsi- 
bility for goods in their possession where loss is not due to 
some “physical mishap” caused by their negligence. 

The issue is: since the loss was due solely to the car being 
tampered with in transit are the carriers responsible for safe- 
guarding of goods, when shipped in privately-owned tank cars 
while the shipment is in their possession. 

Not being able to agree with the carriers we should ap- 
preciate the opinion of an independent recognized authority. 

Answer: In order. to hold a carrier liable in damages for 
loss of goods from a tank car furnished by the shipper it must 
be shown that the carrier was negligent in its transportation 
of the goods. Whether or not the carrier was negligent is a 
question of fact. 

If the carrier was not negligent in transporting the car in 
a leaky condition and the loss resulted from a defect in the car 
furnished by the shipper, which defect was not discernible by 
ordinary observation or such inspection as can readily be made, 
the carrier is not liable for the resulting loss. 

It appears that, in the instant case, there was negligence 
on the part of the carrier in the transportation of the shipment 
if the loss was due to the car being tampered with in transit, 
and, if so, liability on the part of the carrier for the loss of the 
contents of the car exists. See Central of Ga. Ry. vs. Chicago 
Varnish Co., 53 Sou. 832; A. & V. Ry..Co. vs. American Cotton 
Oil Co., 249 Fed. 308; A. G. S. vs. Morris & Co., 249 Fed. 312; 
American Cotton Oil Co. vs. Davis, 224 Pac. 23: Gulf, C. & 
S. F. Ry. Co. vs. Lakeside Irr. Co., 292 S. W. 939; Southern 
Cotton Oil Co. vs. Atlantic Coast Line R. Co., 17 Fed. 2d 411; 
Aspen Fish Products Co. vs. Penn-Reading Seashore Line, 21 
Atl. 2d 826; Chesapeake & O. Ry. Co. vs. National Fruit Prod- 
ucts Co., 155 S. E. 630, and F. N. Smith Cotton Oil Co. vs. 


Swift & Co., 124 S. W. 2d 1. 


Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFic WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—EHditor THE TRAFFIC WoRLD, 


The Traffic Club of Fargo, N. D., has elected the following 
officers and members of the board of directors: President, 
R. C. Murphy, general agent, Northern Pacific; vice-president, 
R. F. Gunkelman, president, Farmers Grain Company; secre- 
tary, C. R. Dalrymple, district traffic manager, Northwest Air- 
lines; treasurer, J. L. Thacker, manager, Western Newspaper 
Union; directors, C. F. Dally, manager, Victor H. Leeby Com- 
pany; R. A. Devereaux, manager, Northwestern Bell Telephone 
Company; E. H. Granse, assistant to president, Midnite Express, 
Inc.; L. O. Larson, manager, Twin City Wholesale Grocer Com- 
pany; J. C. Perusse, city freight agent, Great Northern. They 
will be installed at the annual meeting and jobbers’ night, 
January 5, 1944. 





















































New charimen of committees of the Traffic Club of New 
York include: Finance, R. J. Newberry, general traffic man- 
ager, Johns-Manville Corporation; house, J. M. Breen, general 
freight agent, New York Central; publicity, J. L. Williams, 
commercial traffic manager; purchasing, F. M. Lally, general 
agent, Southern Pacific; special committee on club quarters, 
A. C. Schier, vice-president, General Foods Corporation. J. P. 
Krumech, traffic manager, American Car and Foundry Com- 
pany, has been elected chairman, and Mr. Newberry, vice- 
chairman, of the board of governors. A Christmas luncheon 
party will be held December 23. There will be a program of 
entertainment. 


John H. Gillespie, O. D. T. district manager at Des Moines, 
Ia., will speak on “The Why and Wherefor of O. D. T.” at a 
dinner meeting of the Transportation Club of Des Moines 
December 20. There will be a program of entertainment, ar- 
ranged by a committee headed by A. W. Hobbs. A Christmas 
dinner party will be held at Bishop’s Cafeteria December 22. 
Jack Sandvig is chairman of the committee on arrangements. 
A ladies’ night party will be held at the Des Monies Golf and 
Country Club February 22. E. L. Dutcher heads the committee 
on arrangements. 


The South Bend, Ind., Transportation Club will hold its 
annual Christmas party at the Indiana Club December 20. Din- 
ner will be served. Gifts will be distributed and there will be 
dancing. 


The Junior Traffic Club of Kansas City held a dinner meet- 
ing, December 8, at which Walt Lochman, sports announcer 
for radio station KMBC, spoke. 


The Traffic Club of Memphis will hold its annual Christ- 
mas party for underprivileged boys at the Gayoso Hotel De- 
cember 20. C. A. Moore is chairman of the committee on 
arrangements. 


The Traffic and Transportation Club of Philadelphia will 
hold its annual Christmas party December 21. Dinner will be 
served. 


Verne Orr, vice-president, Chrysler Motors of California, 
spoke on “Production and Propaganda” at a luncheon meeting 
of the Los Angeles Transportation Club December 13. Fred 
Willer, assistant to freight traffic manager, Pacific Electric 
Railway, was chairman for the day. 


The Evansville, Ind., Transportation Club held a monthly 
dinner meeting December 15. Bingo was played, and there was 
a program of Christmas carol singing. 


The Metropolitan Traffic Association of New York held its 
annual Christmas luncheon meeting and party December 16 
A number of crippled children were guests. The entertainment 
committee, J. J. Lenahan, chairman, had charge of arrange- 
ments. 


The Bridgeport, Conn., Traffic Association will hold its 
annual Christmas party December 20. There will be a program 
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of entertainment and distribution of gifts. Irvine M. Schofield, 
Puritan Transportation Company, will head a committee of 
motor carrier members in charge of the program. 





The Pacfic Traffic Association of San Francisco held its 
annual Christmas party at the Club Lido December 15. There 
was a program of entertainment. Dinner was served. Oliver 
Vickery was chairman of the committee on arrangements. 





The Traffic Club of Minneapolis held its annual Christmas 
party December 16. Luncheon was served. There was a program 
of songs by the North High School double mixed quartette, 
under the direction of R. T. Tenney. Gifts were distributed. 


Lloyd Meyer was chairman for the day. It was the club’s last 
meeting of the year. 





The Motor City Traffic Club of Detroit will hold its annual 
election night meeting December 20. John S. Bugas, Federal 
Bureau of Investigation, will be guest speaker. Candidates for 
election to office include: For president, Russ Armstrong, Trans- 
american Freight Lines, and Andrew Stark, North American 
Van Lines; first vice-president, R. C. Van Riper, Chrysler Cor- 
poration, and Lloyd D. Straley, Detrex Corporation; second 
vice-president, J. W. Lee, Southern Railway, and Dan B. Zellers, 
New York Central; secretary-treasurer, Ralph W. Erickson, 
Harry Ferguson, Inc., and John B. Reid, Ternstedt Manufac- 
turing Company; assistant secretary-treasurer, Clarence Shra- 
der, United States Truck Company, and Harold A. Waltz, Uni- 
versal Carloading and Distributing Company. Dinner will be 
served. The blood donor service of the American Red Cross 


Detroit, designated the week of December 13-18 as its Motor 
City Traffic Club week. 





The Grand Rapids, Mich., Transportation Club, at its an- 
nual meeting, December 16, elected the following officers: 
President, G. F. Braunschneider, Voigt Milling Company; vice- 
presidents, G. Arthur Jones, Chesapeake and Ohio, and R. H. 
Fahrner, Acme Fast Freight, Inc.; secretary, M. W. Vermaire, 
Furniture Manufacturers Warehouse Company; treasurer, A. 
Van Stee, Widdicomb Furniture Company. They will serve 
on the executive committee. Others elected to the committee 
include: Peter Cooper, Holland Motor Express Company; W. C. 
Pfeifer, Illinois Central; Max Hensick, Central Michigan Paper 





_ber 18. 
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Company; Chris Lauber, New York Central; Leo Wood, Pe 
Marquette. 


_The Traffic Club of Chicago will hold a “forward Ameria 4 


dinner, January 13, 1944 








The Denver Commercial Traffic Club held its annual ¢ 
dren’s Christmas party at the Cosmopolitan Hotel, Deas 


Because the St. Louis police department has reported ‘ 
poor children,” the Traffic Club of St. Louis will, this 
substitute for its annual children’s Christmas party a lune 
for the ladies at the Hotel Jefferson, December 20. The R 
James Johnson, head of Father Dempsey’s Charities, will] gy 
on “Laughter of Life Over the Ripples of the Ocean.” 


club’s entertainment committee, Ivan H. Wente, chairman,? 
in charge. 


The Traffic Club of Jacksonville, Fla., held its annual dg 
and Christmas party at the Mayflower Hotel, December 
The entertainment committee, George S. Kirkpatrick, 
man, was in charge of arrangements. 


x 
x 





Personal Notes 


Lou G. Markel has resigned as chairman of the Nati 
Bus Traffic Association, Chicago, because of ill health, 
board of directors has elected J. L. Williams and Wi 
Tanzer, board members, as co-chairmen pending the el 
of a permanent chairman. Mr. Markel will continue as as 
representative of the association. The directors have el 
A. N. Brion, general traffic manager, Central Greyhound 
as a director, to fill the unexpired term of J. L. Smith, Mon 
Quebec, who died. 


Roy E. Larson has been appointed assistant treasurer for 
the Western Pacific, San Francisco. 


The Wells Fargo Carloading Company has announced the 
following appointments: Ellen S. Reed, eastern traffic manager; 


“Clippers of yesterday and fodoy’ 


The Port of SAN DIEGO California 





Commissioners: R. H. Van Deman, President @ Emil Klicka @ W. E. Harper 
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IN THE SPIRIT OF CHRISTMAS THIS MESSAGE COMES TO YOU FROM ST. LOUIS SOUTHWESTERN RAILWAY LINES (COTTON BELT ROUTE) 


A CHRISTMAS MESSAGE 


Through succeeding years... with the advent of 
each Holiday Season... it has been our privilege 
to wish for you A MERRY CHRISTMAS. 


Yet, in a full sense, the Festival we are about to 
celebrate cannot be a “Merry” one. 


The Christmas Star of Peace ...the beacon light 
of Christendom . . . will be curtained by the clouds 
of conflict...Silent Night... Holy Night will 
be hymned to the stacatto notes of cannon-fire. 


Temporarily, unavailing is the Voice of HIM 
who preached the Doctrine of Peace ... of Good 
Will. Temporarily, effective is the command of 
the Dictator. 


True, the rumblings of war are afar... they 
come to us as echoes borne on the ill-winds of 
tragedy. The devastation is in other lands. 


Yes, here in America, our homes are unrazed... 
our fields unseared...our peoples unharmed 
and unafraid. 


Yet, here in America, the Shadow of War 
deepens .. . and grows longer . . . It falls upon 
our homes though our hearths burn bright . . . 
though our tables be laden with a generous share 
of the Nation’s bounty. 


Yes, the Shadow falls... to mark an EMPTY 
CHAIR! 


This Season will find many vacant chairs at the 
Christmas tables of America...and many fami- 
lies whose thoughts will be of ones now absent. 


This year those loved ones are gathered around 
other tables...each face is young ...and fresh 
-..and clean ...Collectively, they form a new 
family ...a greater family ...a family of all the 


families of America! They are One in Spirit... 
One in Service... One in Devotion to a Cause! 


For them there is a job ahead... They know it 
must be done . . They have been pledged to do it. 


They are ready... and eager... for the task .. 
it will be difficult...it may be long... that is 
the job for which they trained... it can be 
done!...and they will do it thoroughly! with 
courage! and with glory! 


They will prostrate...never to rise again... 
the arrogant, self-appointed leaders who would 
deny the Rites of Worship and the Rights of Man. 


Then...and not until then...will the absent 
return... from the air... from the seas... from 
foreign fields . . . flying - sailing - marching . . . 
to your home ...to our homes...to the homes 


of America. 


And another Christmas shall come... The con- 
stant call of Church bells will be heard... skies 
will be fairer... and hearths shall blaze anew. 


The Shadow will be lifted... the Chair occupied! 


More serious, we expect... more manly . . . mote 
womanly .. . they will, in re-union, share with you 
...with us...the fullness of life in a forever 
unfettered America. 


And as we voice thanksgiving for that fullness 
let us add this prayer; “To every home... in 
every land ... may all the loved ones be returned 
to enjoy with those who wait... and with us... 
a universal freedom and an abiding peace.” 


We look forward to that Freedom... to that 

Peace .. and to that Day when we shall, again, 

be privileged to wish you . . without qualification 
A MERRY CHRISTMAS 


Uti. 
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Karl E. Hurlburt, district service agent for Connecticut; George 
J. Adelhardt, district service agent for New York state; George 
E. Neeff, office manager; Helen A. Pedersen, chief rate clerk, 
all at New York. 

Philip S. Bartlett has been appointed traffic manager for 
the Economy Grocery Stores Corporation, Boston. 

Charles Durkin has been elected vice-president and ap- 
pointed general manager of the Niagara Motor Express, Syra- 
cuse, N. Y. 

Ralph Benoit has been appointed traffic manager, eastern 
division, for Pacific Consolidators, Inc., at New York. 

Donald S. Klippert has been appointed assistant general 
manager of sales at Canton, O., for the Timken steel and tube 
division, Timken Roller Bearing Company. Robert P. Donnell 
has been appointed Cleveland district manager for the division. 

Herbert P. Sioussat, who recently served with the Office 
of Price Administration as director of mailing O. P. A. ration 
book No. 3, has rejoined the Dodge division of Chrysler Cor- 
poration at Detroit, to work on Dodge war projects. 

A. E. Piedlow has been appointed commercial agent at 
Chicago for the Atlanta and West Point Railroad, Western Rail- 
way of Alabama, and Georgia Railroad. 

D. B. Walter has been appointed sales manager at Detroit 
for the Freuhauf Trailer Company. He recently received an 
honorable discharge from the U. S. Army, in which he served 
with the ordnance division’s motor transport department. Ralph 
G. Caulley, formerly assistant district manager at Detroit for 
the Republic Steel Corporation, has been appointed director 
of purchases for Freuhauf at Detroit. 

The San Francisco Passenger Club, at its recent annual 
dinner and election, elected the following officers: President, 
Daniel Tinney, Northern Pacific; first vice-president, George 
Brown, Pennsylvania Railroad; second vice-president, Fred 
Howard, Southern Pacific; third vice-president, Shirley Porter, 
Santa Fe System; secretary-treasurer, Frank Howell, Great 
Northern; members, executive committee, James McDonough, 
Southern Pacific, and Frank Dollins, Missouri Pacific. 

P. W. Allee has been appointed traffic manager for the 
New Era Milling Company, Arkansas City, Kan., succeeding 
Roy E. Hughes, who has been elected assistant treasurer and 
assistant secretary. 

The Timken-Detroit Axle Company has announced the 
appointments of the following regional managers for its motor 
transport cooperative service department: Hal D. Sparks, 


CRISS CROSSING 
the MIDDLE WEST 


Geared to the needs of war-time 
highway transportation service. 





Don't mark it “Rush"—Mark it "Merchants." 


COLORADO © KANSAS 
















KANSAS CITY @)¥@) 


Motor'Fneight, Inc. 





TRAFFIC wopyp§ Dee” 


Oneida, N. Y.; E. E. Siegrist, Cambridge, O., and W. : 
Gastonia, N. C. H. Lindley, 
Walter S. Jackson has been appointed advertising mana; 
for the ‘Nickel Plate Road at Cleveland. He is also advertisn. 
manager for the Chesapeake and Ohio and Pere Marquette i. 
John Poye has been appointed assistant general freipy 
agent for the Morgain Forwarding Company, New York. = 


GOODRICH TIRE ADVERTISEMENT CONTEST 


The B. F. Goodrich Company, Akron, O., has announced 
an “information, please” contest in which truck operators are 
invited to select truck tire advertisements they consider mog 
effective. The company has mailed a four-page folder + 
each of 30,000 truck fleet operators, asking that the operator, 
rank, in the order of effectiveness, seven of its truck tip 
advertisements that have appeared recently in_ national maga. 
zines and are reproduced in the folder. The 50 entrants Who 
rate the advertisements in the order preferred by a majority 
of those participating will each receive a $100 war bond a 
a prize. ; 


FISK TIRE RECAPPING SCHOOL 


The Fisk tires division of the United States Rubber Com. 
pany recently set up a recapping and repair school at Detroit 
to train tire dealers in the proper use of synthetic rubber ma. 
terials. One favorable comment on the school has been voiced 
by Albert P. Rose, head of Modern Retreaders, Nashville, Tenn, 
which operates branch stores in several cities in the south. He 
said that two company representatives who attended the 
school brought back to their jobs a number of new ideas of 
value in reducing blemishes in use of synthetic rubber for 
retreading tires and a sense of thoroughness needed in pr. 
treading work. He said that other company workers had bene. 
fited from information obtained through the two representa. 
tives. 


M. C. FURTHER HEARING 


The Maritime Commission has announced that further 
hearing in No. 626, Transportation by Mendez & Co., Ine, 
Between Continental United States and Puerto Rico, will be 
held before Examiner C. O. Arthur in the court room, Dade 
County Courthouse, at Miami, Fla., January 12. 
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“Buy War Bonds—Keep Them Rolling” 





Nothing can quite match the warm glow of Our organization is grateful to the many 
happiness that prevails in the holiday season shippers and co-operating railroaders who 


of this year, for although the great world have been so helpful in enabling us to perform 
struggle is not yet won, we are closer than 


: our function in keeping freight moving through 
ever to victory. True, the greatest happiness 
the Peoria gateway. 


Nevertheless, we have many things to be We would like, therefore, to extend in the "4 


grateful for while living through the 1943 traditional manner, best wishes for the holiday 


holiday season. season and all of 1944. 


P. eorta ae P. ekin Viton Railway 
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It Only Costs 53c Per 
Week to Provide You 
with 
Correct 
Freight 
Rates 





e 
Shippers and Railroads, who have all the 
tariffs they need, want it and use it because 














is accurate 
is fast 
is easy 
saves time looking through supplements 


it provides comparisons of rates taken from 
hundreds of tariffs 


























it is always first with rate changes and in 
most cases before they become effective 





is bound with the best of material and 
alphabetically arranged by states, where 
every Open Station with the Railroad Loca- 
tions are shown as are thousands of pre- 
paid and inland towns 


it paces the highest possible standard for all 
freight rate book accuracy and efficiency 


it saves using a traffic file and employing a 
full-time man to keep it up as well as help- 
ers to read and interpret the tariffs 


Parcel post and express rates at 9c per week extra. 


The National Freight Rate Service book is and 
does all these things—and more—yet it only costs 
538c per week. Write for a copy on ten days’ ap- 
proval. There is no obligation to buy if it doesn’t 


help. 
NATIONAL 
FREIGHT RATE 


SERVICE 


Dowagiac, Michigan 
Publishing Rates Since 1914 
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Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignment; 
now on the Commission’s docket of dates later than herein Shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in thig 
docket will be noted elsewhere. 


Oecember 20—Allentown, Pa.—Fed. Bldg.—Examiner Riegner: 
1. & S. M-2323—Coal Pa. points to N. J. points. 

December 20—Atilanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1, & S, M-2329—Cancelation of commodity rates in south, d 


December 20—Binghamton, N. Y.—U. S. Ct.—Examiner Bennett: 
MC 104673—R. W. Wolfe, Owego, N. Y., certificate. 
MC 104610—H. L. Switzer, Canastota, N. Y., certificate. 
December 20—Denver, Colo.—Shirley Savoy Hotel—Examiner Sharp; 
1. & S. 5255—Cereal food preparations, Colo. to Utah. 
December 20—Jackson, Miss.—Robert E. Lee Hotel—Examiner Carq. 
MC 104674—Gandy Transfer & Storage, Tupelo, Miss., certificate. 
December 21—Binghamton, N. Y.—U. S. Ct.—Jt. Bd. 42: 
MC 87852—James D. Brown Transfer, Johnson City, N. Y., certificate 
December 21—Harrisburg, Pa.—State Comm.—Examiner Riegner: 
MC 33795—Young’s Motor Freight, New Freedom, Pa., certificate o 
permit. 
MC 9876 Sub. 7—National Transportation Co., Bridgeport, Conn., cer. 
tificate to extend operations. 
December 22—Elmira, N. Y.—U. S. Ct.—Jt. Bd. 42: 
MC 88464 Sub. 7—Pierce Freight Lines, Inc., Penn Yan, N. Y. 
December 22—ElImira, N. Y.—U. S. Ct.—Examiner Bennett: 
MC 60016 Sub. 2—A. C. Rice Storage Corp., Elmira, N. Y., certificate 
to extend operations. 
December 22—Lansing, Mich.—Fed. Bldg.—Examiner Way: 
28962—-Kalamazoo Vegetable Parchment Co. vs. C. K. & S. et al. 
December 28—Raleigh, N. C.—Sir Walter Hotel—Examiner McGrath: 
29036—North Carolina intrastate coach fares. 
January 4—Washington, D. C.—Examiner Cremins: 
* Finance 14062—Rutland receivership. 


January 6—La Fayette, Ind.—Federal Bldg.—Examiner Lyle: 
Finance 14358—Application of C. A. & S. for abandonment of line of 
railroad extending from Morocco to Veedersburg, Ind. 
January 10—Carroliton, I!].—Court House—Examiner Lyle: 
Finance 14351—Application of Alton for abandonment of branch line 
of railroad extending from Carroliton to East Hardin, Ill. 
January 11—Cleveland, Ohio—Hotel Cleveland—Examiner Stellwell: 
1. & S. M-2331—Increased rates between central and eastern territories, 
January 11—Des Moines, !a.—Hotel Kirkwood—Examiner Masoner: 
MC 52407—Young Transfer Co., Ottumwa, Ia. 
January 12—Des Moines, !a.—Hotel Kirkwood—Examiner Masoner: 
MC 104614—Tall Corn Motor Express, Des Moines, Ia. 
January 12—Tulsa, Okla.—Mayo Hotel—Examiner Borroughs: 
* MC 53580—Williams Brothers Corp., Tulsa, Okla. 
January 12—Washington, D. C.—Examiner Berry: 
1. & S. 5271—Liquefied petroleum gas in south and southwest. 
Fourth Section Appl. 20563—Liquefied petroleum gas from southwest 
January 12—Washington, D. C.—Argument: 
W-592—T. J. McCarthy Steamship Co., common carrier application, 
W-729—Automotive Trades Steamship Co., common carrier ap. 
January 13—Des Moines, !a.—Hotel Kirkwood—Jt. Bd. 92: 
MC 29130 Sub. 33—Rock Island Motor Transit Co., Chicago, IIl., cer 
tificate to extend operations. 


MC 104466 Sub. 2—Des Moines and Northwest Iowa Bus Line, Sedalla, 
Mo., certificate. 


January 13—Des Moines, lowa—Hotel Kirkwood—Jt. Bd. 92: 
* MC 104466 Sub. 2—Des Moines and Northwest Iowa Bus Line, S 
dalia, Mo., certificate. 


January 13—Hartford, Conn.—Bond Hotel—Jt. Bd. 227 and Examiner 
Myers: , 
MC 1517 Sub. 6—New England Greyhound Lines, Inc., Cleveland, 
Ohio, certificate to extend operations. 
MC 104664—Horrigan’s Storage & Moving, Meriden, Conn., certificate. 
January 13—Washington, D. C.—Argument: 
28977—Limits Industrial Building Corp. et al. vs. B. & O. et al. 
1. & S. 5241—Fish liver oils—transcontinental. 
1. & S. 5243—Fish livers, Pacific coast to east. 
1. & S. 5248—Fish livers, east to Pacific coast. 
January 13—Washington, D. C.—Examiner Colfer: 
1, & S. M-2327—Articles of exceptional value, rates on. 
January 14—Boston, Mass.—Hotel Manger—Examiner Myers: 
1. & S. M-2324—Returned shipments over Millis Transportation Co. 
January 14—Boston, Mass.—Hotel Manger—Jt. Bd. 134: 
* MC 104532 Sub. 1—Burrell’s Motor Transportation Co., Boston, Mass. 
certificate. 


January 14—Sioux City, la.—Warrior Hotel—Jt. Bd. 93: 
MC 29592 Sub. 7—Arrow Stage Lines, Norfolk, Neb., certificate t 
extend operations. 
January 14—Washington, D. C.—Argument: 


28800—Blytheville Chamber of Commerce et al. vs. A. & R. et al. 











WORLy | pecember 18, 1948 
— 













on 
ee 
have been 
tOnments 
in sh 
Cellations 
le in thie 
er: 
Yardley: 
lett: 
Tr Sharp; 
er Card: 
Aficate, 
Certificate 
ner; 
rtificate or 
Conn., cer. 
N. Y¥. 
Certificate 
. et al 
fcGrath: 
of line of 
a e + 
ay ... With Faith in a 
llwell: 
erritories, G T 
oe: reater fomorrow 
soner: 
While we devote our full effort to war service, 
we continue to prepare for a greater tomorrow. 
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UST as the Axis 

planned today's 

war in peace, so we can most sensibly 

plan the peace during war. Whatever 

time and energy can be spared from 

today's war effort may well be di- 

verted into post-war planning and 
thinking. 


That is why it isn't too soon now 
to give some little thought to the 
sort of truck and van equipment that 
will most effectively and economi- 
cally answer your post-war transport 
problem. 


Our present experience in produc- 
ing specialized military units, added 
to our many years of catering to a 
trucking clientele requiring custom- 
built bodies, is yours for the asking 
... to be planned now, and produced 
in our shops when we swing back to 
civilian production. Whether you are 
planning in terms of one new unit, a 
small or a large fleet of vans, let us 
hear from you. 


And keep this in mind — as a war- 
time accommodation we have estab- 
lished facilities for the rehabilitation 
of worn equipment. Here, experienced 
craftsmen turn their talents to refur- 
bishing van bodies which must be 
made to last "for the duration." Con- 
sult us if you have a body unit that 
needs repair. 
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January 15—Los Angeles, Calif.—Fed. Bldg.—Examiner Linn: 
* |, & S. M-2326—Cement, Calif. points to Indian Springs and Carrara, 
Nev. 
* 1. & S. M-2332—Increased rates and charges in Los Angeles area. 
January 15—Montpelier, Vt.—U. S. Ct.—Examiner Myers: 
MC 65297 Sub. 1—W. D. Lovie, Barre, Vt., certificate. 
January 15—Sioux City, !a.—Warrior Hotel—Examiner Masoner: 
MC 104622—F. Hawn, Arnolds Park, Ia., certificate. 
January 17—Omaha, Neb.—Hotel Fontenelle—Examiner Masoner: 
MC 104414—C. Huntington, Liberty, Neb.. certificate. 
1. & S. M-2310—Rate restrictions over Watson Bros. Transportation 
Co. 


January 17—Portland, Me.—Federal Ct. Bldg.—Jt. Bd. 70 and 115: 
MC 61685 Sub. 4—Maliar Brothers, Lewiston, Me., certificate to ex- 
tend operations. 
MC 104706—F. D. Watson, Jackman, Me., certificate. 
January 17—Tulsa, Okla.—Mayo Hotel—Examiner Borroughs: ; 
* MC 30188 Sub. 10—Parkhill Truck Co., Tulsa, Okla., certificate to 
extend operations. 
January 17—Washington, D. C.—Argument: 
Finance 14038—Livestock Terminal Service Co., 
operation.. 
January 17—Washington, D. C.—Director Sweet: 
Finance 13170—F. E. C. reorganization. 
January 18—Bainbridge, Ga.—Federal Bldg.—Examiner Lyle: 
Finance 14365—Application of A. C. L. for abandonment of branch 
line of railroad extending from Otisca to Amsterdam, Ga. 
January 18—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 93 and Examiner 
Masoner: 
MC 58948 Sub. 30—Union Freightways, 
extend operations. 
MC 88411 Sub. 1—W. Weddum, Elk Horn, Ia. 


January 18—Portland, Me.—Federal Ct. Bldg.—Jt. Bd. 69: 
MC 104778—H. S. Knudson, Jr., Kittery Point, Me., certificate. 
January 18—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: 
* MC 52318 Sub. 17—Luper Transportation Co. of Oklahoma, Shawnee, 
Okla., certificate to extend operations. 
January 18—Washington, D. C.—Examiner Berry: 
1. & S. 5273—Huckleberries Pa. to east. 
January 18—Washington, D. C.—Examiner Kephart: 
MC 104004 Sub. 13—Associated Transport, Inc., 
(Formerly MC 73943, Horton Motor Lines, Inc.) 
January 18—Washington, D. C.—Argument: 
W-887—Application of Pere Marquette. 
January 19—Kansas City, Mo.—Hotel Pickwick—Examiner Masoner: 
1. & S. M-2281—Bakery goods Kansas City to Denver and Pueblo. 
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Fast, Dependable, Daily Service to 
OUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division 


information consult any Air Ticket Office or any office of Pan American Airways System. 
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January 19—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 52: 
MC 30605 Sub. 41—Santa Fe Trail Transportation Co., Wichita Kan, 
certificate to extend operations. . ' 
January 19—Oklahoma City, Okla.—Skirvin Hotel—Jt, Bds. 39 ang 217; 
* MC 40085 Sub. 12—Cain’s Truck Lines, Oklahoma City, Okla. ¢er, 
tificate to extend operations. Weds i: 
* MC 104789—Neal Truck Line, Oklahoma City, Okla., certificate 
January 19—Washington, D. C.—Examiner Rice: . 
17801—Rules for car-hire settlement. 


BROADCAST FROM ROCK ISLAND YARD 


Lowell Thomas, radio commentator, made his weekly 
broadcast the evening of December 17 from the office of the 
yardmaster of the Chicago, Rock Island and Pacific, at Silvis 
Ill. He described operations in the yard, which is the converg. 
ing and dispersing point for all traffic on the Rock Island he. 
tween Chicago and the southwest. He also told of a sixty-mile 
ride in a rail motor car over the railroad from Bureau, [jj 
to Silvis. 


CHANGES IN DOCKET 
Hearing MC 77339 Sub. 1, December 10, Brooklyn, N. Y., cancelleg 
Hearing 17801, December 13, Washington, D. C., canceled and re- 
assigned January 19, Washington, D. C., Examiner Rice. 
Hearing 28775, December 16, Salt Lake City, Utah, postponed to 
date to be fixed. 


Hearing |. & S. 5272, December 17, Washington, D. C., postponed 
to date to be fixed. 

Hearing MC C-383, December 17, Washington, D. C., cancelled ang 
reassigned January 19, Washington, D. C., Examiner Naefe. 

Hearing Finance 12950, December 14, Washington, D. C., cancelled, 


ILLINOIS CENTRAL SAFETY AWARD 


The National Safety Council’s award for distinguished 
service to safety has been presented to the Illinois Centra] 
for its reduction in the ratio of employe casualties in 1943 
under 1942. Personal injuries on the railroad dropped from 
9.18 for each million man-hours of work in the first ten months 
of 1942, to 6.88 for the first ten months of this year. Presenta- 
tion of the award was made to the railroad by Ned H. Dearborn, 
executive vice-president of the National Safety Council, at cere- 
monies in Chicago, attended by officers of the railroad, of the 
railroad labor unions and division safety representatives. 
Stanley E. LeGrande, millman at the railroad’s Mattoon, Il., 
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ugafety ace,” accepted the award on behalf of the railroad 
and its employes. 


W. S. A. RATE ORDER 
The War Shipping Administration has issued its rate order 
No. 234, covering rate and surcharge, phosphate rock in bulk, 
from Curacao, Netherlands West Indies, to New Orleans, La. 


(Classified Aver. 


The only weekly market place in print covering the entire field of transportation and 

dstribation for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads—$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 
i time, 13 time, 26 th time.Classified dis discount r . 




















FoR SALE—LIMITED NUMBER OF COPIES OF AIR SURVEY 
"civil Aeronautics Board, March, 1941, Air Line Traffic Survey" 


A limited number of copies of a comprehensive survey of air traffic 
for March, 1941, are now available to those interested. Statistical 
data on this all important subject as gathered and compiled by the 
Civil Aeronautics Board has now been reproduced in convenient book 
form in three volumes—over 800 pages of valuable information. 
Copies may be purchased by addressing the Traffic Service Corpo- 
ration, 1023 Earle Building, Washington 4, D. C. 





USED TRUCKS BOUGHT AND SOLD 
Fleets Our Specialty 
DAVID B. KAPLUS, INC. 


307-319 Frelinghuysen Ave. | 
NEWARK, N. J. 


FREIGHT CARS for INDUSTRIAL SERVICE 


25—Ballast, Composite; 50-Ton 

150—Box, 36-Ft.; 40-Ton; Steel Ends 

10—Dump, Koppel, Side-Discharge, 24-Yd., 30-Ton 
6—Dump, Magor, Automatic, 25-Yd., 50-Ton 
25—Dump, Magor, Automatic, 30-Yd.; 50-Ton 
2—Dump, Western, Automatic, 20-Yd.; 40-Ton 
2—Dump, Western, Automatic, 27-Yd., 50-Ton 
8—Dump, Western, Automatic, 27-Yd., 40-Ton 
25—Flat, 40-Ft., 40-Ton 





55—Gondola, Composite, 36-Ft. and 40-Ft.; 40-Ton 

150—Hopper, Double; 50-Ton 

45—Hopper, Side-Discharge; 50-Ton 

16—Refrigerator, 36-Ft.; 30-Ton 

100—Refrigerator, 40-Ft.; 40-Ton 

150—Tank, 8000-Gallon; 40 and 50-Ton 
Locomotives and Passenger Cars too! 


IRON & STEEL PRODUCTS, INC. 
38 years' experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"ANYTHING containing IRON or STEEL" 





FOR SALE 


100 COMPOSITE GONDOLA CARS 
BUILT NEW 1928 


Full steel underframe, steel stakes and braces, wood floors, ends, 
and sides. 
General Specifications 
Inside 
42'0” 
9'1” 
4'0” 
Average Light Weight 39,200 pounds 
Cubic Capacity 1,533 cubic feet 


Couplers 6x8”, Cast Steel Coupler Yokes, Cardwell Draft Gears, 
TRUCKS: Fulle “U” section Bettendorf type, with cast steel bolsters. 


Cars now being removed from revenue service, and do not require 
general repairs. 


AVAILABL FOR IMMEDIATE DELIVERY 
Specifications a d quotations furnished on request. 
RAILWAY ACCESSORIES COMPANY 
' 4100 Carew Tower Cincinnati 2, Ohio 


Outside 
44'2” 
1 0°4” 
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MISSOURI « ARKANSAS *« OKLAHOMA 
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FRISCO FASTER FREIGHT 


A GREAT RAILROAD 


HARBOR 


The CITY of LOS ANGELES owns and operates 


sufficient modern port facilities, with frequency of 
service to handle all types of cargo—coastwise, 
intercoastal and foreign. SHIPS FOLLOW CARGO. 
CARGO FOLLOWS SERVICE. 


BACK THE ATTACK WITH WAR BONDS 


THE PORT OFLOS ANGELES 
A MUNICIPAL ENTERPRISE DEVOTED TO PUBLIC SERVICE 
189 City Hall M. G. Rouse, Secretary 


HERE’S THE KEY 


to your freight car door-opening problems! 


Speed ... speed... and still more speed, is the 
demand of the day. Speed your freight car loading 
and unloading schedules with the Monarch One Man 
Car Door Opener. A simple, efficient device that gets 
the most balky, binding doors wide open in a few 
seconds. Saves time, labor, and money—protects 
workers from injury and you from loss. No strained 
muscles—no dangerous slips or falls—no broken arms 
or legs or mashed fingers. Order an ample supply to 
fill your needs today. 
THE MINING SAFETY DEVICE COMPANY 
Bowerston, Ohio 
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FOR INFORMATION PLEASE 
CONTACT OUR OFFICES: 


NEW ORLEANS 
CHICAGO 
NEW YORK 


Mississippi Shipping Co.Inc. 


F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 





THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 
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MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK’S ISSUE EACH MONTH 


Maps ee AMbod Data Unique Key fo Maps in This Sectig , 


The maps in this section are different from maps quem: Daily INTER- ond INTRAnate. sornes. 
published in any. other medium. They are special pea ee “4 pres eons 
maps designed by TRAFFIC WORLD'S map depart- — iia 
ment and keyed in accordance with the specifications Irregular or special service routes 
of shippers. Hence, these maps and the allied data 


2 er Connecting lines. 
are unique in that the material is presented in a way we + mare 8 Seiten. 


= @® O Principal points served B Terminal cities 
shippers all over the’ country told TRAFFIC WORLD . 

Y ed tor lin * 
it would be most helpful to them in selecting highway ee ee ee 


ing an intrastate service are also interstate oper- 
carriers and routing freight. ators when their routes extend into ¢ther states. 


CENTRAL STATES 


e Established 1927. §T. LOUIS LOUISVILLE CINCINMATHT 
Clemans Truck Line, Inc. LAWRENCEBURG CENTRALIA Alf 
FFICES: 1717 N. Broadway, ST. OUI 
Established 1929 Incorporated 1934 GENERAL O veateay, 3 


W.H. Husmann, Pres. J. F. Walsh, Traffic Mgr. 
815 E. Pennsylvania Ave., South Bend, Ind. usmann € R oper , rs 
A. C. Clemans, Pres., A. C. Scheetz, T. M. 
C. L. Jones, Secy.-Treas. Tel. 4-2116 
COMMON CARRIER: I. C. C. Certificate No. M-2136 
-* S. C. I. Nos. 692-A-2-3-4 Intrastate-Indiana— 
4 S.C. I. Nos. 693-A-2-3-4 Interstate-Indiana—M. P. U. C. 
No. C-548 Interstate-Michigan 
3) SERVICE: Overnight service Semis Elkhart, Indianapolis. 
Kokomo, LaPorte, ansport, Peru, Plymouth and Roches- 
ter, Indiana; Battle Creek, Grand Rapids, Kalamazoo and 
' Three Rivers, Mi n. All intermediate points served be- 
<| tween Indianapolis, Indiana and Grand Rapids, Michigan. L.C.C.-M.C.44290-56126 
1 NUMBER UNITS: Tractors 49; hong 56, Vans 34, Open 
20, Flat 2; Trucks 22, Vans 12, Open 10. All Co. owned. Tariff 
INSURANCE: Cargo 50.000 and 100,009 (Marine Office of ariff Agency 
America); Public oe. 25.000 and 100,000; 


ty Central States Motor nS iE 
Da 10,000; Workingmen’s Com tion, (M 50,000-$1 00, 
Mu Liab, ‘lity Co.) gmen pensation adios insurance: Cargo $ $ 


Freight Tariff Bureau rT) P.L. $25,000 and $50,000; : t: 47 tractor-trailer unite 
SAFE—COURTEOUS—SERVICE PD. $5,000. emer 


ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, 
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